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VIA: James R. Borgmann, City Manager
FROM: Richard E. Ventura,\ﬁlCP, City Planner
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This is the single, bound copy of the consolidated Comprehensive Plan, which is a
combination of Miami Springs’ existing Comprehensive Plan, adopted in 1998, and
subsequent amendments mandated by the State and adopted by the City, such as the
Public Schools Facilites Element and updated Capital Improvements and
Intergovernmental Coordination elements.

Additionally, and perhaps mostimportantly, the Future Land Use Element has been revised
to reflect the elimination of the Airport, Highway, Marine Business District; the present
Airport Golf, 36" Street and Abraham Tract districts and the new floor area ratios across
the three districts (Part |l: Goals, Objectives and Policies; pp. 18 and 19). The Existing and
Future Land Use maps in the existing plan have been replaced by a single, revised Future
Land Use Map (Part |1, p. 88).

There are aspects of the existing text of the 1998 plan and the Future Land Use Map that
need updating and it is proposed that these will be addressed through the EAR-based
amendment process, which could commence as early as the spring of 2012.

ATTACHED

DOCUMENTS: City of Miami Springs Comprehensive Plan, adopted by Ordinance No.
849-98 (September 28,1998) and containing all subsequent amendments
through Ordinance No. 988-2010 (January 25, 2010).
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CITY OF MIAMI SPRINGS
COMPREHENSIVE PLAN

PART I: Data and Analysis
December 1998

Part I is not an adopted part of the Miami Springs Comprehensive Plan.
It provides the data and analysis which supports part I1.

Part IT consists of goals, objectives and policies that were adopted on First Reading by the
Miami Springs City Council on June 23, 1997 and adopted on Second Reading by the
Miami Springs City Council on September 28, 1998. The Florida Department of Community
Affairs Published a “Notice of Intent” to find this plan “in compliance” with Florida law on
December 3, 1998 and the period during which objections to that finding could be made ended
on December 24, 1998 without any objection being raised

Prepared by
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1, FUTURE LAND USE ELEMENT
POPULATION

General Characteristics: The number of people living in the City decreased from 18,279 in
1870 to 12,350 in 1980 and then increased to 18,268 in 1990. The median age increased by 4.2
years to 38.8 years between 1970 and 1980, but then droppad to 37.5 in 1990. The proportion of
people 65 or older increased from 8.9 to 14,7 percent between 1970 and 1980 and again slightly
to 16.1 percent in 1990. The proportion of non-whites and Hispanies increased from 0.3 to 0.5
percent and from 13.0 to 21.1 percent, respectively, between 1970 and 1980, according to the
1989 plan. By 1990 non-whites amounted to 7.4 percent of the population and Hispanics
amounted to 41.8 percent.

Population Projection: Table 1.2 presents the population projection used in this plan. The
population projection per se was supplied by the Metro-Dade Planning Department in a publica-
tion entitled “Population Projections by City” dated May 1995. Other related projections are
shown in Table 1.2. The methodology by which they are derived is explained in a note at the bot-
tom of the table. The projected decline in population is consistent with the Hmited amount of
land available in the City for new residential development and the fact that no areas of the City
are strong candidates for residential redevelopment at significantly higher densities.

Table 1.1

Population Projections

1990 1984 2000 2005 2010 2015
Population 13,268 (0 13,343 B 13184 D 13015 D 12854 (D 12646 (T
In Households 12,974 (1) 13,048 12,843 12,726 12,5588 12,364
In Group Quarters 294 () 205 291 289 286 282
Households 5,094 3 5,123 5,043 4,997 4,935 4,855
Population/Household 2.55 2.56 2.52 2.50 2.47 2.43
Housing Units 5342 % 5342 5,342 5,342 5,342 5,342
Vacant 248 (1) 248 248 248 248 248
Homeowner Vacancy Rate 1.2 (8) 1.2 1.2 1.2 1.2 1.2
Rental Vacancy Rate 5.3 (8 53 53 5.3 5.3 5.3

Sources; (1) U.S. Census Bureaw, CH-1-1) (eneral Housing Characteristics, Table 58, 1990, (2) U.S. Census Bureau, CPH-
1-11 Summary of Population and Housing Characteristics, Table §, 1990. (3) U.8. Census Bureau, CH-2.11 Detailed Housing
Characteristice, Table 80, 1990. {4) U.S. Census Bureau, CH-2-11 Detailed Hovging Characteristics, Table 79, 1990. (5}
U.8. Census Burean, CPH-1-11 Summary Fopulation and Housing Characteristics, Table 7, 1850. (8} University of Florida,
Burean of Economic and Business Research, "Florida Estimates of Population 1994," April 1994, (7) Metro-Dade Planning

Department, "Population Projections by City,” May 1995.

Methodology: Projections for population in households; population in group quarters; households; and population / household
were derived by reducing 1990 numbers by the same rate Dade County projected population to decline, Housing vnits are
projected to hold constant because there is no additional land for development. Vacancivs and vacancy rates are projected to
hold constant. The "Vacant” category includes: vacant for sale; vacant for rent; vacant for seasonal, recreational or aceasional
use; and all other vecant from Table 79, CH-2-11. The table reflects an anticipated increase in the number of units held for
geasonal and occasionel nse; thus households decline while housing units and vacancy rates remain constant,




Vecancy Rater In 1980, Miami Springs had very low vacancy rates, 1 percent for all housing
and 3 percent for rental housing. In 1990 the vacancy rate was 4.8 percent for all units, 1.6 per-
cent for home-owner units and 5.3 percent for renter units.

Seasonal Population: The 1989 plan estimated that in 1988 the City contained over 1,800
seasonal residents on a peak day, about 15 percent of the permanent population. This EAR es-
timates 1990 seasonal population at 2,871, almost 18 percent of the 1990 enumerated popuia
tion. The methodology for this estimate is explained in a note to a nearby table, The Cityis an
attractive location for hotels because of its proximity to the Miami International Airport. Several
hotels have been constructed in recent years. The most notablé are in the area along Le Jeune

Road south of 36th Street

Table 1.2
Seasonal Population Estimates and Projections

1985 1980 1894 2006 2005 2010 2018

Seasonal Population 22740 237110 2456 2580 2,706 2,808 2,934

Source: (1) Metm-bade Planning Department, "Seasonsl Transient Population,” December 1892,

Methodology: The seasonal pepulation estimate for 1985 and 1990 was taken from sub-ares 4.4 of Metro-Dade Plan.-
ning Department’s publication, "Seasonal-Transient Population The rate of increase of 0.9 percent per year, between
these two estimates was aelected to project the seasonal population to the year 2015, This is substantially less than
the Greater Miami Visitor and Convention Bureau's projection for the peried 1887 to 1880 (8.5 million to 7.2 million).

EXISTING LAND USE

Existing Land Use Map [(9J-5.006 (1)]: Existing land uses are shown in Figure 1.1 and dis-
cussed in the following narrative. Existing land uses are tabulated in Table 1.8. Data related to

land use is shown in Figures 1.2 through 1.6. These figures are entitled:

Figure 1.2: Existing Land Use Map, Existing and Flanned Public Potable Water Wells
ond Wellhead Protection Areas

Figure 1.3: Existing Land Use Map, Rivers, Bays, Lakes, Floodplains, Harbors and Wer-
lands

Figure 1.4: Existing Land Use Map, Minerals and Soils

Figure 1.5: Existing Land Use Map, Historic Resources

Figure 1.6: Existing Land Use Map, Areas Subject to a Redevelopment Finding of Neces-
sity

OQuverall Moderate Density Residential Charecter: Single family residential is the primary

land vse in the City. The 1989 Comprehensive Plan cited this as a the basis for the high quality
of life in Miami Springs, which was perceived to be desirable. Overall, nearly half the land area
Is ocenpied by single family residential use (45 percent). Over one eighth is cvcupied by recrea-

tion and open space uses (13 percent), the largest of which is the City of Miami Municipal Golf
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Course. Under one twentieth is occupied by commercial uses (8 percent). Over one fourth was
occupied by streets and water (26 percent). The density of Miami Springs as measured by popu-
lation per square mile is higher than some suburban locations of Dade County, but lower than
the most urban areas. In 1990, Miami Springs had a density of 4,834 penple per sguare mile.
Lower density communities included Kendall and Miami Sheres (3.577 and 4,033 people per
square mile, respectively). Higher densities communities included Surfside and Miami Beach
(8,216 and 13,284 people per square mile). .

Structure of Street Pattern: The street pattern gives strueture to the City. Three radia)
streets converge on a traffic circle. A rectangular street grid is superimposed on the radial struc-
ture. Commercial uses are concentrated at and near the Gircle and along Westward Drive which
extends west from the Circle. This is an old form of city design that was thought to be passé a
few years ago, The 1989 Miami Springs Comprehensive Plan noted that vehicular circulation
suffers because the convergence of the major roadways to a single point causes traffic to be con-
centrated in a confined area. Since 1989, the use of formal schemes of town design like that em-
ployed in Miami Springs has become more popular. However, it must be accompanied with ade-
fjuate parking and opportunities to concentrate pedestrian traffic where walkers will be safe and
comfortable. The City of Miami Country Club oceupies a substantiel portion of Miami Springs.

Edges: There is a major commercial strip along N.-W. 36th Street. This forms the southern edge
of the City, but it does not appear to be an integral part of Miami Springs. It has businesses
sometimes characterized as “fringe” because they are typically found near the fringe of 2 prime
business district rather than within it. They cannet afford the rents that are charged for the
best business locations. N.W. 36th Street also has businesses which provide goods and services
related to the Miami International Airport, which Yes just across N.W, 36th Street. The Miami
River Canal forms the northeast edge of the City; Okeechobee Road lies parallel to and just be-
yond the Miami River Canal. The Ludlam Canal forms fhe west edge of the City; the Florida
East Coast Railroad Hialeah Yards lies to the west just beyond the ecanal. .

Miami International Airport (MIA) Imapcts: The 1989 plan characterized the Miami Intexr-
national Airport as a negative influence outside the City. It was said to contribute to commercial
sprawl, incompatibility of land uses, strained traffic conditions, noise pollution, and an overall
unattractive appearance. These problems were most pronounced on 36th Sireet. It is clear from
the perspective of 1996 that the airport: 1) generates traffic, 2) concentrates traffic (along the
roads that lead around it); 8) generates noise and 4) is unattractive in places. However, some
very desirable development has occurred south of the Miami International Airport. Further-
more, airports are known to have been successfully buffered from adjacent development. Thus,
the Miami International Airport can and could be viewed as an opportunity.

Miemi International Airport (MI4) Growth: Tt has been projected that Miami International
Airport will double its actual 1993 Total Passenger and Total Freight volume as follows:

Passenger Volume: 1993 passenger volume is projected to double by about. To accommo-
date passenger increases, 500,000 square feet of additional space will be needed for ticketing,
baggage claim, rental car services, limousine services, hotel courtesy vehicles, and visitor and
employee parking. This expansion could be accommodated at the existing airport terminal,
but a portion of it can also be accommodated at the Miami Intermodal Center (MIC) to be

situated east of Leuune Road.

Freight Volume: 1993 freight volume is projected to double by 2005. To accommodate the
projected growth in cargo volume, the Airport is building $500 million worth of new cargo fa-
cilities, largely on the west side of the Airport. Data collected since the freight projections
were prepared suggest that growth could exceed the projections, with the result that MIA
could surpass Tokyo Narita as the world's number one cargo airport by 2000.



Projected growth of passenger and freight traffic at Miami International Airport from 1993
through 20156 is shown in Table 1.4.

Historic and Architectural Sites: Table 1.5 lists 32 historic and architectural sites, The City
adopted an historic preservation ordinance in 1982. The ordinance created the Historic Preser-
vation Board made up of five members appointed by the City Council. The Board was given
authority to designate historic sites. No designated building or site may be altered, restored,
renovated, excavated, moved, or demolished without the permission of the Board. The Pueblo
Hotel portion of the Fair Havens Nursing Home is a state-designated historic site. The historic
status of the Glenn H. Curtiss mansion at the Villas has been by a resolution of the Historic
Preservation Board, Resolution Number HP-87-1.

Transportation [9:-5.006 (2)(a)]: Most of the streets in the City carry local traffic. Conges-
tion on non-local streets adjacent to the City is believed to cause cut-through traffic on City
streets. There is no need to upgrade the capacity of local strests. There is no need to upgrade
the capacity of county collectors in the City. There is a need to upgrade the capacity of Le Jeune
Road, 36th Street and Okeechobee Road. Travel demand and vehicular volumes in the "fron Tri-
angle" are expected to continue to increase with regional growth, in general and with Miami In-
ternational Afrport (MIA) expansion, in particular. The Miami Intermodal Center (MIC) will be
a second, remote terminal for the Miami International Airport, situated east of the airport and
east of Le Jeune Road. If is intended, in part, to meed the identified space need described in the
paragraph entitled “Miami International Airport Growth.” The MIC would further incorporate
extensions of existing and future rail transit (e.g., Metrorail) and commuter rail (Tri-Rail), future
inter-city High Speed Rail, Metrobus and a future rail transit line planned to yun east from the
vicinity of Florida International University Tamiami Campus to the MIC and then to the Port of
Miami, South Beach and the Miami Beach Convention Center. Incorporated also are proposals
for a supporting roadway network which woukl include an expressway connector between S.R.
112 Airport Expressway and S.R. 836 Dolphin Expressway, a fixed guideway transit from the
MIC Terminal to the Main Terminal on the MIA site and raodway improvements at the "Iron

Triangle™.

Sanitary Sewer [9J-5.006 (2)(a)l: The entire City is served by sanitary sewers. There is ade-
quate sewage treatment capacity for the current population and certainly for the projected future
population, which is expected to be less than the current population. The City operates and
maintains the collection system which is able to handle 3 million galions per day, according to
the 1989 Comprebensive Plan. Effluent is transported through Dade County interceptors to
three Dade County treatment facilities: the North District Plant, the Central District (Virginia
Key) Plant and the South District Plant. The 1994 capacity of the three Dade County treatment
facilities was 298 to 318 millicn gallons per day (MGD) according to Table VII-9 of the 1995 Dade
County Infrastructure Element EAR. The Dade County EAR projected the 1995 capacity to be
353 million gallons per day. Miami Springs customers generated 892,217,700 gallons of sewage
in FY 1894. This amounted to 2.44 million gallons of sewage per day for all Miami Springs cus-
tomers and 183 gallons per capita per day based on a 1994 population of 13,343. Miami Springs’
2.44 million gallons per day of sewage generation amounted to eight-tenths of one percent of the
318 million gallon Metropolitan Dade County plant capacity, Miami Springs’ sewage generation
for 2005 is projected to be about the same 2.44 MGD as in 1994, which will be six-tenths of one
percent of the 380.5 MGD capacity projected for 2005 and seven-tenths of one percent of the
331.6 MGD minimum eapacity ealled for in Table VII-12 of the 1995 Dade Connty Infrastrue-
ture EAR. The existing Miami Springs collection system is a repump system, i.e. one in which
most of the pump stations “repump” wastes other gravity flow areas. Much of the equipment is
obsolete. It could be replaced un an ad hoc basis as necessary. It could be replaced according to
a comprehensive scheme to convert to a manifolding system, i.e. one in which each pump station
pumps gravity collected flows to a force main rather than to another pump station. A 1995 engi-
neering study evaluated eight options for conversion to a manifolding system. The recommended



option was originally projected to cost $1,553,300. Work done in 1998 has updated the cost esti-
mate to $1,800,000. A 1998 study identified 1,750,000 worth of potential inflow/infiltration im-
provements. In 1998, the City sold a Utilities Systems Refunding and Improvements Revenue
Bond, Series 1998. The total amount was for $11,000,000, $7.8 million for refunding, $1.8 rail-
lion for manifold improvements and $1.4 million for inflow and infiltration improvements.

Solid Waste [9J-5.006 (2) (a}f: County wide, just under 9 pounds per person per day were gen-
erated in 1890 according to data in Tables VII-15 and VII-16 of Dade County’s 1985 BAR, (Gen-
eration comes from hougeholds, businesses, institutions and other uses. The 9 pounds per person
per day rate averages all of thess sources. Many communities which do not have major business,
institutional and other non residential sources generate rates substantially below 9 pounds per
person per day. According figures provided by the Miami Springs Public Works Department,
Miami Springs generates less than 4.5 pounds per person per day. The level-of-service standard
established in the 1988 Dade County Comprehensive Plan was a five year capacity based on a
total waste generation of seven pounds per person per day. The Dade County 1995 EAR recog-
nized that: 1) per person generation rates were changing based on new Florida statutory re-
quirements, and 2) some communities previously served by Dade County would obtain solid
waste disposal on the private market. Accordingly, the 1995 Dade County EAR observed that a
new sclid waste level of service standard should be set, It did not recommend what that stan-
dard shonld be. Planners at the Florida Department of Community Affairs have indicated to the
author of this report that communities should assure adequate solid waste disposal capacity for
the planning period. Assurance comes from having a contract with the county or a private con-
cern. The minimoum planning period for comprehensive plans is ten years under Florida law.

Drainage [9F-5.006 (2)(a)]: Areas adjacent to Westward Dyive from Morningside to the Circle
are on positive drainage systems. Other areas within the City are drained by French drains and
" injection wells which serve specific basins. Since of 1989, it has been City policy that new drain-
age facilities be of the infiltration type rather than the positive drain type. In addition, it has
been City policy to replace positive drains into lakes with infiltration facilities. The 1989 Com-
prehensive Plan observed that “With the use of infiltration pits, pollutants are partially removed
by natural soil filtration processes.” In 1995, the City completed a Stormwater Management
Masterplan. Thirty-sight drainage basins were identified. For each drainage basin, data was
collected on total basin acreage, impervious area, pervious area, pond area and soil types, The
study recommended construction of & positive ontfall drainage system for five of the 38 basins
(Basins 14, 194, 19B, 32 and 38} and the construction of an underdrain system for two of the ba-
sins (Basins 15 and 17A). Total construction, contingency and engineering costs were estimated
at $1,966,378, The study said the work could be done at one time or phased. If phased, the fol-
lowing phasges were suggested: 1) Basin 17A ($21,200); 2) Basin 32 ($652,000): 3) Basins 19A &
19B ($210300): 4) Basin 14 ($525,900): 5) Basin 15 ($94,700); and 6) Basin 38 ($462,200). The
subject bagins are shown in Figure 4.1,

Potable Water [9J-5.006 (2}{u)]: Thereis adequate potable water capacity for current popula-
tion and for the future population, although selective reinforcement may be necessary at some
locations for fire protection. The Miami Dade Water and Sewer Authority (WASA) provides po-
table water for Miami Springs. The water is distributed to individual properties by a system
owned and maintained by the City of Miami Springs. WASA's nearby Hialeah and John Preston
Water Treatment Plants are the providers for Miami Springs. These plants had a 1994 capacity
of 225 million gallons per day (MGD) according to Table VII-8 of Dade County’s 1995 Infrastrue-
ture EAR. The Dade County 1995 EAR does not give a projected capacity for the Hialeah-
Preston Plants, but it projects overall water system capacity to increase by about 25 percent be-
tween 1995 and 2005 from 421 MGD to 501 MGD. Miami Springs used 1,128,849,216 gallons of
potable water in FY 1994, This amounts to 8.09 million gallons per day and 232 gallons per
capita per day based on a 1994 population of 13,343. Miami Springs’ 3.09 million gallons per day
of water consumption amounted to 1.4 percent of the 225 million gallon plant capacity. Miami
Springs’ water consurnption for 2005 is projected to be about the same 3.09 MGD as in 1994,



which will be six-tenths of one percent of the 501 MGD total system capacity projected for 2005
in Table VII-10 of the 1995 Dade County Infrastructure EAR. The City’s 232 gallons per capita
per day is high in comparison with surrounding communities according to the Florida Depart-
ment of Community Affairs Objections, Recommendations and Comments Report on the June 23,
1897 first reading version of the City’s de novo comprehensive plan. If this comment is correct,
the reason may be due to the proportion of hotels and ofher non-residential land uses in the City
which consume water, but do not add permanent population.

Natural Ground Water aquifer recharge {9J-5.006 (2)(a}l: The Biscayne Aquifer is a “sole
source” water supply for south Florida. This shallow aquifer underlies all of Dade County, much
of Broward County and a small portion of southeast Palm Beach County. The 1989 Miami
Springs Comprehensive Plan noted that the Biscayne Aquifer “...is more than adequate for pres-
ent needs...,” but population growth and permeable area shrinkage were identified as possible
future causes of demand exceeding supply [at current or otherwise desirable priees]. The 1995
Dade County Conservation Element EAR does not give a clear indication as to the accuracy of
this judgment. It does indicate that the water supply afforded by the Biscayne Aquifer requires
protection in order to ensure that it continues to function well into the future. Figure 16 of Dade
County’s 1988 Conservation, Aquifer Recharge and Drainage Element Support Components de-
lineated prime agquifer recharge areas based on several USGS studies. These areas had not pre-
viously been delineated. The 1995 Dade County Conservation Element EAR notes that most un-
developed wetland areas in Dade County are designated for environmental protection or open
land on the County’s Land Use Map, The Bird Drive, North Trail and East Turnpike Basins are
wetland areas that are within the urban Development Boundary, but other wetland protection
areas are outside. The Dade County Department of Environmental Resource Management has
developed regulations which require that wetland sites within the Urban Development Boundary
be developed with a retention area amounting to 30 percent of the site. In 1994, the National
Audubon Bociety proposed that a buffer be constricted along the eastern edge of the water con-
servation areas and the expanded boundary of the Everglade National Park. This concept, called
the East Coast Buffer plan, was evaluated by the South Florida Water Management District as
part of its ongoing Lower East Coast {LEC) Water Supply Planning Project. The Dade County
Wellfield Protection Program is countywide in scope and jurisdiction and includes the City of Mi-
ami Springs in its regulatory coverage. Nearly all of Miami Springs was within the 210 day
travel time impact contour surrounding the Hialeah-Miami Springs Wellfields. The balance of
Miami Springs fell within the Maximum Day Protection Area. The dividing line was approxi-
mately along De Leon Drive, with the area to the west being in the 210 day travel time and the
area to the east being in the Maximum Day Protection Ares. The 210 day travel time contour
represents the line from which it will take a molecule of water 210 days to migrate to the well
during maximum draw down and no recharge. Salt water infrusion and pollutants threaten the
Biscayne Aquifer. Salt water intrusion is a threat during drought when the fresh water table is
low. Salt water intrusion is a threat when storms and tides drive salt water upstream, a prob-
lem that is eurbed by salinity control structures. The 1989 Comprehensive Plan identifies the
main sources of water pollution as industrial and domestic waste, surface water ronoff frorn both
agricultural and urban areas and older septic tanks. The 1989 Comprehensive Plan identifies
two major fools for protecting water quality: 1) the Dade County 1982 Potable Water Supply
Well Protection Ordinance which restrict the use of land in the well field cone of influence; and 2)
the Dade County ordinance which requires retention of the first inch of runoff on site.

Land Available for Development [9J-5.006 (2) (b)]: There are three major vacant or nearly
vacant parcels available for development in Mimai Springs. These parcels are shown on the Fig-
ure 1.1, Existing Land Use where they are labeled “a” through “f" These parcels are as follows:

Parcels a - d: These parcels are were formerly Bastern Airline Parking lots. They are now
praperty of the Metropolitan Dade County Aviation Department (Miami International Air-
port), which received them pursuant to a legal settlement arising from ground contamina-
tion. They amount to approximately 15 acres. Parcel “b” fronte on South Royal Poinciana
Boulevard. A high-rise office building lies to the east. Single family residential development



lies to the west. Parcel “b” could reasonably be developed with residential or non-residential
uses. It would be desirable if it included some kind of transition and/or a buffer between the
existing non-residential uses which are not very compatible with the adjacent single-family
residential development. Parcels “¢” throngh “e” lie adjacent to each other and/or to other
non-residential development, making them suitable for non-residential development them-
selves. Parcels “c” through “e” lie in blocks which front on N.W. 36th Street, but only Parecel
“d” actually fronts on N.W, 36th Street. Parcels “c” and “e” do not front on a major street;
they are separated from N.W. 86th Street by commercial development.

Parcel e: This parcel is known as the Anthony Abraham Property. It contains approxi-
mately 8 acres. This parcel and its neighbors are surrounded by a railroad and by major
thoroughfares, including an elevated limited access facility. Tt is not suitable for residential
purposes. It may be very suitable for commercial uses related to the Miami International
Afrport. If is part of 43 acres that were annexed to Miami Springs in 1984.

Paree) £; This parcel is known as the “Villas Property.” It amounts to approximately 12
acres. It contains the historic Curtiss Mansion. Until recently, it also contained various non-
residential structures that have recently been razed to accommodate new development and
because they were in such bad repair that they were unsafe. The site could be developed at a
relatively high while preserving the historic Curtiss Mansion and various historic site fea-
tures associated therewith.

There are no known development limitations on any of the seven vacant parcels identified above
with respect to soils, topography or natural resources. The Curtiss Mansion and associated site
structures is a development constraint on parcel a, but not a constraint that prohibits develop-
ment altogether since a substantial portion of that site is vacant. There are no known historic
constraints on the other parcels identified above. There were no known archeclogical sites of
significance in the City. In addition to the above parcels, there are a few vacant lots throughout
the City. There are no known development limitations on any of these vacant lots with respect
to soils, topography, natural resources, historie resources or archeoclogical resonrees,

Land Needed to Accommodate Futisre Population [9J-5.006 (2) (c)): Rule 9J-5 of the
Florida Administrative Code requires “An analysis of the amount of land needed to accommodate
the population.” The Rule appears to assume that population growth is an independent variable
and that land and density are dependent variables. Reality in the United States is usually the
opposite. This is particularly so in Miami Springs. Becauge Miami Springs is a built-up com-
munity and because there are other communities with significant vacant land, there will be no
gignificant growth in population. Indeed, the population projections of the Metropolitan Dade
County Planning Department show permanent population in Miami Springs declining. They
also show seasonal population inclining, but this will not happen unless there are suitable laca-
Hons to accommodate such population.

Redevelopment of Blighted Areas [9-5.006 (2) (d) 1]: Miami Springs completed a Finding
of Necessity for Redevelopment study in February 1995. The study supported a necessity for re-
development in two areas, the “historic downtown” and “along the 36th Street corridor.” A total
of 42 blocks were studied with respect to the redevelopment criteria set forth in 163.355, 1.5,
The study supported a necessity for redevelopment in 22 blocks along 36th Street and 15 blocks
around Curtiss Circle. The redevelopment criteria are as follows: 1) building deterioration, 2)
site deterioration, 3) unsanitary conditions, 4) noise exposure, 5) traffic accidents, 6) inadequate
transportation facilities, 7) inadequate street layout, 8) inadequate parking, 9) inadequate lot
layout, 10} vacancies and obsolescence, and 11) crime. The City Council of Mizmi Springs
adopted the Finding of Necessity report by Resolution Number 95-3013, dated October 1995. By
Resolution 85-3014, the Council requested that Dade County to delegate its Charter granted re-
development authority to the City of Miami Springs for the purpose of preparing and imple-
menting a redevelopment plan for the two redevelopment areas. In July, 1995, the Miami
Springs Planning Department published Changes in Valuation of Developed Business and Sin-



gle-Family Properties, 1989 to 1994. This report documented a significant increase in residentiai
property values (positive 33.1 percent) and a significant decrease in business property values
(negative 8.0 percent). The residential increase was attributed in part to the negative impact on
housing supply of Hurricane Andrew (1892) The business decrease was attributed in part to the
negative impact on business property demand oceasioned by the demise of Pan American Ajr-
lines and Eastern Airlines, which together had aceounted for about 50 percent of the passenger
volume at Miami International Airport. The unattractive character of the business properties
along 86th Street was helieved to make them particularly vulnerable to the withdrawal of long-

standing demand.

Development and Redevelopment of Flood Plain Areas [9.J-5.006 (2) (e)]: Miami Springs
falls within flood hazard zone AR as identified in the January 1984 Federal Emergency Man-
agement Agency Flood Insurance Rate Maps. In the A zone, the 100 year flond elevation is
seven feet. One hundred year flooding would occur along the Miami River canal and the Ludlam
canal. Damage would likely be greatest fo yards and to infrastructure. Some damage of first
floors would ocour. The Zone AE flood plain is along the Miami River Canal and east of the
Ludlam Canal. The 1989 analysis concludes that, “Damage expected from flooding ... would not
warrant redevelopment of existing structures.” There is no known information which necesai-
tates a change to this assessment. Police power regulations can feasibly hold redevelopment to
current densities, which will not increase flood damage potentials. Redevelopment would have to
be restricted to densities which are substantially below current densities in order to increase the
cubjc area available within the fleod plain to accommodate floods and in order to reduce the
amount of damage that could occur to property should a flood oceur. Such a reduction in permit-
ted developmient intensities in a fully built out commmity would not be feasible.

School Facility Plans [163.3177(6)(a), F.8.]: Section 163 3177(6)(a), F.S. requires that,

The future land use element must clearly identify the land use categories in which public
schools are an allewable use. When delineating the land use categories in which public
schools are an allowable use, a Iocal government shall inelude in the categories sufficient
land proximate to residential development to meet the projected needs for schools in coordi-
nation with public school boards and may establish differing criteria for schools of different
type or size. Each local government shall include lands contiguous to existing school sites, to
the maximum extent possible, within the land use categories in which public schools are an
allowable use. All comprehensive plans must comply with this paragraph no later tham Oc-
tober 1, 1996.

In its Objections, Recommendations and Comments Report, the Florida Department of Commu-
nity Affairs ohjected to the June 23, 1996 first reading version of the Miami Spring de novo
Comprehensive Plan on the grounds that it lacks a public school siting analysis which the De-
partment believes is required by the above langnage. The Objections, Recommendations and
Comments Report calls upon the City to,

Complete the [required?] public school siting analysis. Provide an analysis which demon-
strates that sufficient land proximate to residential development will meet the projected
needs for schools in coordination with the Dade County Public School Board. The analysis
must include tands contiguous to existing school sites within the land use categories in which

public schools are an gllowabls use.

In the June 23, 1996 first reading version of the de novo Comprehensive Plan, Schools are an
allowable use only in the "Public and Private Education” Future Land Use Map category. The
parcels designated in this category should be adequate to future nesds, given the following facts:
1) Miami Bprings is as nearly built out as any place in Dade County; 2) surrounding communi-
ties are nearly built out; 8) existing school sites have proved adeguate for a number of years, 3)
permanent occupied dwelling units are declining; 4) permanent population is declining. Of
course the provisions of 163.3177(6) (a), FS. as interpreted by the Department's Qbjections, Rec-



ommeandations and Comments Report do not allow the City to come on its own to the conclusion
that local conditions indicate a sufficiency of achool sites. The City can only come to this conclu-
sion in "eoordination” with the Dade County School Board. Howaver, as of January 8, 1998,
meaningful coordination with the Dade County School Board on the need for school sites in the
Miami Springs area is not possible, at least according to telephone comments provided on that
date by Mr. George James of the Dade County School Board. Mr. James indicated that the
Schoo) Board is reguired by state law to prepare periodically a "facilities survey" setting forth
facility needs. According to Mr. James, there was on January 8, 1998 no effective survey of
needs in place, the old survey baving passed into oblivion due to the expiration of its statutory
period of effectiveness and the new survey having not yet been commenced as of January 8. Ac-
cording to Mr. James, the School Board staff would begin writing the new survey recommenda-
tions on January 9 and was scheduled to put a draft before the Scheol Board on March 18, 1998,
Accordingly, it may be that the only practical way {o accommodate the unknown need for scheesls
in Miari Springs may be to permit schools in all residential districts.

Table 1.3
Existing Land Uses
Land Use Acres . Percent
Single Family 815.00 46%
Duplex 8.00 0%
Multi-Family 49.00 3%
Commercial 66.00 4%
Public Facilities 98.00 5%
Recreation & Open Space 231.00 13%
Parking 13,00 1%
Vacant 63.00 3%
Sireets & Water 483.00 26%
Totals 1,826.00 100%
Souree: It is assumed that the Existing Land Use Map and the Existing Land Use Table in the 1989 Comprehen-
sive Plan are consistent. The 1985 Existing Land Use Map was compared with the 1989 Existing Land Use Map.
The acresge’s in the Existing Land Use Table were adjusted based on the differences between the 1989 and 1895
Existing Land Use Maps. The tabulation raported absve is baing recalenlated based on a computerized version of
the Bxisting Land Use Map now being prepared.
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Table 1.4

Growth of Passenger and Freight Traffic at Miami International Airport 1993-2015

Domestic

" Passengers

International
Passengers

Total Pasgengers

Air Cariier
Operations

Cargo Operations

Total Operations

Domestic Freight
{(Tons}

International
Freight (Tons)

Total Freight
(Tons)

Total On-Airport
Employees

Actual
1983

16,287,173

12,373,223

28,660,396

278,276

39,740
538,504

281,002

1,018,457

1,299,549

19,070

Farecast
1998

© 17,840,000

14,860,000
32,790,000

296,030

40,500
582,303

352,860

1,200,140

1,553,000

27,000

Forecast
2000

20,850,600

19,400,000

40,250,000

332,178

49,200
634,376

303,838

1,626,130

1,529,968

30,000

Forecast
2005

23,790,000
24,080,000
47,870,000

365,242

57,200
685,442

360,840

2,078,953

2,439,793

43,000

Forecast
2010

26,590,000

28,650,000

55,240,000

349,984

65,000
734,684

403,499

2,407,718

2,811,217

36,000

Forecast
2015

29,440,000

33,200,000
62,840,000

430,965

73,471
780,940

448,561

2,764,211

3,212,772

38,000

Sources; Landrum & Brown, MIA Master Plan Update, 1994; Dames & Moore, Dade County Aviation System Plap,
1994; Revised Freight Data by Metro-Dade Aviation Department, 1996; Miami Springs Planning Department.




Table 1.5
Historic Resources

Address

200 Azare Drive
305 Azure Way
325 Azure Way
333 Azure Way
Canal Stragat

30 Canal Street

24 Carlisle Drive
125 Carlisle Drive
45 Curtiss Parkway
201 Curtiss Parkway

4020 Curtiss Parloway
85 Deer Run

500 Drepr Run

465 Deleon Drive
111 Fairway Drive

Flamingo Cirele

281 Glendale Drive

240 Hibiscus Drive

31 Hunting Lodge Court
Hunting Ledge Drive

27 Hunting Lodge Drive

150 Hunting Lodge Drive
424 Hunting Lodge Drive
851 Hunting Lodge Drive
860 Hunting Lodge Drive

Lafayette Drive
633 La Villa Drive
826 Navarre Drive
241 Palmetio Drive
265 Palmetto Drive

51 Park Street

22 Pinecrest Drive
289 Pinecrest Drive
Poinciana Boulevard

Comment

Osceola Apartments / Hotel

Miami Springs Bridge

Clune/Staduik Building
Fair Haven Center Drive

Blessed Trinity Catholie Church
Lua Cuxtiss House I'The Alamo
Glenn H. Curtiss Estute

Hermance Residence Drive

Cinema Park :
Hunting Lodge & Skeet Club

G. Carl Adams House
Miawmi Golf Coruse

Laa Curtias House II Drive
Mitlard-McCarty House
Hequembourg Home

Miami Springs Elementary
Kendall Residence
Leaycraft Residence
Ciroular Park

Dote

1925
1920-29
1920-29
1520-29

1830

1920-29
1920-29
192028

1925
1920-29

1930-39
1826
1825

1920.29

1920-28

1924
1920-29
1026

1920-29
1920-26

1928
1830-29
1920-29

1920-29
1920-29
1920-29

1937

1828
1925

il



2. TRANSPORTATION ELEMENT
PURPOSE and FORMAT

Section 9J-5.019 of the Florida Administrative Code requires that,

A local government which has all or part of its jurisdiction included within the urbanized
area of a Metropolitan Planning Organization (MPO) ...shall prepare and adopt a transpor-

tation element [emphasis added] consistent with the provisions of this Rule and Chapter

163, Part II, Florida Statutes. For the affected jurisdictions, the transportation element
shall replace the required plan elements of: fraffie eirculation; mass transit; and ports,
aviation, and related facilities [emphasis added]... Within a designated MPO area, the
transportation elements of the local plans shall be coordinated with the long range transpor-
tation plan of the MPO. The purpose of the transportation element shall be to plan for a

multimodal transportation system that places emphasis on public transportation systems.

This provision of the Rule 9J-5 was added to the Florida Administrative Code on 3-23-94, Prior

to that date, Miami Springs was required to include a traffic circulation element in its compre-

hensive plan; but it was not required to include mass transit or ports and aviation elements; Mi-
ami Springs fell below the population threshold which triggered mass transit and ports and avia-
tion element requirements. '

It is the purpose of this element to fulfill the new requirements of 9J-5.019. The format for ful-

filling the new 8J-5.019 will be to include some of the required data and analysis directly herein
and to include some of the required data and analysis by adopting the Dade County Transporta-

tion Element Data and Analysis by reference. Data and analysis included directly herein and

included by reference to the Dade County Transportation Element Data and Analysis shall be as

follows:

Data and ancl&sis included herein

rogd gsystem data as required hy

significant parking facilities as required hy

public transit system data as regquired by

bicyele and pedestrian way data as required by

airport facility clear zone data as required by

road elassification/maintenance responsibility data as required by
road through lane data as required by

existing peak hour, peak direction los for roads as required by
capacity/duration of significant parking facilities as required by
analysis of the existing roads los and system needs

based on existing design and operating capacities and

most recently available adt and pht as required by

analysis of availability of roads to serve existing land uges
as required by

analysis of availability of public transit to serve existing
land uses as required by

analysis of growth trends and road travel patterns and
interactions between land uses and roads as required by

Administraiiue Code Reference
8J.5.019 (2 (a) 1, a-c

9J-5.019(2) (2 1, d

9J-5.019 (2) (=) 2

9J-5.018(2) (a) 3

$J-5.019 (2) (a) 5

8J-5.019 (2) (2) 8

8J-5.019(2) (a) &

8J-5.018 (2) (b) 1

8J-5.019 (2) () 2

8J-5.019 (3) (a)
9J-5.019 (3} ()

8J-5.019 (3) (b)

8J-5.019 (3) ()

13
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analysis of compafibility between future land vses and
transportation elements, including land use
compatibility around airports as required by

analysis of projected road system lavels of service and
system needs based on future land vse categories including
the densities and intensities of uses as required by

consider profects planned for the FDOT Adopted Work
Program, long range transportation plan and transportation
improvement program of the MPO and the compatibility
with the policies of such plans as required by

demenstrate how Miami Springs will maintain its
adopted los standards for roais and transit facilities
within its jurisdiction ds required by

demonstrate how Miami Springs los standards advance

the purpose of 9J-5.019 and the goals, objectives and policies
of the future land use e¢lexient and other elements of the
comprehensive plan as required by

explicitly address and document the internal consistency
of the plan, especially jits provisions addressing transportation,
land vse and availability of facilities and services as required by

Data end analysis to be included in
Dade County Comprehensive Plan and
Adopter Herein by Reference

port facility data as réquired by
airport facility data (other than clear zone data} as required by
freight and passenger rail line and terminal data as required by

intermodal terminals data and acress to intermoedal
facilities data as required by

major public transit trip generators and attractors
based oo the existing land use map as required by

designated local and regional transportation facilities
critical to the evacuation of the coastal population prior
to an impending natural disaster as required by

existing peak hour, peak direction los for mass transit
facilities and corridors and routes as required by

analysis of the existing public transit system los and
system needs based on existing design and operating
capacities existing maodal splits and vehicular cecupancy
rates as required by

analysis of the adeguacy of existing and projected
transportation systems fo svacnate the coastal population
prior to an impending natural disaster as required by

analysis of growth trends and public transit travel
patterns and interactions between land uses and public
transit as required by

analysis of existing and projected intermodal deficiencies
and needs such as terminals, connections, high cceupancy
vehicle lanes, park and ride lots and other facilities

analysis of projected public transit system levels of service and
system needs based on future land use eatepories including
the densities and intensities of uses as required by

9J-5.018 (3) (&)

9J-5.019 (3) ()

8J-5.018 (3) (g}

9J-5.018 () (h)

9J-5.019 (8} (b}

8J-5.019 (3) (ik

Administrative Code Reference
9J-5.019 (2} (a) 4
8J-5.015 (2) (a) &
9J-5.019 (2) {a) 6

9J-5.019 (2) (a) 7

9J-$.019 (2){a} 10
9J-5.019 (2) (a) 11
8J-6.018{2) (b} 1
8J-5.018 (3) (a}
9J-5.019 (3) ()
9J-5.019 (3) (d)
9J-5.019 (3) (e)

8J-5.018 (3) (f)



an analysis which identifies land uses and transportation

management programs necessary to promote and support

public transportation systems in designated public

transportation corridors 915,019 (3 G

EXISTING TRANSPORTATION DATA
19J-5.019 (2) (a) & (b)]

Current Road System: The road system in and near Miami Springs is shown on Figure 2.1.
Local, collector, arterial and limited and controlled access facilities are specified [9J-5.019 (2) (a)
1l,a- c] Functional classifications and maintenance responsibilities are specified [9J-5.018 {(2)
(a) 8]. The number of through lanes is shown [9J-5.019 (2) (a) 9]. Traffic count stations are
shown on Figure 2.1 and the existing peak hour, peak direction levels of service for the roads on
which these count stations are located are rep.orted in Table 2.1. A major alteration to the cur-
rent road system will occur in connection with development of the Miami Intermodal Center
(MIC). MIC options under study are shown on Figures 2.7 and 2,8, [5.019 (2) (b) 21.

Significant Bicycle and Pedestrian Ways: Significant bicycle and pedestrian ways are shown
on Figure 2.1 [9J-5.019 (2) (a) 31

Significant Parking Facilities: Significant parking facilities are shown on Figure 2.2 [9J-
5.019 (2) (a) 1, d).. The figure shows the capacity of significant parking facilities and duration
limitations 5.019 (2) {(b) 2].

Publzc Transit Systern: The current public transit network is shown on Figures 2.3 and 2.4.
These figures depict Metrobus, Metrorail and Metromover lines, and major traffic generators and
attractors that are served or shou_ld be served by the public transit system. [8J-5.019 ({2) (a) 2].

A major alteration to the current public transit systein will be located near Miami Springs and
will résult in riew road construction in the part of Miami Springs south of N.W, 86th Street. This
is the Miami Intermodal Center (MIC). MIC options under study are shown on Figures 2.7 and

2.8.

Airport Facilities: Airport facilities and clear zones are shown are shown in Figures 2.5 and
2.6, respectively. [9J-5.019(2) (a) 5).

EXISTING TRANSPORTATION ANALYSIS
19J-5.019 (3}

Roadway Levels of Service Standards: The basis for determining the adequacy of a roadway
to handle traffic is the level of service (LLOS) measurement. This measure is the basis for setting
the level of service standard which is used in the concurrency management system, the State-
mandated system for assuring that the infrastructure network is adequate to serve additional
development Levels of service are expressed as letters "A" through "F." The standardized de-
scriptions of service levels used in transportation planning are as follows:

LOS A: Highest L.OS which describes primarily free-flow traffic operations at average travel speeds. Vehicles are
completely unimpeded in their ability to maneuver within the traffic stream, Stopped delay at intersections is

minimal.

LOS B: Represents reasonably unimpeded traffic flow operations at average travel speeds. The ability to maneuver
within the traffic stream is only slightly restricted and stopped delays are not bothersome. Drivers are not generally

subjected to appreciable tensions.
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1.0S C: Represents stable traffic flow operations. However, ability to maneuver and change lanes may be more re-
stricted than in LOS B, and longer quenes and/or adverse signal coordination may contribute to lower average travel
speeds. Motorists will experience an appraciable tension while driving.

LOS D: Borders on a range in which small increases in traffic flow may cause substantial increases in approach
delay and, hence, decreases in speed. This may be due to adverse signal progression, inappropriate signal timing,
high volumes or some combinations of these.

LOS B: This represents traffic flow characterized by sipnificant delays and lower operating speeds. Such operations
are cansed by some combination of adverse progression, high signal density, extensive quening at critical intersec-

tions and inappropriate signal timing.

LOS F- This represents traffic flow characterized at extremely low speeds. Intersection congestmn is likely at criti-
cal signalized locations, with high approach delays resulting. Adverse signal progression is frequently a contributor

to this condition.

The level of service of a roadway can be measured over any given period of time. Two common
periods of time for which such measurements are taken are: 1) 24 hours and 2) the peak hour.
The peak hour is the hour of the day when traffic is heaviest. On most roadways the peak hour
occurs between 4:00 PM and 6:00 PM on a weekday. Rule 9J-5 of the Florida Administrative
Code requires that local comprehensive plans analyze traffic based on both 24 hour and peak
hour periods [9J-5.019 (3) (a)land set level of service standards based on the peak hour [9J-5.019
(4) (1) 1]. Rule 9J-5 indicates that when reviewing local comprehensive plans for compliance
with Rule 9J-5, the Florida Department of Community Affairs will consider “...whether the data
were collected and applied in a professwnally acceptable manner....” [$J-5. 005 (2) (a)] In past,
this provision has been construed as requiring use of the most recent Florida Department of
Transportation Traffic Level of Service Manual or related software for road capacity analysis. As
of January 1, 1996, the most recent manual was the 1995 manual. However, the Department of
Community Affairs has also accepted from local governments in Dade County the use of analyses
from the Metropolitan Dade County Office of Concurrency Management. Such is shown in Table

2.1.

Under Rule 9J-5, local comprehensive plans are required to adopt a roadway level of service
standard which is coordinated with the standard adopted by the agency which has maintenance
responsibility for the facility. Thus, localities must adopt the Florida Department of Transporta-
tion standard for state roads within the local houndaries and the county standard for county
roads within their local boundaries. Dade County has adopted complex level of service standards
which vary depending on the location of the facility within the county and the type of transit
service available. For county roadways within the urban infill area {(east of the Palmetto Ex-
pressway) and in special transportation aveas, the standard is LOS E for roadways with no tran-
sit service; 120 percent of LOS E for roadways which have 20 minute headway transit service
within one half mile; 150 percent of LOS E for roadways with extraordinary transit service
{commuter rail or express buss). Inimplementing these standards, Dade County employs the
concept of “peak hour period” (PHP) rather than “peak hour” as specified in Rule 9J-5. The peak
hour period is defined by Dade County as the sum of the two consecutive highest hours divided
by 2. “Special transportation areas” as employed by Dade County are defined in a letter from
Mr. Mark R, Woerner, AICP to Mr. Robert K. Swarthout, AICP. A facsimile of this letter is re-
produced as Figure 2.9 of this element. The Miami Springs Comprehensive Plan adopted in 1989
established a peak hour {(not peak hour period) level of service D.

Analysis of Existing Road LOS [9J-5.019 (3) (a}]: BExisting roadway levels of service for se-
lected streets in and adjacent to City of Miami Springs are indicated in Tables 2.1 through 2.4.
The locations of count stations referred to in these tables are shown in Figure 2.1. Count sta-
tions with numerical designations are used in the Dade County Concurrency Information Center.
Count stations with letter designations are from special traffic engineering studies referred to
herein. The most significant traffic problems are on N.W. 36th Street, Okeechobee Road and Le
Jeune Road. Levels of service shown for these roads in Tables 2.1 through 2.3 range from C to F.
The F condition is more common than it appears from the data presented here. The special
studies from which much of this data came report additional F locations. N.W. 36th Street,
Okeechobee Road and Le Jeune Road (in Miami Springs) have been the subject of special engi-
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neering studies the findings of which are sumimarized below, Table 2.4 indicates that North
Royal Poinciana Boulevard and South Royal Poinciana Boulevard both show level of service F
near the Miami Springs Circle. The F condition for South Royal Poinciana Boulevard oceurs at a
point where the roadway consists of just two lanes. Further south the roadway becomes four
lanes. The same traffic volumes would not preduce an F condition on a four lane cross section.

Analysis of Existing Internal Road System Needs [9J-5.019 (3) (a)]: Roads that are com-
pletely within the City of Miami Springs must be maintained, but is not envisioned that they be
widened. South and North Royal Poinci_ana Boulevard may be experiencing an F level of service
for peak hour/peak direction traffic. It is not apparent that there is sufficient need to correct this
deficiency by widening these roads; North Royal Poinciana was designated as a constrained
roadway with a level of service standard of Ein the 1989 Miami Springs Comprehensive Plan. A

“constrained” roadway is a roadway that cannot practically be widened due to the narrowness of
the right-of-way and the presence of development on either side. The Keith and Schnars study of
Okeschobee Road {described below under the indented heading “Okeechobee Road”) employed an
origin-destination survey which found that nearly 8/4 and over 1/2 of the traffic on South and
North Royal Poinciana Boulevard, respectively, is “cut-through.” It is hoped that improvements
to Okeechobee Road will reduce the desirability of using Royal Poinciana for cut through traffic.
According to the same study of Okeechobee Road, cut through traffic is very heavy on East Drive
(aka 4th Avenue) (75 percent) and Curtiss Parkway (45 to 58 percent).

Anelysis of Existing Principal Arterial System Needs [9J-5.019 (3) (a)]: There is a need to
upgrade N.W. 36th Street, which forms the southern boundary of Miami Springs, and
Okeechobee Road, which lies just outside the northeast border of Miami Springs. Needed im-
provements to these roads are described in two separate studies, the finding of which are sum-

marized as follows:
N.W. 86th Street:

A June 8, 1995 study prepared for the Dade County Metropolitan Planning Organization by
Post, Buck.ley, Schuh & Jerinigan, Inc. offered the followmg conclusions and recommenda-
tions at page 4: 1) a toll-expressway for N.W. 36th Street is not cost feasible; 2) provide addi-
tional bus service along the “Kendall-West Dade-North Central Dade” corridor; 3) establish a
‘West Dade Transportation Management Association made up of residents and business peo-
ple; 4) construct a grade-separated urban interchange at N.W. 36th and N.W. 72nd Avenue
{Milam Dairy Road); 5) prepare an action plan for the Iron Triangle [N.W. 36th Street/Le Je-
une Road/Okeechobee Road] to coordinate the needs of Miami Springs, the Miami Intermodal
Center (MIC) and the Miami International Airport; 6) consider TSM improvements for the
short term, Smart Street improvements for the medium term and an MIC/Interconnector
improvements for the long term; 7) prepare a Miami Springs/Virginia Gardens access man-
agement plan which reduces the number of driveway access points and/or provides accelera-
tion and deceleration lanes; 8) make pedestrians/bicycle improvements including pedestrian
push buttons at signalized intersections, fifteen-foot curb lanes and continuous sidewalks; 9)
install Intelligent Transportation Systems along the corridor; 10) construct minor improve-
mengs to improve traffic flows providing and/or relocating bus turnouts, adding and/er modi-
fying acceleration and deceleration lanes and adding and/or modifying turning lanes,

Level of service findings from the N.W. 36th Street study are shown in Table 2.3. The Post,
Buckley, Schuh & Jerinigan study followed an earlier study which failed to find a cost-
feasibility way of extending the Airport Expressway to the Florida Turnpike, a concept which
was and remains part of the long range transportation plan of Dade County. This earlier
study concluded that such an extension would not meet the financial feasibility requirements
established by Florida law for Turnpike projects.
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Okeechobee Road:

An April 1995 preliminary engineering report prepared for the Florida Department of Trans-
portation by Keith and Schnars, P.A. offered the following conclusions and recommendations
at page 9.1: The existing corridor traffic volumes show an average daily traffic (ADT) of
45,200; the projected ADT for the Design Year, 2018, is 53,300. The design hour velume is
4,477. Currently, the project corridor operates at unacceptable levels of service. Okeechobee
Road must be improved 1o & six-lane divided facility with auxiliary turn lanes at intersec-
tions in order to provide acceptable operating conditions based on FDOT Arterial Level of
Service Standards in 2018. A depressed roadway at the Florida East Coast railroad crossing
must be constructed. Two alternatives were identified for accomplishing the needed im-
provements. The alternatives differed significantly in width and location of the right of way
to be acquired. Alternative A-1 incorporated wider typical sections, accommodated bicyclists
and acquired more businesses and residences. Alternative C minimized physical and envi-

ronmental impacts.

Analysis of Availability of Roads to Serve Existing Land Uses [9J-5.019 (3) (b)]: Roads
are available to serve all existing land uses in the City of Miami Springs. Existing land uses are
shown in Figure 1.1. Existing roads are shown in Figure 2.1. An examination of subdivision
plats for the City revealed no “land-locked” parcels.

Analysis of Availability of Public Transit to Serve Existing Land Uses [9J-5.019 (3) (b)]:
The current public transit network is shown on Figure 2.3. Bus and express bus service is avail-
able directly to Miami Springs; Metro-rail and Tri-rail service is accessible nearby. Transit
service directly to the City of Miami Springs proper includes Metropolitan Dade County Bus
Routes 86, 7 and 95. Melrobus Route 36 runs along N'W. 36th Street/N.W. 41st Street from
N.W. 87th Avenue to the east, connecting with Metrorail at the Allapattah Station, and with the
Metromover at the Omni Station. The main route serves the Koger Industrial Office Park, while
an alternate route serves the City of Miami Springs, Hook Square. Metrobus Route 7 provides
service from the City of Miami Springs to Downtown Miami. It runs along N.W, 36th
Street/N.W. 41t Street from South Drive to Le Jeune Road. This route also provides services to
the Miami International Airport terminal. Metrobus Roufe 95 is an express route which runs
alorig N.W. 86th Street and north and south on 1-85. Peak headways for Route 7, Route 36 and
Route 95 Express are 20 to 40 minutes, 20 to 60 minutes and 5 minutes, respectlvely

Anclysis of Growth Trends and Road Travel Patterns and the Interactions Belween
Land Uses and Roads [9..5.019 (3) {d)]: There has been no substantial growth in Miami
Springs during the last decade. Air traffic at Miami International Airport has grown substan-
tially. This and other growth in other areas of Dade County has resulted in increased vehicular
traffic on adjacent thoroughfares. The 1989 Miami Springs Traffic Cireulation Element showed
peak hour levels of service for selected streets in and adjacent to the City. The peak hour levels
of service were calculated at 10 percent of average daily traffic. Average daily traffic counts were
provided by Dade County and the Florida Department of Transportation District 6 office. Three
thoroughfares were identified as operating at level of service E or ¥ in 1989. These were: 1) Le
Jeune Road from N.W., 36th Street to U.S. 27 (E); 2) North Royal Poinciana from Ludlam Road to
Curtiss Parkway (F); U.S, 27 from Le Jeune Road to Ludlam Read (F). Existing roadway levels
of service for selected streets in and adjacent to City of Miami Springs are indicated in Table 2.1,
which shows counts on Okeechobee Road, on Le Jeune Road and one on N,W. 36th Street. The
two count stations on Okeechobee Road are outside the City of Miami Springs. Count station
558 on Le Jeune Road shows level of service C. Count station 102 on N.W. 36th Street shows
level of service D. The Dade County Traffic Circulation Element EAR indicates that level of
service E is present in the vicinity of the Circle between Curtiss Parkway amd Okeechobee Road.
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Analysis of Compatibility Between Future Land Uses and Roads [97-5.019 (3) (d}: The
pattern of development provided by the Future Land Use Map is reasonably compatible with ex-
isting and proposed roads for the following reasons subject to qualifications noted:

Commercial development abuts N.W. 36th Street which has an average daily traffic of over
40,000 vehicles. Commercial development is one of the most appropriate types of develop-
ment to abut such a heavy-traffic thoroughfare. Exxstmg ot and curb~cut patterns along
N.W. 36th Street could be improved.

Single family and some multi-family residential development “back-lots” on the Miami River
Canal which in turn abuts Okeechobee Road which has an average daily traffic of approxi-
mately 40,000 trips per day. Residential development back—lottmg onto a principal arterial
with a wlde canal as a buffer is an adequate relationship. There is no conflict from curb cuts.

Traffic counts are not available for important streets within the City (Curtiss Parkway,
Royal Poinciana Boulevard and Westward Drive), but observations by Clty officials indicate
that these streets are always or nearly always at acceptable levels of service. For the most
part they are abutted by residential development to which they provide access. Their level of
{raffic is reasonably compatible with the residential development they serve.

The concentration of commercial and multi-family development around and near the Circle
where Curtiss, Poinciana and Westward Drive converge is an appropriate relationship.

Miami Springs is fully developed. There are few vacant lots. There is limited need or poten-
tial for redevelopment. Therefore, there is limited opportunity to fundamentally change the
relationship between land uses and local roads.

During recent years, the Metropolitan Planning Organization has studied the feasibility of
creating an expressway toll route along N.W. 36th Street from the end of the Airport Ex-
préssway (SR 112) west. Such a construction would be fundamentally incompatible with ex-
isting land uses along N.W. 36th Street in the City of Miami Springs. Fortunately, all stud-
ies to date have shown such a project to be financially unworkable.

The Miami Intermodal Center/Interconnector improvements will impact the “iron triangle”
and the southeast corner of the Clty of Miami Springs. These improvements will have to be
carefully designed to ensure minimum negative impact on the City. '

The Miami International Airport is one of the largest employment center outside the City of
Miami Central Business District. The airport generates high volumes of traffic and it diverts

through traffic onto adjacent roadways.

The intersection/interchange of N.W. 36th Street, Le Jeune Road and the Airport Express-
way is one of the most problematic in Dade County. The roadways which converge on this
intersectionfinterchange are under study for improvements. There are currently three on-
going studies which all relate to this intersection/interchange: 1) N.-W. 36th Street from Le
Jeune Road to the Florida Turnpike; 2) the Miami Intermodal Center project; and 3) the Mi-
ami International Airport Master Plan Study. These studies are following separate tracks.

Analysis of Compatibility Between Future Land Uses and Reail Lines and Airporés [9J-
5.019 (3) (d)]: The pattern of development provided by the Future Land Use Map is reasonably
compatible with the adjacent Miami International Airport (to the south) and the adjacent Florida
East Coast Railroad Hialeah Yards (to the west). The most recent airport plan calls for a rede-
veloped maintenance/support area along the south side of N.W. 36th Street. There will be a new
runway south of the redeveloped maintenance/support area.

The Florida East Coast (FEC} Railroad lies to the west of the Ludlam Canal which forms the
west edge of the City. Upon petition of the City, the FEC constructed a substantial sound bar-

19



rier. This sound barrier is important to maintaining a minimal level of compatibility between
the FEC yard and the nearby residential development in Miami Springs.

Analysis of Projected Road System Levels of Service and System Needs Based on Future
Land Use Categories [9J-5.019 (3) (f)]: The future land use categories in Miami Springs will
not significantly affect traffic volumes or levels of service on road segments wholly within the
City limits. This is because the City is nearly completely developed. Level of service F
(extremely congested) is anticipated for N.W. 86th Street by the year 2005, according to the Dade
County Traffic Circulation Element EAR, Figure II-7; level of service F is also anticipated in
2005 for the south two thirds of Okeechobee Road opposite Miami Springs. Projected roadway
levels of service for major roads adjacent to Miami Springs were developed based on: 1) the Year
2015 traffic volumes projections of the Metropolitan Planning; and 2) the 2015 “cost feasible”
traffic network of the Metropolitan Planning Organization, For this element, the network in the
“Draft Recommended Cost Feasible Plan” dated September 18, 1995 and the volumes in the
“Draft Year 2015 Transportation Plan” dated November 28, 1995 were used. These are subject
to future revision. The results of this analysis are presented in Table 2.5. They show that most
non local roads within and adjacent to Miami Springs are anticipated to operate at level of serv-
ice “F” in 2015, Some of the roads will be deep into “F.” Tt is important to be aware that the “F”
conditions ave all due to projected regional growth in general and more intensive development
near Miami Springs, but not growth within the municipal boundaries of Miami Springs,

Consideration of Planned Projects [9J-5.019 (3) (g)]: Projects planned by the FDOT
Adopted Work Program, long range transportation plan and transportation improvement pro-
gram of the MPO are set forth in Table 2.6. These projects are fully compatible with this ele-
ment. It should be noted that planned projects include the widening of Okeechobee Road
to six lanes; no other major roads will be widened. A major alteration to the current road
system will occur in connection with development of the Miami Intermodal Center (MIC). MIC

options under study are shown on Figures 2.7 and 2.8,

Demonstration of how Miami Springs will Maintain its Adopted LOS Standards

for Roads [9J-5.019 (3) (k)]: The traffic level of service standards in the 1989 Miami Springs
Compréhensive Plan are the same as previously approved by the Florida Department of Com-
munity Affairs for Dade County. A post-1989 amendment to the Dade County Comprehensive
Plan established a Transportation Concurrency Exception Area in the portion of un-incorporated
Dade County within the Urban Infill Area. Within that portion of un-incorporated Dade County,
a proposed development is not subject to the requirements of Rule 9J-5.0055 (3) (¢} 1-4. Proposed
developments are exempt from satisfying Transportation concurrencey requirements for pur-
poses of issuing development ordexs. Since this new and lower standard was approved for unin-
corporated portions of Dade County by the Florida Department of Community Affairs, it should
also be approved for Miami Springs, at least for the major roads which will be more heavily
loaded by general conditions than by conditions within Miami Springs. These roads surely in-
clude N.W. 36th Street, Okeechobee Road and Le Jeune Road. Miami Springs will seek approval
for the same road LOS standard as has been approved for Dade County. Miami Springs will en-
deavor to maintain this standard once adopted, by limiting development to the densities and in-
tensities indicated in the Future Land Use Map. Miami Springs does not expect that these den-
sities and intensities will resulf in development which is significantly greater than that which is
now in place. Thus development in Miami Springs will not contribute significantly to the lower
level of service projected for its roads and adjacent roads in Table 2.5. Further, Miami Springs
will maintain its adopted traffic level of service standards through a concurrency management
system, The system will be designed to ensure that new developments will not be approved if
they would cause the actual level of service on roadways to deteriorate below the adopted stan-

dard.
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Demonstration of how Miami Springs will Maintain its Adopted LOS Standards for
Transit Facilities [9J-5.019 (3) (h)]: Miami Springs provides no transit facilities or services.
Miami Springs will adopt level of service standards for transit because it is required to do so by
Rule 9J-5.019 (4) (¢) 1. It will adopt standards which are identical to or nearly identical to those
adopted by Dade County. Midami Springs will seek to maintain its adopted level of service stan-
dards by cooperating te the extent feasible with the efforts of Dade County to provide transit
service. Also, The City will maintain its adopted transit levels of service by encouraging devel-
opment at the permitted densities in order to provide at least minimally acceptable concentra-
tions of potential transit users,

Demonstration of how the Miami Springs Adopted LOS Standards Reflect and Advance
the Purpose of the Gouals, Objectives and Policies of the Land Use Element and all Other
Elements of the Comprehensive Plan [9J-5.019 (3) (k)]: Based on conditions at the time this
comprehensive plan was prepared, it is believed that the proposed 1996 Miami Springs level of
service standards will enable reasonable development on the few remaining vacant parcels and
reasonable redevelopment on parcels with redevelopment potential. Allowing such development
and redevelopment (indeed encouraging it) is the primary purpose of the comprehensive plan in
general, and of the land use element in particular. Allowing such development and redevelop-
ment will not significantly degrade service on roads which lie primarily within Miami Springs or
adjacent to it. The most important of these roads surely include N.W. 36ih Street, Okeechobee
Road and Le Jeune Road. The adopted LOS for roads and transit services are not inconsistent in
any discernible way with any of the other goals, objectives and policies of this Comprehensive
Plan. The Rule 8J-5.019 (3) (h) requirement that the transportation element data and analysis
demonstrate how the adopted traffic and transit LOS standards reflect and advance the purpose
of the goals, objectives and policies of all elements of the plan could be read to mean that each
such goal, objective and policy must be examined in light of the traffic and transit LOS stan-
dards. Such would be a Sisyphean task since most to the goals, objectives and policies are not
specifically related to the traffic and transit LOS, at least in the case of Miami Springs.

Demonstration of how the Miami Springs Adopled LOS Standards Reflect and Advance
the Purpose of Rule 8:J-5.019 [9J-5.019 (8) (h)]: Rule 9J-5.019 (1), enititled “Application and
Purpose,” states that, “The purpose of the transportation element shall be to plan for a multimo-
dal transportation system that places emphasis on public transportation systems.” Rule 9J-
5.019 (1) likely means that this too is its own purpose. To accomplish its purpose, Rule 9J-5.019
requires small developed cities which do not provide transit service (e.g. Miami Springs) to pre-
pare transportation elements, rather than just traffic circulation elements as was required in the
past. Since the proposed 1996 Miami Springs traffic and transit LOS standards reflect the LOS
standards adopted by Dade County, it is the intent herein to rely oxt and cite the applicable por-
tion of the Dade County EAR-based Transportation Element data and analysis to explain how
the adopted LOS standards reflect and advance the purpoese of Rule 9J-5.019.

Internal Consistency [9J-5.019 (3) (i)]: The referenced portion of Rule 9J-5 requires that the
transportation element explicitly address and document the internal consistency of the plan, es-
pecially its provisions addressing transportation, land use and availability of facilities and serv-
ices. The Miami Springs level of service standards enable reasonable development on the few
remaining vacant parcels and reasonable redevelopment on parcels with redevelopment poten-

tial.
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RESPONSES TO DEPARTMENT OF COMMUNITY AFFAIRS OBJECTIONS,
RECOMMENDATIONS AND COMMENTS .

The Florida Department of Community Affairs Objections, Recommendations and Comments
(ORC) Report on the June 23, 1997 first reading version of the transpertation element is repro-
duced as Exhibit 2.1. In a February 9, 1998 telephone consultation between Mr. Steve Johnson
of the City of Miami Springs and Mr. Paul DiGiuseppe of the Florida Department of Community
Affairs, Mr. DiGiuseppe characterized the transportation component of the ORC as consisting of,
at least in part, “boiler plate” which is not the most current boiler plate being used by DCA. Mr.
DiGiuseppe provided the City with the material in Exhibit 2.2, which he characterized as more
up-to-date “boiler plate.” Both sets of “boiler plate” were considered in preparing the material
below. The boiler plate agsociated with the official ORC report is the basis npon which the mate-
rial below is organized. Responses to the 22 transportation related objections and recommenda-
tions are set forth below.

"Holistic" Format and Delayed Adoption (Objection and Recommendation I)

The Department found that the Miami Springs transportation element was not adopted in an
"holistie” format. A similar objection was raised to the format of the Dade County EAR-based
comprehensive plan amendments. Under a cover letter from Charles G. Pattison dated August
23, 1996, the ORC for Dade County commented that "Objectives continue to focus on mchwdual
transportatmn modes and do not address the transportatxon system as an integrated whole...
Among the related deficiencies found by DCA in the Dade County transportation element were
deficiencies pertaining to "the provision for a safe, convenient, and energy efficient [emphasis
added) multimodal transportation system." In other words, the Dade County transportation
element was found by DCA to put insufficient emphasis on pubhc transit as a mode of transpor-
tation. The Dade County response to this DCA objection is relevant to Miami Springs. The Dade

County response states, in part,

Dade County, without question, has developed the most integrated and multi-modal trans-
portation system of any metropolitan area in the State of Florida, and whose only contempo-
rary rival in the southeastern United States may be metropohtan Atlanta, Georgia. Every
concejvable form or mode of transportation is available in Dade County to serve res,ldents
visitors:and businesses. While this system is composed of a variety of separate modes it is
coordinated and planned to be a seamless, integrated system. As evidenced by the many
proposals contained in the proposed Transportation Element, the County is striving to reach
full integration of its multimodal components,

The objection stated above seems to emphasize the Department’s overall concern that Dade
County's proposed Transportation Element, to be comprised of the existing Traffic Circula-
tion, Mass Transit, and Port and Aviation Eiements combined as subelements and supple-
mented does not represent an integrated multi-modal plan. Neither the statute (s.163.3177
(8) (3), F.8.) nor the rule (8J-5.019, ¥ A C.) specify any particular format requirement, and no
model element is provided. However, the Statute and Rule do identify the individual modes
to be considered in preparing the element, and require that individual modal characteristics
of the existing and planned transportation system must be depicted and analyzed. (See 5.9J-
5.019 (2) and (8), F.A.C.).

Moreover, the state of the art for transportation modeling, not only statewide but nationally
as well, is to analyze existing and forecasted travel demand for only two networks - highway
and transit. The Florid» ©" _adard Urban Transportation Model Structure (FSUTMS) is the
standard travel demand model used throughout Florida and it is characterized by the same
constraints noted above. Moreover, it is not sensitive to micro-seale land use and design
characteristics and it generally extrapolates current behavor. In other words, highway,
transit and other non-motorized system components can not be analyzed simultaneously as a
timely integrated multimodal system. In addition, FSUTMS is not structured as an inte-
grated land use/transportation model, and analyses to test travel changes based on different
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land use scenarios is labor and data intensive and generally unfunded. If the State desires to
have local comprehensive plans reflect truly integrated transportation systems, the state-
wide transportation planning process needs to be modified to produce the desired tools and

information.

Since the above quoted remarks were submitted by Dade County to DCA, Dade County reports’
that DCA has asked the County to make a commitment in its comprehensive plan to undertake a
coordinated land use/transportation planning study. Apparently DCA thinks that such a study
is necessary in order to determine the densities appropriate for each transit corridor in Dade
County. Dade County expects to use the Florida Standard Urban Transportation Model System
(FSUTMS) for the required study, even though this computerized model is one of the simpler
computer models now in use. One of the FSUTMS weaknesses is its inaccuracy for projecting
link volumes and levels of service, particularly for any substantial time into the future.
FSUTMS is considered to have been acceptably applied if existing input data produces an output
that is within twenty percent of actual existing link volume. Sometimes, even this standard is
diffieult to achieve for some links in a complex system. Thus, the model is a poor tool for evalu-
ating small scale urban land use changes. However, there is not much evidence that even the
most advanced computerized modeling systems could produce improved results. Dade County
expects to reconfigure the Dade County traffic analysis zone map so that transit stops are not at
the juncture of four traffic analysis zones as is now often the case. According to Dade County,
this will be done in the context of a “minor” update in the long range transportation plan. This
upidate likely will be prepared sometime in 1998 or 1999. :

As a remedy for the lack of a "holistic" format, DCA has recommended that Miami Springs post-
pone adoption of its {ransportation element or adopt an interim element. It is not apparent from
the ORC document how pestponement or interim adoption of the transportation element will
remedy the lack of an holstic transportation element, although it is understandable that DCA
may not want to approve the Miami Springs transportation element until it sees how much it
can get Dade County to agree to. It also makes sense for Miami Springs to follow the lead of
Dade County as Dade County resolves its problems with DCA. The resolution of such problems

is costly and time consuming.

Modal Split, Vehicle Occupancy Rates, Public Transit Facilities, Public Transit Rider-
ship by Route, Peak Hour Capacities, Population Characteristics (Objection and Rec-

ommendation 2)

The ORC finds the Miami Springs transportation element deficient in the amount of data and
analysis it provides with respect to the subjects enumerated in the above heading. The ORC Re-
port recomimends that the analysis be expanded. The data and analysis requested is difficult to
obtain and of marginal significance in the context of the Miami Springs comprehensive plan
since: 1) Miami Springs has limited opportunities to modify the land use pattern so that it
places smaller demands upon the road system and at the same time provides more customers for
the public transit system; 2) Miami Springs has absolutely no control over the Dade County bus
system and other Dade County transit services; and 3) no existing or planned fixed rail transit
facilities are located where they can conveniently serve Miami Springs. Such information as is

available is presented below.,

Modal Split: Recently published data on modal split can be found in the June 1996 Transit De-
velopment Program of Dade County, as approved by the Dade County Metropolitan Planning Or-
ganization. Figures I-2 and I-10 of that document report "modal splits” of 2.0 percent to 2.9 per-
cent for trips originating in Miami Springs and 0.0 to 1.9 percent for trips ending in Miami
Springs. This means that not many people ride the bus. None of the traffic analysis zones sur-
rounding Miami Springs have a modal split greater than the 3.0 to 4.9 percent range. The report

! All references to Dade County from this point forward in the transportation element data and analysis are based on
telephone consultations between Mr, Robert Swarthout and Mr. Mark Woorner of Dade County, unless otherwise noted.
The telephone consultations eccurred in January and February 1998.
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indicates that the modal split data on Figures I-9 and I-10 comes from the 1990 U.S. Census.
More detailed modal split information is difficult to ohtain according to Ruigers Professor John
Pucher, who has observed that “{I}t is difficult to assemble comparable modal split distributions;
these data are almost never available on a regular annual basis, but rather once or twice per
decade for most countries.” For Dade County, the last survey of modal split data known to Met-
ropolitan Planning Organization planners® was assembled for a report dated February 1987 and
titled Southeast Florida Travel Characteristics Evaluation Study, Technical Report 1. At page 6-
42, this report sets forth mode choice for Dade County as 94.1 percent auto, 4.41 percent public
transit and 1.49 percent school bus. This data appears with data for Broward County (97.75 per-
cent auto) and Palm Beach County (98.48 percent auto). Aceording to the Metropolitan Transit
Agency, the survey from which this data was taken may have included an insufficiently large
sample to be accurate at the County level, though if is probably accurate at the tri-county level.
Low transit use is characteristic of the United States, According to Professor Pucher, in the
United States only three percent of urban passenger transportation was by public transit as of
the date of his study* Also according to Professor Pucher, the public transport share of passen-
ger transportation was declining in the United States, and eleven of thirteen other countries for
which he reported data.® Professor Pucher’s findings lead him to the conclusion that only a high
level of socialism is likely to produce a high degree of public transit use; in Professor Pucher's

words,

Governments in virtually all countries have expressed their preferences in urban transporta-
tion by differentially subsidizing and taxing the various modes of transportation, and also by
promoting or discouraging the types of land use and wrban development that depnd on and
foster alternative transportation systems. Socialist governments have strongly supported
public transport. By confrast, the more market-oriented a country’s economy, the more it
has neglected public transport, and instead subsidized highway construction, auto use, and

suburbanization.$

Further commentary on the difficulty of maintaining the current modal split is provided by
James (). Wilgon, Collins Professor of Management and Public Policy at UCLA. According to

Professor Wilson,

# Pucher, John “"Capitalism, Socialism, and Urban Transprotation,” APA Journal, Yolume 56, Number 3, Summer 1990,
page 278, . . TAHSPIULAMTn, AL o, YO
3 All references to the Metropolitan Transit Ageney from this point forward in the transportation element data and
analysis are based on telephone consultations between Mr, Robert Swarthout and Mr. Frank Baron of the MTA, unless
otherwise noted. The telephone consultations aeeurred in Januvary and February 1998,
¢ Pucher, John "Capitalism, Socialism, and Urban Transprotation," APA Jeurnel, Volume 56, Number 3, Summer 1990,
age 282,
gJl='-‘|;mher. John "Capitalism, Socialism, and Urban Transprotation," APA Journal, Volume 56, Number 3, Summer 1590,
age 284,
s)Puchﬁr, John "Capitalism, Socialism, and Urban Transportation," APA Journal, Volume 56, Number 3, Summer 1990,
page 284, Professor Pucher's observation that socialism is required in order for a high percentage of trips to rely on pub-
lic transit rather than private automobiles is supported by an intéresting and related fact reported by David Horowitz on
page 99 of The Politics of Bad Faith. Mr. Horowitz states that “...blacks in apartheid South Africa swned more cars per
capita than did citizens of the socialist state {i.e. the SBoviet Union prior to its demisel,” Mr. Horowitz provides general
citationg which apply to this quote and a range of similar observations, An incomplete search of these citations and re-
lated souices revealed support for the proposition that non-white South Africans under the apartheid regime had the
advantage with respect to auto ownership over citizens of the Soviet Union under the now defunct socialist regime. Ac-
cording to page 851 of the 1984 Statistical Abstract of the World blacks represented 75.2 percent of the total population of
South Africa, other non-whites represented 11.2 percent and whites represented 13.6 percent. According to pages 66, 67,
70, 702 and 708 of the United Nations Statistical Year Book 1888/80 the ratio of fotal vehicles in use to population for
the Soviet Unjon was 16,562,000/286,478,000 or 57.8 total vehicles per 1,000 people; the ratio of passenger vehicles in nse
to population for South Africa was 3,498,200/34,5608,000 or 101.4 passenger (not total) vehicles per 1,000 people; and the
ratio of passenger vehicles in use to population for the United States was 137,323,000/248,762,000 or 552.0 passenger
{not total) vehicles per 1,000 people. If the white population of South Africa owned the same number of passengér vehi-
cles per 1,000 people as did the population of the United States (Why would they want more?), then the non-white popn-
lation of South Africa would have owned 106 passenger vehicles per 1,000 people, i.e. about one and three-fourths times
as many passenger vehicles per 1,000 people as the Soviet Union had total vehicles per 1,000 people. Some of the num-
bers reported here are estimates for years ranging from 1987-1889. For eonfirmation of the information in this footnote
the following may be consalted: 1) Horowitz, David. The Politics of Bad Faith (The Free Press:New York) 1998; 2)
Reddy; Marlita A., ed. Statisticel Abstract of the World {Gale Research, Tnc.:Detroit) 1994; 3) United Nations Depart-
ment of Economic and Secial Development. Statistical Yearbook 1989780 (United Nations:New York) 1991,
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Despite...criticisms...the use of the automobile has grown. In 1960, one-fifth of all house-
holds owned no car and only one-fifth owned two; by 1990, only one-tenth owned no car and
over one-third owned two. In 1969, 80 percent of all urban trips involved a car and only one-
twentieth involved public transport; by 1990, car use had risen to 84 percent and public tran-
sit had fallen to less than 3 percent. In 1990, three-fourths or more of the trips to and from
work in nineteen out of our twenty largest metropolitan areas were by a single person in an
autormobile. The exception was the New York metropolitan region, but even there--with an
elaborate mass-transit system and a residential concentration high enough to make it possi-
ble for some people to walk to work--solo car use made up over half of all trips to work.

Some critics explain this American fascination with the car as the unhappy consequence
of public policies that make auto use more attractive than the alternatives...[Tjf only we
taxed gasoline at a high enough rate..., if only we had an elaborate mass-transit system...., if
only we placed major restraints on building suburbs on open land, if only we placed heavy re-
strictions on downtown parking, then things would be better.

Would they? Charles Lave, an economist at the University of California at Irvine, has
pointed cut that most of Western Europe has long had just these sorts of anti-auto policies in
effect. The result? Between 1965 and 1987, the growth in the number of autos per capita
has been three times faster in Western Europe than in the United States... Despite policies
that penalize car use, make travel very expensive, and restrict parking spaces, Europeans,
once they can afford to do so, buy cars, and drive them... One result is obvious: the heavily
subsidized trains in Europe are losing business to cars, and governments there must pay an
even larger share of the running cost to keep the trains moving.

In fact, the United States has tried to copy the European investment in mass transit...
Relentlessly, transportation planners have struggled to find ways of getting people out of
their cars and into buses, trains, and subways (and car pools). Relentlessly, and unsuccess-
fully. Despite spending about 3100 billion, Washington has yet to figure out how to do it.

[For example, between] 1980 and 1990, while the Washington, DC Metrorail system grew
from 30 to 73 miles of line and opened an additional 30 stations, the number of people driving
to work increased from 980,000 to 1,894,000, and the transit share of all commutes declined.

The European experience should explain why this is so: if people can afford it, they will
-want tp purchase convenience, flexibility, and privacy. These facts are as close to a Law of
Nature as one can get in the transportation business. When the industrial world became
prosperous, people bought cars. It is unstoppable,”

Vehicle Occupancy: For Dade County, the last survey of vehicle occupancy data known to
Metropolitan Planning Organization was assembled for a report dated February 1987 and titled
Southeast Florida Travel Characteristics Evaluation Study, Technical Report 1. At page 6-44,
this report sets forth vehicle occupancy for Dade County as 1.33 to 1.78 depending on the nature
of the trip, i.e. home to work, home to shopping, ete.

* Wilson, James Q., “Cars and Their Enemies,” Commentary, July 1997. Professor Wilson’s ebservations are supported
by anecdotal evidence from a recent best-selling non-fiction book entitled Under the Tuscan Sun, at Home in Ituly by
Frances Mayes, a meniber of the faculty at San Francisce State University. Ms Mayes describes her summer-time expe-
riences restoring a “green zone” / “belle arti zone™ farm house, At pages 77-78 she guotes expatriates Fnella and Max on
the contrast between life in Rome during the 1950s and the 1990s,

[Fnella gushes] “You can't imagine what Rome was in the fifties. Magic. Isimply fell in love-like you fall in love

with a persen--and schemed to find & way to stay there. It wasn't easy. I got on as a stringer for Reuthers. Look at
the-old movies and you'll see there were almost ne ears [emphasis addedl. This was not long after the war and Italy
was devastated, but the life] It was unbelievably cheap, toe, Of course we didn’t have much meoney but we lived in
encrmous apartments in grand palezzi for nothing.... You didn’t come along in time to know Rome back then. It's terri-
ble now. But then it was irresistible” I suddenly realize they're in double exile, from the United States and from
Rome.

Max joins in. He had to go to Rome last week and the traffic was horrendous [emphasis added], then the gyp-
sies accosted him...
From this dialogue alone ane should not speculate that 20 years of Mussolini-style secialism culminated by a devastating
war might be required to satisfy those intellectuals whe are now dissatisfied with the amount of traffic on the streets of
the world’s major urban areas. For more see: Mayes, Frances. Under the Tuscan Sun, ot Home in Italy (Broadway

Books:New York) 1996,

+
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Transit Facilities: Transit services are set forth in Figure 2.3. Options for the proposed mul-
timodal facility to be located near Miami Springs are presented and discussed in Figures 2.7 and
2.8. Existing and fiture rapid transit lines as envisioned by Dade County are depicted in Figure
2.10. No rail stations are situated within Miami Springs. The Okachobee Metrorail Station and
the Airport Tri-Rail Station are both across the C-6 Canal/Miami River from Miami Springs.
They are both situated within industrial areas within the City of Hialeah and are oo remote
from any part of the City of Miami Springs to affect land use in Miami Springs.

Public Transit Ridership by Route: Metrobus routes serving Miami Springs include Route 7,
Route 36 and Route 95. According to ridership reports supplied by the Metropolitan Transit
Authority, these routes had boardings in October of 1997 of 105,878 passengers, 102,676 pas-
sengers, and 31,485 passengers, respectively. Of course not all of these boardings are for trips
which originate or terminate in Miami Springs, Furthermore, these boardings represent a triv-
ial amount of the trips that occur on the major thoroughfares over which Routes 7, 36 and 95
run. For example, there are about 50,000 £rips per day on N.W. 36th Street in the vicinity of
Miami Springs. If each of these trips has an average of 1.5 passengers, then 50 percent more
people travel in automobiles over N.W. 86th street in two typical week days than travel over it in
a bus in one month. According to reports supplied by the Dade County Transit Authority, the
efficiency of Routes 7, 36 and 95 varies. In October 1997, Route 7 recovered in fare revenue 53.3
percent of its direct operating costs; Route 36 recovered 49.4 percent and Route 95 recovered 30.0
percent. These recovery ratios put Routes 7, 36 and 95 below the average for the class of routes
in which they fall, i.e. weekday service AM peak headway 16-80 minutes (Route 7), weekday
service AM peak headway 0-15 minutes (Route 36) and weekday service express/shuttle (Route
95). The low fare recovery ratios do not tell the full story of the transit inefficiencies that these
routes entail. Overall, Metro Dade Transit Agency subsidies represented 65.8 percent of total
revenues in 1995 and about the same percent of total revenues for each year between 1991 and
1995, according to Page II-27 of the 1996 Transit Development Program. This is typical of public
transit systems. The readily available professional literature indicates that public transit sys-
tems throughout the world operate at deficits, sometimes massive deficits. For example, Rutgers
Professor John Pucher reported that in 1988 the level of subsidy in the United States was 63
percent; that eight other Western countries had lower average subsidies, the lowest being Swit-
zerland's 28 percent; and that three other Western countries had a higher subsidy, the highest
being the Netherlands’ 78 percent.® The fact that the entire Dade County transit system oper-
ates at a massive deficit and the fact that Routes 7, 36 and 95 operate at deficits that are even
larger than the average suggests that the system and the routes may have excess capacity which
could accommodate passengers who now travel by car, if only private vehicular travel could be
made relatively less attractive by one means or another. Unfortunately, the comments of Profes-
. sor Wilson quoted above tend to undermine faith that the currently unproductive buses will soon

carry sufficient passengers to be productive.

Peak Hour Capacities: Peak hour roadway capacities are reported in Tables 2.1 and 2.5.
"Capacity" is a function of the level of service standard selected to measure capacity. Dade
County currently has a legislatively adopted level of service capacity for N.W. 36th Street of B
plus 80 percent, and thus Dade County has made a political determination that N.W. 86th Strest
had additional capacity as of April 1995, the most recent count date consulted for this report.
Additional observations on or related to peak hour capacity appear earlier in this element under
the following headings: "Roadway Levels of Service Standards,” "Analysis of Existing Road
LOS," "Analysis of Existing Internal Road System Needs," “Analysis of Existing Principal Arte-
rial System Needs,” "Analysis of Availability of Public Transit to Serve Existing Land Uses,"
"Analysis of Growth Trends and Road Travel Patterns and the interactions Between Land Uses
and Roads," "Analysis of Compatibility between Future Land Uses and Roads," "Analysis of Pro-
jected Road System Levels of Service and System Needs Based on Future Land Use Categories,”
"Demonstration of how Miami Springs will Maintain its Adopted LOS Standards for Roads,”
“Demonstration of how Miami Springs will Maintain its Adopted 1.OS Standards for Transit Fa-
cilities," “Demonstration of how the Miami Springs Adopted LOS Standards Reflect and Advance
the Purpose of the Goals, Objectives and Polices of the Land Use Element and all Other Ele-

$Pucher, John "Urban Travel Behavior as the Outcome of Public Policy," APA Journal, Volume 54, Number 4, Autumn
1988, page 511.
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ments of the Comprehensive Plan,” and "Demonstration of how the Miami Springs Adopted 1.0S
Standards Eeflect and Advance the Purpose of Rule 9J-5.19."

Population Characteristics: Miami Springs had a 1990 permanent population of 13,268 and a
projected 2015 permanent population of 12,646, according to Dade County. The projected year
2000 "transit dependent population” for Miami Springs was somewhere between 200 and 600
people, according to Figure I-3 of the June 1996 Transit Development Program. Two hundred
people amount to less than two percent of the City's projected year 2015 population and six hun-
dred people amount to less than 5 percent of the City's projected year 2015 population. For Dade
County as a whole, it is estimated that 14.2 percent of the population is transit dependent, ac-
cording to page I—l of the June 1996 Transit Development Program. The 14.2 percent projection
"assumes that automobile-ownership levels will remain relatively constant between 1990 and
2000." If they do so, they will make Dade Count:y_ unusual. The readily available professional
literature suggests that automobile ownership is increasing in the United States and throughout
the world. Itis increasing fastest in areas which have relatively fewer cars per capita. For ex-
ample, Rutgers Professor John Pucher reported in 1990 that automobile ownership showed a
consistent pattern of increase from the years 1950 through 1987 for 17 Eastern Block and West-
ern countries. Change was reported for each of the 17 countries for the intervals 1950-60, 1960-
70, 1970-80 and 1980-87. Professor Pucher's data show an increase in automobile ownership for
each of the 17 countries for each interval. In the case of the Netherlands, which as noted earlier
provides high subsidy levels for mass transit, automobile ownership increased from 307 to 348
per 1,000 populatmn in the 1980-1987 mterval an average annual increase of 1.8 percent com-

pounded

"Inconsisténcy" of Data in Tables 2.1 and 2.2
{Objection and Recommendation 3)

The Department of Transportation and the Department of Community Affairs notes that traffic
datd is presented in a different format in Table 2.1 from that of Table 2.2. The preparers of the
Miami Springs comprehensive plan think that it would be more appropriate to characterize the
data as different in form and time of collection rather than "inconsistent.” If the Florida De-
partment of Transportation and the Department of Community Affairs thinks that such differ-
ences constitute an unacceptable inconsistency, one possible accommodation would be to sup-
press that form of the data that most offends, or least pleases, the reviewing agencies. Those
agencies could accept Tables 2.1 and 2.2 as different sources of data or they can specify the par-
ticular source they wish suppressed pursuant to Notice of Intent findings.

Nine Percent Directional Factor (Objection and Reeommendation 4)

In its Objections, Recommendations and Comments Repori, the Florida Department of Commu-
nity Affairs objected to the data and analysis for the June 23, 1997 first reading version of the
Miami Spring de novo comprehensive plan, commenting as follows:

4) Objection: FDOT raised an objection that the projected 2015 Peak Hour Peak Direction
values are based upon an adjustment factor of nine percent. The footnotes for the 2015 esti-
mates do not provide any explanation as to why nine percent of the Average Daily Trips
(ADT) was utilized. [Rule 8J-5.005 (2) (a), F.A.C)

Recommendation: FDOT recommends that documentation must be provided to substantiate
the assertion that Peak Hour Peak Direction is nine percent of ADT.

® Pucher, John "Capitalism, Secialism, and Urban Transportation,” APA Journal, Volume 56, Number 3, Summer 1950,
page 281,
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In order to substantiate the nine percent assertion, the City of Miami Springs offers the follow-
ing quote:

The City has developed a Transportation Element to mcorporate the new requirements of
Rule 8J-8. Consistent with Dade County, LOS is analyzed using peak hour period which is
the average of the two consecutive highest hours. Projected LOS is based upon an assump-
tion that nine percent (9%) of the projected peak direction ADT will ocear during the peak
hour peak direction. This assumption which is intended to serve as a ratio of peak hour traf-
fie to daily traffic is usually considered the X Factor.

This quote comes from an October 6, 1997 memorandum to Phil Steinmiller, FDOT Planning Of-
fice, District VI from Walter H. Keller PE, AICP. This memorandum was included with the
Objections, Recommendations and Comments Report sent by the Department of Community Af-
fairs to the City of Miami Springs. Walter H. Keller is known in south Florida to be a competent
traffic engineer with a guarter century or more of experience. Apparently, Walter H. Keller, In-
corporated was contracted by FDOT to review the Miami Springs transportation element. It is
hoped that Mr. Keller's comments quoted above are sufficient foundation for accepting nine per-
cent as a factor for converting ADT to peak hour traffic. It is also noted that My, Jackson
Ahlstedt, PE reviewed the transportation element as originally drafted by Robert K. Swarthout,
Incorporated Mr. Ahlstedt found no basis for objecting to the nine percent factor. Mr. Ahlstedt
serves Miami Springs as a traffic engineering consultant on an ongoing basis.

It is unknown why the Department of Transportation and the Department of Community Affairs
has reservations about the use of a nine percent directional factor given the fact that the year
2015 projections to which it is applied are believed by conventional wisdom in the planning pro-
fession to be suitable for projecting overall road usage bt totally unrealible for application to
individual road segments. This opinion was expressed by Dade County and by the Metropolitan
Transit Authority to the preparers of this document. Also, the Metropolitan Planning Organiza-
tion's Transit/Land Use Relationship Report has observed:

The final product of a land use allocation model will be projected traffic volumes correlated
againgt various land use scenarios. Given the long-range nature of long-range regional mod-
els, specific traffic engineering information (i.e., volume/capacity ratios by lane group and
amount of delay) will not be available : -,

The Transit/Land Use Relationship Report characterizes the land use allocation modeI as a.more
sophisticated model than the Florida Standard Urban Transportation Model System which was
used to develop the projections shown in Table 2.5. The unsuitability of the Florida Standard
Urban Transportation Model System for long range projection of specific link volumes is indi-
cated by the fact that the model is considered adequately calibrated when input data about ex-
isting socic economic and land use characteristics will produce link volume outputs within 20
percent of actual recorded trips. The Transit/Land Use Relationship Report is characterized by
the Florida Department of Transportation as a Professionally Correct (PC) resource, at least ac-
cording to Miami Springs ORC objection and recommendation number 7 pertaining to the trans-
portation element. The Transit/Land Use Relationship Report is summarized in Exhibit 2.3.

Additional Analysis of the Availability of Exi'sting Transportation
Facilities to Serve Existing Land Uses
(Objection and Recommendation 5)

Rule 94-5.019 (3) (b) requires that local comprehensive plans include "An analysis of the avail-
ability of transportation facilities and services to serve existing land uses.” Such an analysis was
provided in the data and analysis which accompanied the transmittal draft of the Miami Springs
comprehensive plan. However, according to objection and recommendation number 5, the Flor-

¥ Gannett Fleming, Ine. Trapsit/Land Use Relationship Report for the Dade County Metropolitan Planning Organiza-
tion, December 1895, page 4-6.
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ida Department of Community Affairs expects the Miamni Springs analysis to determine whether
or not such services are adequate. Under Rule 9J-5, adeguacy is determined by whether or not
the services meet locally established level of service standards. Locally established level of serv-
ice standards must themselves be "appropriate” in the eyes of the Florida Department of Com-
munity Affairs and they must conform to the standard adopted by the provider of the service.
Thus Miami Springs must adopt the same mass transit level of service standard as does Dade
County since transit services are provided to Miami Springs by the Metropolitan Dade County
Transit Authority. As of March 1, 1998, the Dade County transit level of service was set forth in
Objective 1 and Policy 1A of the Dade County Mass Transit Element. Objective 1 and Policy 1A
read as follows:

Objective 1: By the year 2000, the mass transit system shall operate at a level of service no
jower than the standard contained herein.

Policy1A. The minimum peak-hour mass transit level-of-service shall be that all areas
within the Urban Development Boundary (UDB) of the Land Use Plan (LUP) which have a
combined resident and work force population of more than 10,000 persons per square mile
shall be provided with public transit service having 60 minute headways and an average
route spacing of one mile provided that:

1) The average combined population and employment density along the corridor between
the existing transit network and the area of expansion exceeds 4,000 per square mile,
and the corridor is 0.5 miles on either side of any necessary new routes or route exten-
sions to the area of expansion; ‘

2) It is estimated that there is sufficient demand to warrant the service;
3) The service is economically feasible; and

4) 'The expansion of transit service into new areas is not provided at the detriment of ex-
isting or planned services in higher density areas with greater need.

According to Dade County, the above transit standard is a very low standard, and it is so inten-
tionally. Dade County did not want an adopted transit standard that might be unachievable in
some locations and thus curb development. The bus service area covers most of the developed

area of Dade County. The standard is easily met.

The Dade County transit level of service standard is like all other comprehensive plan level of
service standards in that Rule 9J-5 and the Florida Department of Community Affairs require
that development orders not be issued when the standard is not met. There is a certain logic to
this approach as applied to some kinds of facilities such as roads: it makes sense to prohibit a
development that would put more traffic on an already overburdened road. However, it does not
necessarily make sense to prohibit a particular development when transit levels of service are
not met, at least given the fact that prevailing professional opinion holds that transit services
are more readily improved when densities and intensities of development are increased. This
opinion is expressed throughout the Trensit/Land Use Relationship Report, a document which is
characterizes by the Florida Department of Transportation as a Professionally Correct (PC) re-
source, at least according to Miami Springs ORC objection and recommendation number 7 per-
taining to the transportation element (see Exhibit 2.1).

The above quoted transit level of service for Dade County is subject to change. As of March 1,
1998, Dade County had had its EAR-based comprehensive plan amendments approved by DCA,
except for the transit element. As of March 1, 1998, Dade County and DCA were negotiating
modifications to the county's transportation elernent. According to Dade County, DCA was ask-
ing Dade County to commit to performing, at some time in the future, a planning analysis which
could lead to higher permitted densities on the future land use map in areas served by transit,
particularly fixed rail transit.
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Integrated Land Use-Transportation Analysis
{Objection and Recommendation 7)

By way of objection and recommendation 7, DCA has stated that the City should,

Analyze the FLUM densities, intensities and mixed use patterns against the thresholds re-
quired to support transit. The City should compare the existing FLUM designations within
the transit corridor to a professionally correct [PC] source which has analyzed densities and
intensities which support transit. One such document is the Dade County MPO document
"Transit/Land Use Relationship Report." Where incompatible uses occur, an analysis should
be conducted that assessed FLUM alternative that would be compatible. This should be -
completed prior to the Dade County MPO Long Range Transportation Plan Model Update...

The professionally correct (PC) source mentioned above (Transit/Land Use Relationship Report)
appears in summary form as Exhibit 2:8. It articulates a range of land use types and a range of
land use densities and intensities which the authors of the report believe will support public
transit by generating more ridership. At pages 2-13 through 2-15, that report calls for Dade
County to consider higher densities along transit routes and particularly in Metropolitan Activ-
ity Centers than currently permitted. At the time of the Transit/Land Use Relationship Repori,
the Dade County Cormprehensive Flan called for floor area ratio intensities of 3.0 in the core of
Metropolitan Activity Centers and not less than 0.75 at the edge. The portion of Miami Springs
south of NW 86th Avenue is near the edge of a Dade County designated Metropolitan Activity
Center, Thus, according to the intensity standards of the Transit/Land Use Relationships Re-
port, Miami Springs provided for adequately high intensities in its June 23, 1996 first reading
version of its de novo comprehensive plan, i.e., a floor area ratio of 1.0 aleng the north side of
N.W. 36th Street and in the portion of the City south of N.W. 36th Street.

It may be that the Department of Community Affairs will ultimately determine that Miami
Springs must accommodate even higher densities and intensities in order to create more poten-
tial customers for the public transit system. However, it is certain that higher densities and in-
tensities will generate more vehicular traffic. It may be that DCA will decide that such densities
and intensities should be prohibited because they will exacerbate roadway level of service defi-
ciencies. In fact, objection and recommendation 9 express an FDOT concern about the impact of
proposed redevelopment areas on roadways. DCA may not know until it issues a final notice of
intent to find the Miami Springs comprehensive plan "in compliance" just what it will expect the
City to do in balancing the benefits of high densities and intensities in generating transit ridexr-
ship against the roadway level of service problems that are created by high densities and intensi-
ties. The unpredictability of DCA's expectations with respect to this issue are helghtened by the
fact that DCA is very strongly committed to both promoting public transit and ensuring ade-

guate roadway levels of service.

The City might be able to straddle the conflict between the transit benefits and the roadway li-
abilities of high densities and intensities by carefully considering each project on an ad hoc basis.
The following policy language might be appropriate to enable such project by project considera-

tion:

Sites located south of N.W. 36th Street may have a floor area ratio up to 2.5 by special excep-
tion permit. Special exception permits for development projects with a floor area ratio
greater than 1.0 shall be given only for specific projects which are determined by the City to
substantially increase public transit use and decrease private automobile use. At a mini-
mum, such projects shall only be approved if they conform to the following standards: 1)
they shall not have a higher density or intensity than called for by the Dade County Fuiure
Land Use Element for Metropolitan Activity Centers; 2) they shall be located and site de-
signed so that principal building entrances are within 750 feet walking distance of a transit
stop or stops; 3) they shall have between principal building entrances and the transit stop or
stops an attractively paved, landscaped, rain protected and shaded pedestrian pathway; 4)
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they shall have no more than 75 percent of the parking otherwise required for the uses which
they contain; 5) they shall contain a mix of uses that include at least three of the following:
(a) Commercial such as: Hotels, Indoor Amusement, Movie Theaters, Restaurants, Neigh-
Lorhood Shopping Centers, Community Shopping Centers Regional Shoppmg Centers, Small
Size Stores, Medium Size Stores, Department Stores, Convenience Stores, Beauty & Person~
nel Servicesa, Gym & Health Clubs; (b} Residential such as: 7-15 UnitsfAcre, 15-24
Units/Acre, Over 24 Units/Acre; (¢) Institutional such as: High Intensity Recreation, Cul-
tural Facilities, Day Care Centers, Parks, Intermediate Schools, Secondary Schools, College,
Religious Facilities, Correctional Facilities, Social Service Agencies, Governmental Agencies.

The above language could be added to the language which the June 23, 1997 de novo version of
the Plan employed as use and intensity regulations for the Airport, Marine and Highway Cate-
gory of the Future Land Use Map.

Coordinate Entire Mulii-Modal Transportation System with Land Uses
(Objection and Recommendation 8)

Objection and recommendation 8 notes that Objective 1.2 of the June 23, 1997 first reading ver-
sion of the Miami Springs de novo comprehensive plan calls for coordination between the traffic
circulation system and land uses. This can be accomplished by limiting land uses and land use
-densities and intensities in such a way that they do not generate more traffic than the road sys-
tem can accommodate. Such coordination is quite feasible in new suburban communities. For
. example, the Village of Wellington in Palm Beach County has low densities, wide arterial and
collector rights of way, four and six lane cross sections and little through traffic. It has been
projected that its arterials and collectors will operate at peak hour level of service D or better at
or near build out. Older communities such as Miami Springs are less able to coordinate densities
and intensities within tolerances that allow such high roadway levels of service. This is because
Miami Springs is already largely built out, adjacent roadways such as N.W. 36 Avenue are con-
strained and there are nearby traffic generators that load adjacent roadways. The problematzc
roadways adjacent to Miami Springs are not under local jurisdiction.” Therefore the City is
obliged to adopt the same level of service standard for these roads as that adopted by the respon-
sible jurisdiction. Since N.W. 86th Avenue and LeJeune Road are state roads, Miami Springs
must adopt the state approved level of service standard for them. The state approved level of
service standard for N.W. 36th Streef and Ledeune Road are set forth in the Dade County Com-
prehensive Plan. These standards can be summarized as follows:

Where exiraordinary transit service such as commuter rail or express bus service exists,
parallel roadways within 1/2 mile shall operate at no greater than 150 percent of their ca-
pacity. This standard shall apply to N.W. 38th Street.

Where mass transit service having headways of 20 minutes or less is provided within 1/2
mile distance, roadways shall operate at no greater than 120 percent of their capacity. This
standard shall apply to Okeechobee Road and Royal Poinciana Boulevard.

Where no public mass transit service exists, roadways shall cperate at or above LOS E, in
Special Transportation Areas 20 percent of non-State roads may operate below E. Special
Transportation areas are mentioned in the Metropolitan Dade County Comprehensive De-
velopment Master Plan, but they are not defined. The scrivener has requested Dade County
provide the operating definition intended by the Plan.

There are only 63 acres of vacant land in Miami Springs. Most of this is in the vicinity of N.W.
36th Street and Ledeune Road. If fully developed at the proposed floor area ratio of 1,0 set forth
in the version of this plan adepted on first reading on June 23, 1997, then these 63 acres could
add approximately 2,000 peak hour peak direction trips to N.W. 36th Street. If 2,000 trips are
added to the 3,699 trips projected for 2015 in Table 2.5, then the level of service standard would
not be met. However, the 3,609 projection includes assumptions about future development which
could include all or a portion of the allowed 1.0 floor area ratio on the presently vacant sites.
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Objection and recommendation 8 express displeasure with the fact that Objective 1.2 of the
transportation element as adopted on first reading only calls for coordination between the traffic
circulation system and land uses. Objection and recommendation 8 express the desire for coor-
dination between land use, traffic and transit. Recommendation 8 calls for Objective 1.2 o be
revised based on the findings of the analysis ealled for by recommendation 7. As noted above,
higher densities would seem to be desirable in order to promote transit, but higher densities in-
crease vehicular traffic even when transit use is relatively high.

In Miami Springs, it is difficult to predict whether high densities on vacant land would be pre-
ferred by DCA in order to promote transit or if lower densities would be preferred in order to re-
duce vehicular congestion. The previously suggested addition to the language which deseribes
the permitted land uses and intensities in the Airport, Marine and Highway Category of the Fu-
ture Land Use Map might be an appropriate way to straddle the horns of this dilemma.

Impact of Redevelopment on Multi-Modal Transportation System
(Objection and Recommendation 8)

The Department of Transportation and the Department of Community Development would like
to know the impact on transportation of redevelopment in the City's two "finding of necessity ar-
eas.” Redevelopment at greater intensities than presently exist would increase traffic congestion
(2015 traffic volumes are projected to be near capacity limits) and provide very few additional
transit customers. There is very little possibility that transit ridership can be significantly in-
creased without having a very negative impact on street congestion since transit ridership is
such a low proportion of the modal split and since international trends indicate that more and
more frips are made by private vehicles rather than by public transit. Fortunately, the base
density which is permitted in the redevelopment areas by the June 23, 1997 first reading Future
land Use Map is unlikely to result in measurably greater intensities of development; the permit-
ted intensity is a floor area ratic of 1.0 and a recent redevelopment proposal envisioned a floor
area ratio of 0.62 or less.” The policy language suggested in the discussion of objection and rec-
ommendation 7 and objection and recommendation 8 will help straddle the horns of the dilemma.
Such policy langunage, coupled with a commitment to revise the transportation element following
the lead of Dade County might be all that DCA requires in response to objection and recommen-

dation 9. - - :

Growth Trends, Travel Patterns, Interactions Between Land Uses and Transportation,
Compatibility Between Future Land Use and Transportation Element (Objection and

Recommendat_ion 10}

Recommendation 10 notes that "When the City completes the analysis required pursuant to Item
No. 7 above, the City will have sufficient data and analysis to determine the effects of growth on
the transportation system and vice versa.” Without this explicit instruction it would be difficult
to determine what ingredient is present in the language of the DCA-approved Town of Surfside
traffic circulation element (see Exhibit 2.4) that was not present in the traffic cireulation element
of the June 23, 1997 first reading version of the Miami Springs de novo comprehensive plan. It
is possible that DCA is looking for intensities and densities which it thinks will support transit.
As noted above, by way of objection and recommendation 7, DCA has stated that the City should,

Analyze the FLUM densities, intensities and mixed use patterns against the thresholds re-
quired to support transit. The City should compare the existing FLUM designations within
the transit corridor to a professionally correct source [PC] which has analyzed densities and
intensities which support transit. One such document is the Dade County MPQ document
“Transit/Land Use Relationship Report." Where incompatible uses occur, an analysis should

u Proposed Airbus Training Facility to be located on N.W. 36th Street between Ragan and Sheridan.
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It is possible that the policy language suggested in the context of the discussion of objection and
recommendation 7 will be considered by DCA to be an appropriate response to recommendation

10.

How The City Will Maintain Its Adopted 1.0S for Roads and Transit
(Objection and Recommendation 11)

The data and analysis submitted with the June 23, 1997 first reading version of the Miami
Springs de nove comprehensive plan provided a rather explicit explanation of how the City will
maintain adopted roadway levels of service and transit levels of service, However, the discussion
with respect to transit emphasizes the deperidence of the City on Dade Courity for transit service.
There is no possibility that the City of Miami Springs will directly provide transit service. Also,
there is no possibility that the City of Miami Springs will adopt a transit level of service different
from that of Dade County. Furthermore, there is no reason to believe that the Florida Depart-
ment of Community Affairs would approve a different adopted transit level of service for Miami

Springs.

Insofar as is known, the Metro-Dade Transit Authority is not contemplating a reduction in the
level of service now provided to Miami Springs. There is even less reason to suppose that the
level of transit service provided to Miami Springs will be reduced below the standard adopted by
Dade County. If Miami Springs adopts the current Dade County transit level of service stan-
dard, then the City will most assuredly meet those standards, which, according to Dade County,
were purposely set low so that they would be easy to achieve throughout the developed portion of
the county. .

Although the Miami-Dade Transit Authority has indicated no intention of reducing transit serv-
ice to Miami Springs, it is not out of the guestion that service could be reduced at some point in
the future since the routes which serve the City operate deeper in the red than the average for .
the Dade County system, as noted in the discussion of "Public Transit Ridership by Route,"
which appears above inder the heading "Holistic' Format and Delayed Adoption (Objection and
Recommendation 1)." Indeed, one of the routes which serves Miarai Springs, Route 36, is among
18 routes characterized by Metro-Date Transit's 1996 Transit Development Plan as operating
below MDTA's service standard for net cost per passenger, which is 2.7 times in excess of the
system average. In other words, MDDTA, which is loosing money at such a rapid clip that it re-
quires subsidies in the amount of two thirds its total operating costs, considers it acceptable to
maintain routes which cost 2.7 times as much per passenger to maintain as the average for all
system routes. At this time, MDTA is expanding service elsewhere with new fixed rail facilities.
It is to be hoped that such an expansion will not result in the kind of financial problems that oc-
curred in the Boston transit system. According to Jose A. Gomez-Ibanez, Derek C. Bok Professor
of Public Policy and Urban Planning at Harvard's Graduate School of Design and the John F.

Kennedy School of Government,

If current trends continue, the growing deficit eventually will forece Boston to rethink its
commitment to maintaining or increasing transit and commuter rail ridership, and to cut
back services and patronage instead. Indeed, under these circumstances, allowing the
MBTA to cut back its services and to lose ridership might be sensible, since the costs of re-
taihing the current ridership will have grown to the point where they greatly exceed the so-
cial benefits. The MBTA already carries only a very small percentage of regional travel, for
example, so its contribution to solving regional problems, such as air pollution, is relatively
modest, Transit and commuter rail accounted for only 11 percent of the region’s worl trips
in 1990 (table 1), and probably less than 5 percent of trips of all types (note: commuting trips
make up about 30 percent of all person trips in most metropolitan areas, and transit’s share
of nonwork trips is typically very small). Furthermore, the MBTA’s share of the travel mar-
ket will continue to decline even if the MBTA holds on to its current ridership, since auto use
is growing steadily. Soon even a major decline in MBTA ridership will cause only a trivial
incresase in regional pollution emissions. As the cost of retaining riders continues to increase,
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is growing steadily. Scon even a major decline in MBTA ridership will cause only a trivial
increase in regional pollution emissions. As the cost of retaining riders continues to increase,
moreover, alternative methods of reducing regional emissions will become much more cost ef-
fective than promoting MBTA ridership will be.

The MBTA makes a major contribution to certain localized problems, most notably control-
ling traffic congestion on the approaches to the metropolitan core; it is in these markets that
a decline in MBTA ridership might hurt the most. Ironicaily, however, these are probably
among the markets where retaining transit ridership will require relatively smaller subsi-
dies, because the high congestion and high downtown parking charges make the auto a less
attractive alternative for many travelers. The suburban rail extensions have added the most
to the deficit and arguably have contributed the least to reducing congestion. Focusing the
MBTA's resources on the core of the system, where it stands the best chance of holding rider-
ship at a reasonable cost and where it provides the most social benefits, would be far more

sensible than would further extensions.

In sum, as much as Boston tries to avoeid it, the region faces a basic decision: either it will
have to learn to make tough choices about controlling MBTA unit costs and being more selec-
tive in MBTA service and fare offerings, or | it will soon be forced to abandon its goal of trying

to maintain the region’s transit ridership. ¥

Additional financial problems might arise from the inefficiencies associated with the political
compenent in transit system management. Professor Gomez-Thanez has commented as follows
on t}us featiire of public transit in Boston,

The prohlem of course, is that the most promising pohcles for contmllmg the deficit while
maintaining ridership are also among the most politically unpalatable. The simple explana-
tion usuany offered is that tolling autos, controilmg transit labor costs, cutting less produc-
tive services, or railing fares, even selectively, imposes h;ghly visible costs that are focused
on often well-organized and easﬂy mobilized groups. The gains in reduced deficits are, by
contrast, often far less visible or concentrated. This is especiaily true because in most met-
ropolitan areas, as in Boston, the burder of the transit deficit is now shared by the state and
numerous local jurisdictions; no one local government pays a very large share (except the city
of Boston), and the jurisdiction paying the largest share (the state) also has a large budget

and diverse interests.

This dynamic is particularly obvious with service cuts or fare increases. When the MBTA,
proposed recently to cut service on a few of its least used bus lines, for example, it soon faced
loud objections from local officials--every line, it seemed, served some school, nursing home,
hospital, or other essential ingtitution along its route. Each public official lobbies to protect
service in his or her district, even while deploring the growth in the general transit deficit,

It helps the opposition in these matters, moreover, that local groups can often argue that
they are advancing broader or more widely shared public values as well as parochial inter-
ests. Improved mass transit offers the prospect of benefits for the region as a whole in the
form of reduced traffic congestion, improved air quality, and reduced dependence on foreign

energy sources.

It is difficult to imagine changes in the present system of MBTA governance or finance that
would significantly improve incentives to pursue policies that maintain ridership without
greatly increasing the deficit. The most obvious possibilities all appear also to have obvious
flaws.

One idea is to focus the burden of the deficit more tightly on the jurisdictions or communities
that benefit from transit service, so that public officials would make more balanced choices.

2 Gomez-Ibanez, Jose A. "Big-City Transit Ridership, Deficits, and Politics: Aveiding Reality in Boston," APA Joumal
Volume 62, Number 1, Winter 1996, page 48.
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During the 1970s, for example, a Massachusetts state senator promoted a scheme under
which the MBTA would be divided into eight subdistricts and all routes would be classified
as either local or intercommunity services. Each subdistrict would be responsible for decid-
ing how much local service it wanted, and for paying the bill. The problem, of course, is that
very few routes have an exclusively local character in a metropolitan area fragmented into
numerous cities and towns, as Boston is. Deciding who benefits from (and thus who should
pay for) the intercommunity routes is a job werthy of King Solomon. 3

An analysis of the operating cost problems that can arise in public transit systems is set forth in
a paper from the Wendell Cox Consultancy. This paper is reproduced as Exhibit 2.5. Should the
MDTA come under cost pressure from the factors described in Exhibit 2.5, it is possible that the
transit level of service available to Miami Springs would have to be curbed. It is not imaginable
how the City of Miami Springs could, with its own devices, provide the resources necessary to
overcome such problems. Indeed, the whole point of the Cox paper is to show that some subsi-
dies that public resources are likely to provide can be counter productive.

As noted in the discussion pertaining to objection and recommendation 7, DCA may be satisfied
if the City incorporates in the future land use map use, density and intensity provisions which
will "support transit." Language which could straddle the desire for transit supportive land uses
and the desire to keep vehicular traffic at acceptable levels has been suggested above. However,
it is possible that even the changes that might arise from such development would support tran-
sit only in a trivial way. The problem of pursuing transit supportive land use policies has been
analyzed by Professors Marlon Boarnet and Randall Crane as follows,

Despite the popularity of blaming coalitions of oil companies and automobile manufacturers
for the demise of the Pacific Blectric Railway (and likewise the other rail lines in Los Ange-
les), Adler (1991) shows that their disappearance is best credited to the workings of political
coalitions that favored freeways over rail. For many suburban municipalities, the advantage
 of a highway network was that it supported economic development within their communities.
Rail, with its hub-and-spoke ovientation, was perceived to favor the economic development of
downtown Los Angeles. Although concentrating business and commerecial activity in the cen-
tral core appealed to the downtown business community, it was anathema to the developing
economic centers in places such as Santa Monica, the San Fernando Valley, the San Gabriel

Valley, and Long Beach.

In the end, highways drew support from a broad coalition of suburban municipalities and
downtown business interests (Adler 1991). Most major political actors viewed freeways as
supporting econemic development in their communities, while rail was perceived as support-
ing growth only in the downtown. It was almost as if local governments voted in their own
economic development interests, and more municipalities perceived freeways as benefiting
their local economies. The politics of local economic development helped shape a transporta-
tion system, and in the process led Los Angeles from rail to freeways. Given this history, and

~the fact that political battles over transportation often are influenced by the spatial pattern of
economic benefits, it is reasonable to expect that the current generation of rail transit systems
in Los Angeles and other regions are subject to the same political pressures.™

Internal Consistency of the Plan (Objection and Recommendation 12)

Recommendation 12 calls for the City to "Explain in detail how the policies and programs of the
transportation element support and further objectives and policies of other comprehensive plan
components.” The policies and programs of the transportation element are intended to ensure

Y Gomez-lhanez, Jose A. "Big-City Transit Ridership, Deficits, and Politics: Avoiding Reality in Boston,” APA Journal,

Volume 62, Number 1, Winter 1998, page 47.
¥ Boarnte, Marlon and Crane, Randall. "L.A. Story: A Reality Check for Transit-Based Housing," APA Jourral, Volume

63, Namber 2, Spring 1997, page 189.
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that people can get about in cars (the people's preferred mode of travel), in public conveyances,
on bicycles and on foot. As such they support all the other elements as follows:

Land Use Element: Allowing people o get about makes it possible for people to use the vari-
ous land uses of ll types that are set forth in the future land use map.

Housing Element: Allowing people to get about makes it possible for people to use the vari-
ous residential land uses called for in the Housing Element.

Infrastructurée Element: The rights-of-way provided for in the Transportation Element also
accommodate potable water systems, sanitary sewer systems, drainage systems and other in-
frastructure systems. Allowing people to get about makes it possible for people to operate
and maintain the various infrastructure facilities called for in the Infrastructure Element.

Conservation Element: Allowing people to get about makes it possible for people to monitor
_ and manage natural resources.

Recreation Element: Allowing people to get about makes it possible for people to use the rec-
reation resources called for in the Recreation Element.

Capital Improvements Element: The Capital Improvements Element supports the Transpor-
tation Element rather than the other way around.

Recommendation 12 also states that "The City's analysis should examine internal consistency
such a8, but not limited to, whether the FLUM supports the transportation system, whether par-
ticular capital improvements are needed, and whether the transportation system supports infill
development." With respeet to the vehicular transportation system, it is the transportation sys-
tem which supports the future land use map (FLUM), rather than the other way around. In-
deed, as noted above, the transportation system called for in the transportation element does
support the future land use map by making it possible for people to get from each land use to
every other land use. The transportation system supports infill development in the same way
that it supports existing development and new development, namely by making it possible for
people to get about. Needed capital improvements are set forth in Table 8.1, which is incorpo-
rated herein by reference. Needed capital projects arve also set forth in Table 2.6 which is also

incorporated herein by reference.

Land Uses and Transportation Management Programs Necessary to Promote and
Support Public Transportation Systems in Designated Public Transportation
Corridors (Objection and Recommendation 13)

Objection and recommendation 13 are summarized by the above caption. Recommendation 13
states, "If the City can adequately respond to item No. 7 above, the land use component should
be addressed." Accordingly, the narrative set forth above in response to objection and recom-
mendation 7 is incorporated herein by reference as a response to the land use portion of objection

and recommendation 13.

Transportation demand and transportation system management programs and strategies are
defined in Rule 9J-5 as follows:

“Iransportation demand management” means strategies and technigues that can be used to
increase the efficiency of the transportation system. Demand management focuses on ways
of influencing the amount and demand for transportation by encouraging alternatives to the
single-occupant automobile and by altering local peak hour travel demand. These strategies
and technigues may, among others, include: ridersharing programs, flexible work hours,
telecommuting, shuttle services, and parking management.
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management strategies, and other actions that increase the operating efficiency of the exist-
ing system.

The August 23, 1996 "Objections, Recommendations and Comments Report" prepared by DCA on
the Dade County comprehensive plan noted on page 11 that the Dade County plan also failed to
include "an analysis which identifies land uses and transportation management programs neces-
sary to promote public transportation.” The basis for this objection is cited as Rule 9J-5.018(3)
(. DCA's October 10, 1996 "Statement of Intent to Find [the Dade County] Comprehensive Plan
Amendment not in Compliance” does not object to the Dade County comprehensive plan on the
basis of Rule 9J-5.019(3) (j). Therefore, the emendations to the data and analysis of the Dade
County comprehensive plan made between August 23, 1996 and October 10, 1996 may have ade-
quately addressed the requirements of Rule 9J-5.019(3) (j). The emendations appear in a docu-
ment entitled Revised Recommendations, November 1995 Applications to Amend the Comprehen-
sive Development Master Plan dated Seplember 3, 1996 and a document entitled Response fo
Objections Raised by the Florida Department of Community Affairs dated October 2, 1996. The
relevant general cornments of these documents are incorporated herein by reference. The most
relevant specific comments appear in the October 2 document beginning at page C-61. They are

quoted herein as follows,

In addition to the land use/growth management strategies highlighted in the Land Use Ele-
ment of the CDMP, the County is pursuing the establishment of transportation system and
transportation demand management strategies that will also support the nse of transit sys-
tems and alternative transportation modes. The final draft report of the Dade County Mo-
bility Managemient Process, dated October 1995 and prepared by the Dade County MPO,
identifies the following transit supportive strategies: development of trip reduction ordi-
nance; shuttle and subscription bus services; employer subsidized transit use; employee
transportation allowance; parking management; parking pricing; formation of transportation
management associations; development of high ocenpancy vehicle (HOV) lanes; bus traffic
signal preemption; roadway improvements/amenities for transit; development of park and
ride facilities; development of exclusive bus lanes; development of fixed guideway transit; de-
velopment of express and feeder bus system; improvements to bus routes; modifications in
the transit fare structure; promotion of transgit passes; auto restricted zones; and road pric-

ing.

While most of these strategies are currently being evaluated by the Dade County MPO, some
are already being implemented. The following is a partial list of those under implementa-
tion: transportation management associations (TMAs), HOV lanes, park and ride facilities,
fixed guideway transit, express and feeder bus system, improvement to bus routes, and pro-
motion of transit passes.

Dade County has taken a multimodal approach to the development of nonmotorized trans-
portation, preferring to integrate bicycle and pedestrian access into the planning and design
of general transportation facilities, rather than develop stand-along bicycle or pedestrian
plans that may go unfunded. Examples include the East-West Multimodal Corridor Study
(Recommendations Report, 1996) and Miarai Intermodal Center Study (Recommendations
Report, 1996). These studies recommended the development of a 16-mile transit corridor ex-
tending from Florida International University on the west, through a new Miami Intermoda}l
Center (MIC) immediately east of the airport, and into the Port, with stations located at ma-
jor cruise line terminals, The line would continue on to the northeast, into the City of Miami
Beach. Both the Bast-West and MIC studies included eonsideration of nonmotorized trans-

port access.

A 1993 report by the Dade County MPO, the Railroads Right-of-Way Assessment Study,
cataloged existing railway corridors and reviewed public sector initiatives to preserve them,
as well as future non-rail uses for those lines unlikely to remain in continued railroad use.
One criteria used to evaluate these rail lines was their potential use for as non-motorized

trail easements.
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One criteria used fo evaluate these rail lines was their potential use for as non-motorized
trail easements.

As one task of a larger program to encourage the formation and improve the effectiveness of
existing Transportation Management Associations (TMAs) within the county, detailed bicy-
cle and pedestrian studies were conducted within the Civic Center Area (a one square-mile
hospital, governmental and judicial district about four miles northeast of downtown Miami,
completed in 1998) and in the historic South Beach area of the City of Miami Beach (1994),

- The focus of these studies was to inventory bicycle and pedestrian amenities and identify low
cost measures to improve nonmotorized travel within these areas.

Although the County has adopted an integrated approach to nonmotorized transportation
imglementation, overall coordination is required. The system of frail facilities has been de-
veloped in the Metro-Dade Bicycle Facilities Plan (1994). The recommended network calls
for the development of ten trails totaling 194 miles in length. The proposed system would
link two national parks, tourist attractions, regional parks, and numerous schools and work
centers, making it the State’s largest bikeway network. Funding for the first phase of the
project has been included in the MPO’s 1996 and 1997 Transportation Improvement Pro-
grams. A North Dade Greenways study has also been authorized by the MPO and will be
completed in 1997. A primary recommendation of the Bicycle Facilities Plan, that 1.5 per-
cent of the County’s eligible surface transportation capital funds be reserved for alternative
transportation projects and transportation enhancement was incorporated into the MPO’s
2015 Transportation Plan Update.

Miami Springs will be able to coordinate with Dade County in fulfilling at least some transporta-
tion dermand management and transportation system management strategies, including those
referenced in the above quote and/or others. In addition, this document takes note of "demand
pricing" of highways as a long range strategy for coordinating land use with the transportation
system: The concept of demand pricing is being studied and implemented in other jurisdictions.
It is described in Exhibit 2.6.

Objections and Recommendations 14 through 20

Objections and recommendations 14 through 20 call for the modification of specific objectives and
policies of the transportation element. Required modifications appear in the goals, objectives
and policies components of the comprehensive plan.

Evacuation of Coastal Populations (Objection and Recommendation 6)

Figure 7 of the Future Transportation Map series of the November 1995-96 Cycle Amendment to
the Dade County Comprehensive Development Master Plan (DCA No. 96-2 ER) is entitled and
depicts “Designated Evacuation Routes~2015." This Figure 7 is incorporated herein by refer-
ence. Major routes and linkage routes are shown. None of these routes falls within or lies adja-

cent to the City of Miami Springs.

The document entitled Adopted Components, Comprehensive Redevelopment Master Plan, Metro-
Dade County, Florida, 1997 includes the following statement,

Following Hurricane Andrew, State law redefined the “Coastal High Hazard Area” (CHHA)
from the FEMA “V” Zone to the Category 1 Hurricane evacuation zone as established in the
regional hurricane evacuation plan. In Dade County the CHHA consists of the barrier is-
lands. The State also eliminated the “Coastal Hazard Area” and established the “Hurricane
Vulnerability Zone” (HVZ), defined as areas delineated as Category 3 Hurricane Evacuation
Areas by the regional or local evacuation plan. In addition, the Strategic Regional Policy
Plan for South Florida also establishes policies addressing hurricane Category 4 and 5
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evacuation areas, These three areas — the CHHA, HVZ, and Category 4 and § evacuation
areas -- as delineated by the Metro-Dade County Office of Emergency Management (QEM)
are presented for information purposes on Figure VII-1. Storm risk data and these evacua-
tion boundaries are continually reevaluated by OEM and may be changed by OEM whenever
deem.ed appropriate for emergency management purposes.

The above referenced Figure VII-1 is incorporated herein by reference. It shows that Miami
Springs, except the portion lying east of LeJeune Road, lies outside the category 1 hurricane
evacuation zone, outside the category 2 hurricane vulnerability zone, and cutside the hurricane
category 4 and 5 zones to which special South Florida Regional Plapning Council policies apply.
The area of Miami Springs lying east of the LeJeune Road falls within the hurricane category 4
angd 5 zones. There are no residential land uses designated on the Future Land Use Map for the
portion of Miami Springs east of LeJeune Road. Special South Florida Regional Planning Coun-
cil policies that apply to category 4 and category 5 evacuation zones include Policy 7.1.1, ¢, which
reads as follows: :

All levels of government should review alterations in ground elevations in the Category 5
Hurricane Evacuation Area and develop policies to guide future development densities based
on performance standards and acceptable risks. Local governments should consider the long-
term economic and environmental impacts of increasing allowable development densities in
the Category 5 Hurricane Evacuation Area. Local governments should ensure that new de-
velopment and redevelopment in the Category 5 Hurricane Evacuation Area complies with
the National Flood Insurance Program, the South Florida Building Code, and hurricane shel-
ter policies promoted by the SRPP.
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Exhibit 2.1

I):fa'runen_t of Community Affairs Txanspor-
tation Objentions and Recommendations

. Objecton: This slementis opganized auch that
the City.is mmbmu:g tha traffic circulaton,
aass transit, and other elémants that were for-
ierly of tha plan. The element is not pre-
sen ) tl: & holistic néanmrzi&i,a:amé:;u a
completa trangportation syatem, but rather is
listed by aubbomﬁglmnm In acditinn, the ele.
ment references Rula 8J.6.007, 008, and 009
which have been rapsited from Rule 9.5,
gﬁg and were replaced by Rule 9J-5.019,

Recommendation: As the Transportation
Elsmant does not maek the yequirements of Rule
1J-5.019, ¥.A.C., the City should defer adoption

of the Transportation Element until coording-
Hon eceura with the Dade Coupty MPQ and
Dade County, Alternatively, the City may adopt
intexim policies with specific comitnitments to
complete the required analysis as outlined be-
l1ow by a date certain, [Rule 83-5019, F.AC)

Objedtion: The elament does nat contain an
1alysis of the transportation system level of
térvice and system needs based upon existin
madal a}ﬁjt and vehiels accupancy rates; public
transit facilities, incuding ridership by route
and peak hour capacities; and pog tion char-
actayistics, Inaddition, Policy 1,11, which gon-
taing level of sarvice 5 s for roadways,
does net contain an LAS standayd for transit fu-
cilities. [Rule $J-5.419 (3) (), FA.C)

Regpmmendation: Incude an analysis of the
transportation systeot level of sevvica and aya-
tax needs bagac 1:&:[':': existing modal aplit
which jdentifies vehivle and mass transit coou-
pangy rates; public transit facllities, inchiding
ridership by route and peak hour capacities; and
population characleristics, The analysis must
show how the transportation system is fune
tiening and identify nseds which wiil gorreet
existing déficiencies with the intermodal facili-
tiés. The data should be fourid at the Matro-
Dsade Transi 't-Aut.hori:]y (MDTA), the Metro
Dade MPO, or the Dade County Planning De-
partment. Upon completion of th analysis, the
City should be able to determing the transit
LOS standavd and must revie Palicy 1.1.1 to
intlude an LOS standard for transit facilities.

. Objection: FIOT raised an objection that
Tahlag 2.1 and 2.2, which providas LOS daty for
Olkceechobes Road are niot congistent. [Rule 2.

5,005 (8) (a), FLAG] ’

Hecommendation: FDOT recommends that
the vehicle counts and LOS analysis be inter-
nally consiztent,

. Ohjection: FROT raised an ehjection that the
projected 2018 Peak Hour Peak Direction values
are bazed ipon an adiustment faglor of nine
percent. The footnotes for the 2015 estimates do
not provide any explanation as to why nine per-
cent.of the Avaragg_Dai!y 'I‘rIi'ps (ADT) was util-
ized, [Hula 9J-5.005(2)(a), FACE

Recommendation; FDOT ratommends that
documentation must ba pravided to substantiate
the assertion that FPeak Hopr Peak Directinn ia
nine pereent of ADT.

. Objection: As the City has not adequatsly
analyaed Rule 90.5,018 (3) (2), F.A.C,, the Uity
not dnalyzed the availability of the frins-
. portation facilities and servives Lo serve the ex-
1sting tand ubes. TRule 9-5.019 () (b), F.4.C)

Recommendation: Inchude an analysis of the
availability of the transporiation facilities and
services to gerva the existing land uses, This
analysis must demonstrate whather the tfans-
rortahox_x aystern is adequately serving existing

end wses, Upon completion of Item No. 7 be-
low, the City should be able to complete this
analysis,

. Objection: The element does not containan
anaiysis of the existing and projected transpor-
tation system to evaduate the constal population
ok W an irnpending natural disaster. {Rule
9J-5.018 (3} {c), F.A.C]

Recommendation: Include an anatysis of the
existing and projected transporiation system to
evacuate the coastal population prior to an im-
pending natural disaster. The City should pro-
vide an analtysis of the existing and projected
trangportation system te evacuate the coastal
population prior to an impending natural disas-
ter. The data must include designated evacua-
tion routes. These data may be found at the
Dade County Emergency Management Office, the

Department ef Community Affairs Diviaion of
Emeryency Management, or the South Florida
Regional Planning Counsl

. Objection: The el:rman_t doss Bot contain an

adequate the projectad transporta-
tion aystem levels. of service and system needs
based upon the lnnd use categories, including
their denisitios and intensities of use ns shown
on the Future Land 1Jze Map, end the projecied
integrated wansportition system, The analysis
did not demonatrate integration and coording-
tion among the various roodes of transportation
and did not address the nesd for new fadlities
and expansions of alternstive tranaportation
modes to provide a salk and officent transporta-
tion network and ephance mohility. [Rule 8-
5.018 (3D, F.AC)

Recommendation: Arialyzz the FLUM densi-
ey, inténsities and mixed use pattéry against
the thresholds Yequired to support bransit. The
Citt;{ shauld qomtgm the existing FLUM desig-
nations within the trbnsit edrridor ta'a lpl_-ofes-
sionatly aveapted soirda which has analyzed
densities and intansities which support travisit.
One guch document iy the Dade Cowaty MPD
document “Travisit/Land Use Relationship Re-
port.” Where incompatible uges oseur, an analy-
ais should be conducted that assesses FLUM al-
ternative that would be compatible. This analy-
is should be completed prior to the Dagde .
County MPO Lon&RamFe Transportation Plan
Moidel Update so that alternative land uses can
by submitted to tha MPO. Tha City should co-
ordinate with Dade County m&ardmg tho sub-
mittal of land use data to the MPG,

. Objestion: Objective 1.2, which statés that the

City will coordiniate the traffio dreulation sys-
tem with land uses shown on the FLUM, enly
re‘fﬁtés_to ﬁfﬁ_'@ drgulition and :;et ﬂgsaegure
multi-mpdel transportation syatem and dos not
ensure that existing and proposed population
dengities, housing and employment patterns,
and tand uies aye conaistent with the transpoi-
tation modes. “[Rule 8J-5.619 (43 (b} 4., F.AC)

Recommendation: Upon comgl_eﬂon of analy-
sis ay stated in Ham No. 7, the Gity must revise
Qbjective 1.2 such that the antire multi-modal
transportation system it codrdinated with the
FLUM, and exisire that existing and proposed
population densitias, houaing and employment
pattarns, and land uses dre eonsigtent with the
transpartation modes and Gervices, »

. Objection: FDOT notes that the City corn-

pleted a Finding of Necessity for radevelopment
i Fabrunry 1945 and recommendei that 22
blogks along NJW. 36th Straet and 15 hlocks
arsund Curtiss Circle be targeted for redevel.
opment. However, no analysis was provided to
determivie the tﬁtgnﬁal opportunitics of rede-
velopment on muitimedal transportation
system, [Rule 8J-5.019 (3) (D), F.A.C)

R dation: FDOT recommerits that
an analysis bit provided to detatl the land uses
which ara propoged for the twa redevelopment
argas. The analysis should also provids infor-
mation relative to tho redevelopment areas im-
pact upnai the existing surface roadway system
and the desmand for transit in the City,

10.0bfection: The element dans not Include an

adeguate annlysis of the growth trends and
travel patterns and interattions between land
use snd-transpertation, and the sompatiblity
between the fulure Jand hse and transportation
element. The Cis( has provided a general de-
seription of how the Tand uses ars compatible
with adjacent vords, This déscription, howaver,
dogs nat salisf’y the requirements of the ruls,
nor would it support specific recommendations
for policies and programs 1o snsure greater
compatibility betwaen the transportatisn and
I'ur.ux&tand use element. [Rule §3-5.019 (3)(d),

«

Recommendation: When the Qity.wwletes
the analyiis required pursuant to ftem No. 7
above, the City will have sofficient data and
analysis to detarmine the effects of growth on
the transportation system and vice versa,

11.0bjection: The amendment did not adequately

analyze how the City will maintain its adopied
tevel of servics standard for roats and transit
facilities. The analysis dees not show prejected
traffic and transit levels over the next five yeasrs
and identily whete LOS standards are expacted
to be exceeded, [Rule 8J-5.019 (31(h), F.AC)

Recommendation: Provide an analysis which
shows prajected traffic Jevels over the next five
years and identify where LOS staniards are

expetted 10 ba exceeded and improvaments to
maintain LOS,

12.Ohjection: The amendment did not explid:liy
ad and docuraent internal consisteriay
the plan, especially its provisions addressing
wansportation, land use, and availability of fa-
cilities and services. While the Oity's response

aks in general tayus of how the transporta-

A e el it F
mansgemen s of the oo hensive plan, i
does nnt explicitly explain how the policies and
mmm; of' the transpirtation element support
and further vhieetives snd polices of the tom-

ﬁt}el}tx'sg]e plan componenta. [Rule 83-5.019(3)

;l!&pqmﬂa;:ﬁa@lom '}ha;irL in detail l:_?w the
cies and programs of the transportation
element support and farther objectives and poli-
cies of othér esmprehensive plan ecomponenta,

The City's analysis should examine internal
cansis ﬁ?_ such 55, hut not Jimited %o, where
the FLUM supports the teansportation system,

whether particular capital improvements are
needed, and whether the transportation system
supports infill developruent. o

13.0bjsetion: The elemant does not contain an
analysis which identifies Tand uses and trans-
portation management piog sacy- b
promate and Suppost %\ﬁmc transportation sys-
toma jn degienated public tramgqmtiun Lorri-
dors, in addition, Folicies 1,14.2 and 1,13.3, de-
fer the torpletion of establishing wanaportation
demand management (TDM) and transportation
system manngemant {ESM) prograins and
stratﬁziu wati] 2008, The deferral is not sup-
parted by data and analysis and would allow tha
Gity tonet mest a statutory requiremant within
the planning timeframa. ﬁule 935,418 (3) (5}
and (44} 6, and 7., F.ACJ

Recommendation: Include an analysis which
identifies land uses and transportation man-

gemant i ! ¥ 1o fromate and
support public trandperiatich systems in desig-
nated public transportation cormiders. Ifthe
City can adequately reapond to Jtem No. 7
above, the land use somponent should be ad-
dressed. As for the transportation menagement
programs, the Gity shewld identify transporta-
ton demand management and tranaportation
aystera mansgement programs and atategies

t will promiptd transportation s¢stemns and

dezignate public transportation corsidors snd
revise Policies 1.13.9 and 1.13,3 st the tima of
adoption to implement thase stratégies,

14: Objegtion: Objective 1.3, which states that the
City will courdinate wim_ﬂ;&slms and pro- :
t 0, dogs not in-

geams of the Dade Coun
ting tﬁn Florida Department
Trans) -

clude coerdinatipg with th
of Transportation and the Florida Tray
tion Plan. Purther, the objective and nﬁgla—
menting policies do not xpecify how the City will
coardinate land vss decisions with the update of
the MPO Lang Rangs Transportation Blan.

Recommendation: Reviss the objecliva to
include a reference to FDOT and the Florida
%‘fgg)]:mtiun Plan, Rols S1-5.019{4)(b} 3.,

15.Objection: Objective 1.6, which states that the
City will provide efficient mass tranisit based on
. exiating and proposed major trip generators,
does nat addréesg the é:r_o_vx_sion of efficient public
trangit services based on ssfe and convenient
pulilic anait terminal and land usea. [Hule 84-
B.018 (4} (b) 4., F.AC]

Recommendation: Ravise the pbjective to
include a target by which they will meet this
ohjective And address the provision of efflicient
public ansit services based on safe and con.
veénient public transit terminal and land vaes.
In addition, ugan ravising the objective the City
mest estabfish meaningful policies to impl I

the objective.

16.Objaction: Objective 1,13 and Policies 1.15.1
throuph 1.13.4, which defer specific rule re-
quirerngnts until 2006, allow the City to not
meet.rule requivements ontil after the planning
timeframe. ‘Thus, the City has not met the rule
Frovisions a5 Tequired by Rule 8J.5.0)9, F.A.C,

Rule J-5.019(4){c) 3.,6,, 7, 10, F.AC)

Recommendation: Revise the policies fo
implement the rule provisions and establigh
policies, based on the data and analé'sis, that
are required by Rule 3J-5.019, FAC.

17.Objection: The City states that there ara
several rule provisions which do not apply to the
City and, thus, the City is not proposing tp add
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Exhibit 2.1 (Continued)

Department of Community Affaixs Transpox-
tation Objections and Recommendations
City of Minmi Springs

thege required rule fmvisions a8 policies, The
provisions ari as follows:

Ride $J-5.019 (43 (e) 1% A voordinated and
eonsistent ml;icy with
the future land uge
element th ehconrage
land uses which pro-
mate public transpor-
tation in designatad
publie transportation
eorridors; and

Establishment of
atrategies to faciitate
Tocal traffic to use al-
ternatives to the FIHS
and pratect its inter-
vegional and inter-
state fanetions.

The Dapartment believes that these provisions
are city functions and can be completed and im-

Rule 8J-5.019 {4} () 13:

Exhibit 2.2
Transportation Element Guidelines

Thy guidelines below were provided to Mr. Steve
Johnsoun, City of Miami Springs, by 1

D'Ginseppe,

Mr. Fau
CA, via facsimile dated 2/9/98

Potentinl Short Term Guidelines

1

2)

Rule $J-5,019 (3) {a) states that at amend-
ment must contain an an_nlgfm.s of the existing
transpoxtation system, lévels of sarvice, and
ystem needa, The Départinest recommends
t the City provide an analysis of the exist.
ing transportation aystem levels of service snd
system needs, hased vpon existing design and
operating capacity; most recently available e5-
timates for average daily and peak heor vehi-
dle tripa; existing modal apilt and vehicle oc-
cupaney.rates; existing public transit facili-
ties, including ridership by route, peak hour
capacities, and headways; populakion charac-
teristics including transportation disadvan.
taged; and the existing choracteristics of trip
generators ang attractors. The City should
epnrdinate with FDOT smd the Dade County
MPO to complate the analysis, The apalysis
must ahgw how the transporiation system is
funstioning and identify needs which will cor-

. ract existing deficienvies of the transportation

system.

The Departooent racormends that the City
adopt interim ‘.mlicies with spetific tommit-
menta to complete the required analysis by a
date certain, concurrent with the completion
of the Dade County MPO long range transpor-
tation plan medel update. The policies should
spacify how codrdination will scour with the
MPRO, Dade Cuunr.i, and FDOT regarding con~
sistency between the land use element and the
transportation slement, and regarding technd-
c?! suppoct for campleting the transportation
element,

plemented by the local government. A city can
eertainly allow for eensistency with the FiUE
which promotes use of mass transit and provide
e R

2 pro, X e 8.5 . &b
F ¥ )

Recommendation: Theas rule provisions must
bo addrassed throngh poticies, based on the data
and analysis, that are required by Rule 8J.
5.1649, B.A.C.

18.Qbjectiont FROT rajaed an cbjection that the

City utilized the State Functional Classification
nstead of the Federal Functional Classification,
[Rule 83-5.019 (2} (a) §., F.A.C)

Recommendation: PDOT racominends that
‘t;‘:d Federal Functional Classification be wtil-
izad, :

18.Objections FDOT raised an objection to FLUE

Palicy 1.1.4, which states that eapacities are’
based upon FDOTs Table of Generalized Twa-
Way Peak Hour Volumes for Urbanized Areas or
other compatible techiniques, because the LOS
analysis in the support dogument for the Trans-
pottation Elerment is based upen an avergge of

The City should compare the existing FLUM desig-
nations within the transit corrider to a profession-

ally acceptad seutee, which

hag analyzed densities

gid intensities which suppart transit, One such
document i3 the Dade County MPO dorument

“Transk

nd Use Relationship Repoxt.” Whera

fncompatible uses ocour, an anal¥sis should be
condusted that asseaseg FLUM alternatives that

o This syt
an. This analysis
ade County MFD.

ihle md}, _I.é w"’;ﬂj 'ﬂthik &l
must be completed prior to
Long Range 'lg’ansportat.ion

Model Updala, so that: alternative land uses can be
submitted to the MPO to resclve incompatibilities
between the transportation system and land use,
The City should coordinate with Dide County

he submitial of Tand use data to the

reﬁardingt e subrait
MPO. As the City has identified redevelopment

areas, the anelysis should exarine
opportunities for yedevelopiment on

the polantial
the transporta.

tion aystem and the impact of redevelopment on the
teansportation system,

Potential Long Term Guidelines

b

‘The folowing analysis requirements are
dependent upan the Dade County MPO com-
pleting the long range transportation plan
mode] update. ’

« An analysis of the availability of transpor-
tation faciifties and services 10 serve ax-
isting land uses, [0J.5019(35(b), FAC)

+ An apalysis of the availability of transpor-
tatjon system to evacunts the coastal
population prior to an impending natural

dizaater. [9J:5.019(3) (), F.A.C)

» Anznalysis of the growth trends and traval
patterns and interactions between land use
and transportation, and the compatibility

riepcing th

the two consecutive hours ax; &
613} (e) 3, and

ﬁrea;est. volume, [Rule 3J-5,
wle 53-5.019 () (e7 1., FAC)

Recommendation; FDOT recommends that
FLUE Palicy 1.1.4 should be revized to be inter-
nally consistent and githey utilize ¥FDOTs LOE
standards or A average of two consecutive
hours experiencing the. greatést volume consis-
tent vrith Dade County, :

20, Comment: Figure 2.2, showing significant
parking fncilities, was not sorapleted during the
prug:sed mendment. This map must be in-
ciudad with the adepted amendment.

21.Comment: Dade County provided additional
I e in e i then the pack

¢ p ge,
The City should respenid appropriately to these
soraments. .

22, Commeny: Policy 1.1.1, which yefers to Special
Transportation Aveas (STA), isnot the current
teri for sincurTensy excepton areas. FD
recomumends that the City dalate All referances
o STA’s within the plan and determine whether
the TCMA designation s appropriate.

hotwasn the fiuture land uss and t_ramgo "
tation elernents. (85,019 (3) (d), F.A.C)

+ An am.l{sis of the projacted transportation
system Taval of service and system needs
based upon the future Jand vse categories,
including their intensities or densities, and
the projectsd intemrated transportation
system, [9J-5.018 (B (), FAC]

+ The analysis shall tonsider the projects
i;]anned_ or in FDOT's wark program, the
long range transpovtation plan and waffic
improvament pregram (TEP) of the Dade
County MPO, and the Metro Dade Transit
Authority, (8-5.019 (3) (g, F.AC)

"+ ‘The analysis shall demonatrate how the
City will maintain its adopted lavel of
‘serviee standard for voads and transit fa.
cilities, {9J-5.019 (3} (b), F.A.C

+ The unalysis sholl address intexnal consis.
teney of the plun, especially its provisions
addressmg_l.rqmpumﬁon,'lan ‘uge, and
the svailability of facilities, [9J-5.019 {3)
iy F.ACE

* An analysis which identifies Jand uses and
transportation manasement Programs nege
esgary bo promots and suppart public
trangportatisn systerss in deaifnated pub-
};;: t}x:::qm ?rtauoi{\ corridora, (8J-5.019(3)

Upon completing thess analyses, the City will have
ta include the ta%mrad goals, objectives, nid poki.
cies pursuant to 9J-5.015 (4); Ti ¢ Department
recommends that the City aubmit the goals, objec-
tives, and policies upon the campletion of the dats
and analysin a5 discussed in the short term and
long term analysis,




Exhibit 2.3
Transit/Land Use Relationship Report
Prepared by Gannett Fleming, Tanners and

, Ing., P
Enﬁ eera, Consultants to the Metro-Dade County,
Metyopalitan P i nnization; Devember
1855, The foltowing report ix an abridgment of the
above styled document. The material preceding the
page numbers in parentheses indicates the report
page number.

A study has been conducted that compared Metro-
Dade ({ou.nty’s current land use developreent poli-
ciga with the eurrent literature regarding )
relationship between pransit and land use daval.
opment, In addition, inter-apéncy relationships
regarding transit and land use planning ave re-
viewed, and land use allocation models ara dis-
cussed. The study ares for this task included the
area between the Urban Infill Aven (UTAY and the
Urban Development Baundary (UBB) and the
Urban Expansion Area (UEA). (page i)

The reconumenidations that resulted from this study
ate gumrnarizsd and included in this section by
subject aren.

Residential Development Recommendation

e Periodically review current and &rojecmd socio-
econontic data to identify areas that meet sog-
gested residential transit-supportive thresholds.

» Whera
Future ¥ o
geated thrasholds for residential densities
designated Foture Rapid Transit eorvidors.

= Applications to chango the Futare Land Use
P within identified transit-supportive sreas
should be reviewed in terms of existing an
planned transit nervice. Does the changs help
support exiating and planned ransit service?

gsible, initiate amendmsnts to the
d Yse Map that would follow sug-
ong

Non-Residential Development
Recommendation

+ Petiodically review curtent and &rﬁiected §odio-
economic data to identify areas thal ment sug-
g]e;ted employmert transit-supportive thresh-
olds,

* Continue to concentrate employment activity
along planned Future Rapid Transit corridors,
particularly within designated Metropoiitan As-
tivity Canters. Whera prasible, initiate amend-
mants 16 the Future Land Uss Map to increpse
employment densities within designated Metro-
politan Activity Centers, along d_esi'ﬁmtsﬂ Fu-
ture Ropid Transit corridors, oy within highly
developad employment areas identified by the
review of the secio-economic data.  {page ii)

. mplications ta change the Future Land 1/s¢
p within identified transit-gupportive areas
should be reviewed in termas of exdsting and
planned trangit service. Doos the change help
suppert existing and planned transit servica?

Mixed-Use Areas Recommendation

Use a zoning overlay district to extond the concapt
of Metropolitan Activity Centers to other areas

along Puture Rapid Transit corridors, ‘The zoning
ovarlay district should include mixed-uses that are
transit-supportive and eriented to the size of the
area encompayséd by the averlay district suth ag
high-density commercial areas, urhan arens, peighs
borheods, or secondary areas (lands no further than
ene mile From a transit stop).

Land Uses Oriented to Transit Use
Recomunendation

Bevelop & zoning ovetlay district that corFelates to

esignated Future Rapid Transit corgidors or major
transit stops and includes a detsiled dascription of
land uses that promote transit. This district would
bs deva[n}:ed in gonjunction with extending the
cencept of Metropelitan Activity Centers into ather
transit-supportive areas.

Buildings and Activities Physically
Oriented Towaxrd Fransporfation
Services Recommendation

+ Update the Activity Centar description listed in
the Comprehensive Development Master Plan,
Puture Land Use Element to includa Janguage
regarding building ovientation to transit 8tops.

* Actively pursue the Metro-Dade Transit
Agenzy's participation in site design for few
constraction or improvements to existing sites

ta enghry that transit steps rre more oriented
t@évaxd safety and convenience for the transit
rider.

*  Review and update the Zoning Cods to include
transit-orientad xoning regulations for site de-
sign, parlong and building setbacks for all de-
velopment that fslly within a designated transit
zone, (page iii)

Walkiog Distances at & Pedestrian
$cale Recomwmendation

Include a measurement for specific pedestrian
walking distance standairds in all transit-oriented
sections of the Zoning Code,

Miniwal Parking Recommendation

Update the Zoning Cods to indude transit-odentsd

B:rkin% dards for develop nént along Future
pid Transit corridora and adiacent to transit

ataps.

Additions! Measures for Improving
Transit Ridership

¢ Metro-Dade Couny cummﬂ{has % provision
vegarding Severable Use Rights, Chaptar 338,
Areas of Critical Environmental Concern,
Metro-Dade County Development Cods. This
provision is similar ts providing the option of
tranafor of development rights and comld be ap-
plied to designated transit zones in an effort to
romote transit-supportive development. Use
R to concentrate develupment inteisity near
transit stops. .

+ Xia sperific use ereales a large nombar of trips
that could be served by transit, the County
should davelop intantive measures that will
help 10 locate the development within & desig-
nated transit zone,

+ Tha draft Year 2015 Long Range Transportation
Plan includes planned transit corridors, In ad-
dition, the Future Land Use Map deaignates Fu-
ture Rapid Transit corridors, thus inditating s
nieed for County right<fway nequisition.. The
Zoning Coda covers right-ofiway plans and
minimurn widths, Review to ensire that
enough that enough right-of-way is aveilable for

o d £ timp ts. If not, the

Zoning Code needs to be amended and action

naads 1o ba talen th acquire the sppropriate

right-of-way. (page iv) :

* The Comprehendive Development Master Plan,
Fuature Land Use Elemant, includes the follaw-
ing objectiva and polfty;

Objective T: Beginning in 1989 Dide County

shall maintain a process for periodic amend-

ment to the Uze'Plan Map, consistant with

the adopted Goals, Objettives and Policies of

this Flah, which wil; provide that the Land Use
at

Plan Ma) tes urban expansi
projectec] sountywide rates, ’

Policy 7L: Applications requesting arend-
ments to the Comprehensive Devalopment Mas-
1er Plan Land Use Plan Map shall be evaluaced
2 consider consistency with the Goals, Objee-
tives and Policies of all Elements, other timely
issues, and in particular the extent to which the
proposal, if approved, would:

1) Satisfy a deficlency in the Plan map to ac-
coromodate projected population or sconommic
growth of the County;

2} Enhante orimpade provision of services at
adoptad LOS Standards;

3) Be compntible with abutting and nearby land
uags and protect the chararter of established
neighborhoods; and

4) Enhance or degrade environmental ok his-
toriea) regourses, features or systems of
County significance,

This palicy needs to be revised to include transit
origntation. Add the following language to. Pol-
icy TI: 5} Be compatible with suggested land
uses that promote transit, partiouiarly if the
application is lecated within a Jesiguated Fu-
ture Rapid Transit corridor or designated tyan-
sit-aupportive area.

The gection needs ta be reviawed regardin
Iransit erientslion, specifically how dees the io.
cation of these Tradigional Neighborhoad Devel-
opmants (TND's) tie into the planned transit
corridors for the TIDR and UEA, [Traditional

Nsighborhood Development Zoning Code)
{page v)

® ‘The Activity Center con¢ap?, {in the Dade
C:nugty Comprehensive Plan] needs to be ex-

ed to mors Areas slong the kangit corridors

P

such that development at major transit sto

will alsg ba mil«suppor't‘il%. The Sau‘-anl:::hto
County Tyansit-Oviented Dasign Guidelines,
provides exaraples of develupinent for urban,
neighborhood, core commercial, and sénondary
transit-oriented arens,

* ‘The MPO and MDTA should help in drafting
trantit-oxiented land use policies to be adopted
in the Comprehensive Development Master
Fian and Development Code,

* There exists a good deed {sic) of onfoing re-
search and progress in the area of fand use allo-
cation mudels. Currently, the 1.8, Departimant
of Transportation is ﬁmding.a’h—avel Mode] Im-
provement Pro :
improveraents 8o land use allocation models.
{page vi)

Belfore Metro-Dade County invests funds and
manpower into the development 6f a land nse
allocation yoodel, it is racommended that the
County utilize the resoiroes of this federaily
funded program, {page vii}

45 mentioned in the report, Guidelines for Transit-

Sensitive Suburban Land Use Design, the psst
several decades have sean rapid 3 inthe level

of complexity of auburbisn activity, Suburban areas

which were once bucolic badroom commiiinties for
cammulars into a eentral business district have
become multifunctional areas with a il ranga of
employment, business and institutional activities
which rival the downtoway of most metrepolitan
aress, However, the travel pattarna i these orice

rurgl aveas are highly diverse with ttipa from many

origins to many destinations and few concenitrated
worridors of demand, Activity Ceriters and trip
generators are poorly ted to'each other and scat-
tored in many locations,

Myth: Stopping development will atop teaffic

growth.
Fact: Even with no new developmen tmﬂi]c
tion's

would increase due to the pop
prowing mobitity,

Census data show that even in areas of the Unjted
States where the population has declined; employ-
ment lavals and travel have ineressed, {e new
devalotﬁmen: obviously brings new traffic to an
area, the growing mobility of the population has a
Ennre fla?;maching effect on travel growth,

page 1-

Myth: Redncing densities will reduce traffic.

Fact: Limiting density of development dors
not yeduce tmﬁxm exeept in the inue-
diate ares, Lowerdensity residestinl,
retail, or office profects genprate
more, not less, oversll traffic,

Traffic does not respect byundaries, and such a
policy, whila limiting traffie st individual ajtes,
causes sprawl - a low density, aute-dependant
development patters. ‘Thus, a reduction in traffic
in one areals Ukely to be matched by trafficin-
creases elsewirene - unless denaity is reduced over
an area so extengive that it decreases the tote] level
of markot development. In addition, research
shows that higher density residential and office
projects generats fower driving $rips and more.
transit use per unit than do low density projects.

Myth: People must change theiv attitudes so
;:Iilft they depend loss on the automo-
&,

Commuters’ choices are based on
comparisony of vost and conveniencs,
not on nbstragt valoes. It e uot abti-
tudes that must be changed, but the
relative servico sud vost of optiona of.
fered to commiters.

Fact:

Transportation analyais have recognized that
consiumer cheices are made besed on rational
comparisons of titne and ceat, vather than ¢n ab-
stract values or attitudes. Decreasing the avail-
ability of parking, combining trip uses or raising
the price of gag will ?uick]y enrourage them to
consider measures of conservation. (page 1-2)

The best evidence on how careful coordination of
land.use plenning and transit development can
affect travel choices is from abroad, in cities Jike

Stockholm and Sweden, where high rates of tranait

usage are a result of governysent introducing land-
use controls that concentrate urban growth in

10 vesdarch and regomimend

477



48

Exhibit 2.3 (Cootinued)
Transit/Land Use Relatioowhip Repoxt

dagn_ad linear q:rri_dofds eta!}at t:l;ie g;glt-:ex‘yed by rail
or buges operating on dedical ofowny,
Saveral a_tﬁiies }':gva shewn that a doabling 3nr(' 3
residentin) densities corrélatsd with reductions in
annval vehicle miles traveled in the ranga of 20 to
t. Conclusil Hing the senei-

30 it
fioity of trip generation rates ond modal splils

relative to chonger in lnnd-use mixtures are
more diﬂ'icull o confirm {emphayis added],
{page 1 :

Matched-pair comparisuns in several metropoiitan
areas as well aa hy?bﬁw_ﬁéal simulation show
transit-ordiented ne rhoods average less vehicle
wmiles traveled (VMT) per houeehold (anywhere in
the ringe of 10.percent to 45 percont) than auto-

i¢ ones. Bvidence slso points to higher
incidencas of walk anid transit modal splits in more
fraditional neighborhoods. -Several studies ar¢und
transit statipng confirm that proximity and, to

Proxi
. legser extent, b'uildibg_density influantes modal

splits,

For transit-oriented develn%r;iem to produce sig-
nificant mahility benefits, the evidence suggests

that both arigina and destinations of frips mvst be
within ctoge walking distance of facilities--another

indication that clugtered dnd balance eavirenments

are erieial in winning over customers to mass
transit. .

For.thiz report, the term transit refers to services
available 1o the public including local hus servics,
expreas bus, rail, and videshare services such as
carpools and vanpools, (page 1-4)

1.2.1 Land Use Densities that Encowrage
Ridexehip C

Low density residential arean genorally cannot
Sustain gublic_tmu,siL However, these oreas may
benefit from dial-a-bus, park-and-ride facilities,
car/van poots and similar services, For residential
areas, ridership increases aa dansity increases,

Based on Regional Plan News, Where Transit
Works: Urban Densities for Public Transportation,
average relationships between residential density
and transit wie can be summarized as follows:
(page 1.8} :

At densities batween 1 and 7 dwelling units
per acre, transit wse is minimal,

* A density of 7 dwellings per acve sppeors to
ba 2 thréshold above which trarisit use in-
crapies sharply and is nacessary Lo support

bing service every 30 tinutes.

At densities above 80 dwellings por acre
niors than half the brips arg made by public
tranaportation,

¢ ‘Theraduetion in auts frips (and total trips)

© por pérspn and the increase in transit bxips
with higher density is most pronounced
amang middle-income h Ids

The veport alse states the ressons for incrpased
transit vge with highsr density, which include:

» Highet residential density tends to cut aute
ng' hip. Comparing heuseholds of the

same ingeme and gize, & tenfold incrense in
raxidential denaity rediices ownership by
#bout (.43 autes per hovzehold, This isse
because at higher densities auto storage and
use are Jesd convenient and more costly, It
rany #lso be that higher density dons not
rause _higiier transit uge but ealy correlates
with higtier tranisit use becaiwse 1t also cor-
relates with lower Househpld inepme which
alyo correlatas with higher transit use and
may actually cavss it,

» The prés_aéu‘:a of rail {ransit supprisses auto
ownership.

» Auto ownership is forther influenced by the
habituel destination of the trips a househald

depsity will own different avinbers of aulos

downtown o7 in 2 spread suburban davelep-
rent.

Among aubs owners, transit use is further atfected
by two factors:

v The density of the nenzesittential destina-
tisn--tha higher it is, the more likelihdod
that auto owners will use transit,

makes, Two households residing at the same
depending on whether their workplace isin a

* ‘The quality of tranait service—availability.
{page 1-9)

Table I-1 summaerires the ohserved miniwem
residential thresholds for premoting transit usage.

1.2.1.2 Non-Residential

The report, Where Tronsit Works: Urban Densities
for Publie Transportation, states that residentiat
densities in the yange of 7 to 13 dwelling units per
acre can support moderately convenient sérvice by
any transit modg if' there is a place b po. High
resjdentinl density by ftself will Ao eds for oansit
if there is no dominant employment or commasrcial
destination.

Ity addition to the densi? of the pon-residential
area, tha mixture of land nses within the _zmplt&-
ment center and the proximity of the center to the
residential areas i also important. Fot publie
transit to éucceed land uses should hava the poten-
tial to genérats ridership thraughout the day, and
ideally during the offpeak perieds, midday, eve-
nings, and weekends. A mixed-use area containing
restaurant, 3 museum of theater, and retail stores
has a greater potential to atiract bus and rail .
riders than an area with only rétail stores, Adding
?nﬁ;.;smg also genérates additional ridership. (page

‘The veport [Urbin Densities fyr Public Transit]
also provides examples of land use policies afecting
transit use. Fourpossible land nse scenarios are
px_'t;_viﬁfe_d and the recommenited policy is discussed
as Tolloivs:

1. Clustering of dividing non-residential space.
For-example, 10 million square feet nre to by
added t6 a growing wrban arga, One option is to
put the non-residential flosregacd intatws
spread clusters, each five mitlion sguare feet in
mze, Anotheris to creata a-new downtown of 10
million square fest. In the second casa, |
capita trips by transit within a 3 to 8 mile ra-
diug will be 50 1o 70 percent higher thanin the
{irst tase, keeping residential fensiiy the same:

2, Enlarging downlown size or raising nearby
residential density, . ' 5
For sxaniple, the optiens are todouble the size
of a downtown from 10 to 20 million square feet,
or to doubla the residential density within a few
miles of it from 15 to 30 dwellings per acre. The
forrmer will Incresse per cipita trips by transit
in the vizinily of that déwntown three to four
times more the [atter.

3. Incrensing residentint fensity near downtown or
o away.

Por exam.a?g: the options axe to double residen-
tin] density (rom. 5 to 10 dwelling uniis per acre
gither within one mile of & downtown of 10 mil-
lion squargl{:abor at a distante 0f 10 miles from
it In'the firat case, publie transit trips por cap-
ita in the affected aved will incredse seventeen
fimies asmuch 4% in the secord case.

4, 8caitering apartments or concentrating them
near teansit,’

For sxample; a rapid transit atation is located

five miles from a downtawn of 65 millien square

{eet of non-rasidentinl floorspace, At a density

of 15 dwelling nnits per acre, the square mile

suriounding the statlon will send about 620

buildings. Bus girvice which
individually reduces the wall for pasdengers, but
creates a very pircuitous journsy which inconven-
iences riders and indreases overall fzavel time;

The report suggests flustering the buildinga to
achieve & higher concentration of workers at one

every 10 pereent inereage in foorspace devoted to

tetail-comime uses. To gehieve maxiraurn

transit usage, the density of the office and commer-

cial nses ghould be Mﬁl:nw transit stops and

}'ernai:lx flaé;iy high within 1/4 mile of the stops.
page 1+

123 Land Usor Oriented to Transit Use

Land uses priented to transic use include & concen-
tration of demand {density), & regular teip pattedn
ard little need to carey lage parcels, In the publi-
cation, The Neio Suburd: Guidelines for Transit-
Sensitioe Suburbun Lanid Use Design, aeveral land
usss ware found 2o be transit compatible, ‘Table 1.3
provides examples of land uses with corresponding
potential transit usera, (page 1-13)

12.4 Buildings Physically Oriented Towasd
Publi¢ Transportation Services

Buildings and Activity Centers must pravida con-
venfeht and stteactive acceas to the transit wer,
People aré niot motivated to use pable transporta-
tion If buildinga do not provide quality apeass, even
if the building 1s located within a short distance of
the transit stop, ‘Entrances and paved walkwa:
must Jead directly to a bug stop, parksand-ride lot,
or transit station, The transit stop should be near
the building sntrance, which may require parking
?nd_ople); ;}pace to be Joeated behind the buildiog,
page 1-

The report, Designing for Public Transit fn Subur-
ban Aregs, states that one of the most sigaificant

ways o improve the ability of Inises to serve aubur-
ban office comploxas is the improvement of site

plans to cluster buildings argund a local point |
which can #ervo a5 8 bransit stop. Bused stopping

at the roadside axpedites the bus trip, but increases
tha distance of the walk to reach thep ndividual
entors. each drivewsy

loeatfon, thus justifying the higher frequency of

service, and raduting overall wavl time, The
report provides the following suggested mode!
language for master plan ordinances:

Cius!e_ririﬁ of Bufldings: Buildings shal be clus-
tered to the maximium extent fonsible, ta pro-
vide for efficient pedestrian circulation, Build-
ing clusters shall ba prganized aroimd an identi-
fighle and sasily réached bransit stop to facili-
tath the we of transit and car pocling, Transit
stops shall include weather pratection. Tranait
ataps shall be linked to all buildings by paved
ﬂfgw ks, amimrnam'oé‘;faurfeeun w:dith,_and

o for appropriate drainage. Transit stops
shallhave s geoasaed_ bay 'capagle of handling an
articulated sixty foot long bus,. They shall be
marked with Signg identifying the transit sto
and indicating that it is a No Parking Zone.
possible, sigmage should snelude identification of
the transit routes, time of oparation, and fie-
quency of service provided, ’

Layout-of Parking Lots and Transit Stops:
‘Pransit stops shall be located g0 that the walk
betwean the huilding and the amgii: lbgs than

trips a day to the downtown by-iwansit, Supy
:K;eulnthe developmsnt seatiers apartments

sughoul the square mile, Taising its density
B});_ i L. That will inczease transit rider-
ship at the station by about 24 pergent. But if
the apartments are ciisterad within 2,000 faet
of the statioh, preserving the rest of the seigh-
borhond intact, trangt nidership will increass by
34 percant or more, sk teast a yail rarload of 62
pecplé 5 day will be added not frém any increrse
tn average density but only from a different ar-
rangemant of the new development within the
squars mile. (page 1:11)

1.2.2 Mixed-Use Area

Accarding to the veport, A Guide to Land Use and
Public Transpgriafion, a mzajor reason suburban
residents do not use transic is due to the nead to
make trips tn multipls locations throdghout the
day. Whan uses are conselidated. the automobile's
advantage over wrangit is greatly reducad.

A study cenducted by Cervire (Ameriea’s Suburban
Centers: The Land Use.Transportation Link}
concluded that dense, mixed-use suburban down-
towns (subecities) avaraged more than 20 times as
taany transit commute tps by thoeir werkforee as
sprawling, low-density, and single-use office parks,
A substantia retail componenl increases transit
and ridesharing by around 3 percentage points for

the walk to the parlang lots, Par lots shall
arganized 3o that spaces nearest tie huilding
date handi d individuals, van

pools, car pools and single:cccupant avtos in
that prder. Parking for single-occupant antoa
shall be Jocated furthest from the building.

Hus Service to Shopping Malls: Plana shall in-
dde provigions £ ancourage bus vae. Aniden.
tifinble bus stop ahall he located st an anprop-
ats mall anwﬁmrﬁexaﬁy‘!ﬁe main public
entzance to the mall proper.” The aw!)'will in
elude suflicient waiting space to safaly accom-
modatd eatimated peak transit ridership. Ade-
qusts weathér prolection, viaibilir{;(page .17
gignage, seating and lighting will ba provided in
order to maintain s safe and attractive envi-
renment, Hus &n)l»o\atlme‘é ghould. be provided
1o allow busas to stop clear of passing traffic.
Bug ateps shonkd be sizned to prohibit aute ae-
cess and packing, Adequate space should be
grovided m the parking lot else to the bus stop
for temgorary layever of terminnting buses ba-
tween runs and for amﬁg buses aseded for
pedk load periods, Parki g lots and ronll accesa
roads shonld ba laid out to facilitate cdreulation
of buses and to reduce conflicts with axte traffic
and cars pulling into and out of parking spaces.
Bus and truck access routes shall be designated
en the site Flan, and pavement design for these
routes shall be adequite to support bus and
truck axle lnads.




Exhjbit 2.3 (Continued)
Transit/Land Use Relntionship Report

The report goes on Lo point out that while model
languag:

@ suth as the abave tan agsiat in laying oot

individual gites more appropriately for tramsit, the
issue of inking servics xesads may not be easily
aldrassed in
this instance, for the pla tolay out a
general mpster plan for an avea which jdentifies a
 loration for.such service roads; The

roposed
Ssgreé of difficulty of Taying gul such a seryice road

aystem will d'etfen'd 14 o Jurge measure on the
magnitude of development and the size oflots
, Thus, it wonld need 1o be tailored to

eachspesifis location, Generleally, however, alarge

affice complex might ba laid aut with an internai
loop gervice road. AU shaped servicé road might
also work well to expadite tranuit servics.

E‘&*’-‘p’“ alo suggests that It may be possible for

e e e e
lavalop provide su itrea for trans
Sueh incentives could allow the da\relo_%e_r_g.u build
favior parking spaces in exchange for physieal
imiproveraants to encourage transit uss, Inareas
where developers must build parking garages ts
ncegminedate afl the parling required under local
zéning ordinances, ransit incentives could be
financiatly attractive, These incentives could also

bi exitended to allow developers to aubsidize transit

pjierations in exchange for réduced parking ratios.
(page 1-18)

1.2.6 Minimal Parking

The ridership for a1l types of public transportation
increases as the price of parking incienses or as
the availability of parking decreases.

A zoning cirdinancs ean ba used 23 a way ta lirit

ths amount and location of parking. In addition to

limiting a,_rkih?, the ordinanea can requize that

g&r}dng]‘;m Ba located at the sides or'rear of
suildings so that thi “ront door™ conveniant avcess

is for transit users and pedestrians, thus further

promoting ridership,

Raising the price of dingle-occupancy vehicle (SOV)
ariul::g ar i-’ejsen'in‘g'pﬁgrking fa&arid.eshsr‘e vehicles

13 another way to promote transit ridership.

(page 1-19) )

A sugigésted doburment Ehat would be useful in
doveloping additional languaje for a zoning ordi-
nange is Model Parking Code Provisians 1o Encour-
age Ridesharing end Transit Use fingluding A
Ruview of Experienice),

Additional avenues are available to éncowrage and
promote davelopmsnt that will suglport ublic
transit, Thess measures include the fallowing:

L Pr_ovidin%'l‘mnarar of Develapmment Rights
{TDRs). Develapment rights densities are
transferred from one location to anether. Such
TDRs ona be wtilized 49 Increase densities et 2
transit stop siid within the sarvics ares of tran-
sit stops.

2. Discouraging public facilitios that will generate
a 'sig‘niﬁ_cantg'uumber of dxina from lonagng in

raral and auburbai dweas. Inatead, these activi-

transit is.or will ba available,
3. Ressrving right-of-way for future public transit
use,

ties should harlocatid in areas where public

4. Providing for trangit-sensitive vevisw of Land

‘Use Plan amendments, Long-Range Trangporta-

toen Plan amendments, site glam and_déval?_-
ragnt proposals. The needs for transit shoul
considered inthe davelopment raview process.
(page 1-21} :

5. Creating Traditional Neighbarhoods that are
transit-orientéd and degigned to reduce auto-
dependency.

6. Creating 8 Tranait Corcidor Disbrict (TCD),
similar to 2 Planned Unit Development (PUDD
District. The distxict regulations shonld en-
covrage mived vsds, and indude uses that re-
lat% i\;fell to public ransit tather than the aute-
mabile,

As of late 1985, the City of Qaldand, Califomia is in
the proceas-of daveloping a apécific Zoning tategory,

the Transit Village Zone, that will encourage hugh
residential density and mixed-uses around lranmt
stations, similar o the development that has al-
ready. cecurred avonnd other Bay Area Rapid Tran-
git (BART) transit stations. A draft of this Transit
Village Zoéne s included in Appendix C.

Topics addyessed by the desipn guidelines include:

is manoer. It he nec exsary, in

be

2

W AW AW

‘permit & lesser number of spaces. (page

. changing off-atreet parking raquireroents
g g:ﬁ'i ¢ P Taq

wsar frienitly teavsit atops Ge., imity to
Y ; proximity

budiding/aehivity; direct, surfaced aceess,
weadlgdproteg;wn. ete),

. standard signage for transit staps.

. transit stops that are compatible with the sur-
rounding peighbothood. . .
fmman_:: for recreationai apportunities.

andscaping requirements,

enconragement of shared parking faclities
(duytime vs evening and weekend usage),

. promotion of hicyeln acceas, .
. provizions for transit vehicle use and pedestrian

aczdss in new shopping venters, oiffice com-
plexes, ete, {page 1-28)

129 Sugcess Stories for Promoting Transit

‘There are Tecent deve!no_?menhs in several dtiey
faie

thiat have utilizéd the

ementionsd compatibility

factirs bo promote and encourags devalopment of
Eumcb&anse] it. Examples of these developments are
5

-

»

6V,
In Californta, in the Jast 10 ars, 25 large

housing projects have been built within 1/4 mile
of rail statins, ’

Burveys have found that residents tiﬁh&:‘;u\in
1/4 mile of a Californie xail slation are threa
tines as likely to comminte by rail as is the av-
erage worker in the same city. The 1wo mast
importani deteyminants of rall wange were:

1. whether trip destinations were within
walking distante of rail stopa; and

2. vihethet na_rkinilia free af employment loca-
tion (Higher parkiog cost equals greater
transit usage). (page 1-25) ;

In 8an Prancisco, California over 90 percent of

the 22.5 million square feet of office space built

since 1985 is within 1,600 feet of the four down-
town BART .

stations.
In Qakiand, California, approximately 1.5
million square feet of offit2 space has been built
within 1,500 feet of two downtown Qakdand
BART stations, ’

BARTs influgnee on housiig construction has
been less provigunced than its influence on office
constructitn, Only s amall nunber of high-

densily nodes bf vesidential davsl %}ﬁﬁnt have

oéeurred sround BART stations,” Thigis due, in
part, 1o public pnli;f decision. Nine residential
ot mixed rasidential and conunercial areas
avpund BART gtations werd downyzonsd in re-
aponse to residents’ wishes i présarve the ex-
isting chavacter of the neighborhoods,

Both Ssnta Clara County Light Rail and BART
are eonvertiog surface rkmlg lots &t spveral
stations into residéntinlfretail projetts, The
conversion s decreasing the parking supply, bug
will mout Iikely improve transit ridership be-
causeless avatlable parking equals incrensed
trAnsit usage.

Seversl lazge housing projects hava recaatly
been budltin Santa Clara Connty, Californda
thatrely on rail proximity a5 & marksting pac),
Plans arg underway to huild more than 13,700
units {12-40 DWVAC) near light rail stations.

‘The San Diggo Prolley Line has ¢hrovraged
development along its corridars, From 1880 to
1584 several developments were built adiscant
10 the San Diego Trolley Line. (page 1-26)

Portland, Urégon has increased commarciat,
residential and office spaga in the downtown
area due to intagration of ndxed-uses, 4 bus
transit mall, and major light rail eorrdor, Ac-
coss hay been increased to suburb ni-
ties by the Light vail systein, and higher density
rzsigential and commeteial uses are being en-
covraged around rail stations. i

The MARTA Lennox Station In Atlanta, Geor-
gin, is 4 good example of a joint public/rivate
devel t that includes hotels, office huild-
ings, the Lannox Square Mail, and high-density
r’er:iciential, In addition, the Ballston Station,
built at a Virginia subueb in the Washin;

Matra system, is an example of the use of air
rights for a roajor retail and office complex.

Exgmples of raajor event Aclivity Centers lo-
catéd on transit rentes include Seattle’s King-
dome (intercity rail station), Poriland's conven-
tien center and sports arena {light rail stop),
Baltinjore’s new rasehall park at Camden Yard
(adjacent o commuier and light rail stations),

and RFK Stadiug (transit stop 6n the Washing-
‘ton Metro syatem), (page 1-27)

» Linking lght rail and Jark] nse hax made the
difference in sacuring funds to build and expand
Portland's MAX light rall system apother 25
miles; in November 1984, funding for MAX was

ed by 2 three-to-one vote. The Federal Of

ca of Managernent and Budgcb was peranaded
to pravide fouding fbr the lght rall project
based on Yand use measures that wers guaran-
teed through enactment of local and repional
plans. “The transit and land use connection pro-
vided substance for the groups advmﬁh'gel_iv-
sblg communitis and the rail starts ere being
marketed aa capital investment atrategies to
promote urban revitalization, T light of attacks
on cost effertivensas, the local commrusity at-
tested to the fhct that the sail ﬁ;ﬂjm has hed
banefita th the community far 'd songestian
relief. Portland considers the MAX to be anin-
tegral part of the regioris 50-year plan to man-
age growth and stop sprawl. (page 1-28)

Moving People in Florida: Teansit, TDM and
Congestitn? (page 2-2)

Year 2015 Land Use Rensities. Figure 2.2 repre-
sents the sreag that will have the minimum pro-
Jected density to support teansit {either Jocal or
express hus, or rail transie) of 7 dwelling unitd per
aere and/or 5,000 persons (employmant and honse-
holds) per square mila by the year 2016,

Applications to change land uses on the Future
Land Use Map within thess identified transit-
sappertive areas should coniider existing and
lenned transit ss part of the Futore Land Use
Rd_ap amendmont review , The amendment
should ba taviewed in termas of its ability to further
support existing or }g}l‘aamed transit gervice and
designated Foturo Rapid Transit eorridovs,

The draft Year 2010 Long-RBange Transporation
Needs Plan recompsends sddi nﬁl premium
transit {rail transit) along the 5.1 836 (Delphin
Ex&rmway) and .S, 1 corriffors and recotamends
additlonal major transpertation investments alung
the Kendall Drive corrador.. The Adopted 2000 an
2018 Land Use Plan for Metve-Dade County, Flor-
ida deslgnates the 1.5, 1 and Kendall Driva eorxi-
dorg as Future Kapid Transit cervidors. (page 2-8)

Whare the residential density does not exist 1o
support planned Future Rapid Tronsit corridore,
however, the Connty Comenission may want to
censider amending the Future Land Use Plan to
ingredse resldential densities dlong thess desig-
nated corriders. ‘The increased density denigna-
tions could 381vé 1o éncourage further development
that wwid_aup%on the designated txansit gorri~
dora. (pageé 2.10)

[The Dade Cowity Camprehinsiva] Plan states thet
flgor area rativs (FAR'w) in the center.of Regional
Activity Centsrs designatad on the LUP map
ghould average not less than 4.0, ineluding packing
structures, in the cove of the center and sround
mass transit stations, and should taper to an aver-
age of net Yaas than 2.0 near the edge of tha tenter.
Average FAR'S, including parking structuses for
developinenia near the core of Metropolitan Activ-
ity Centéys designsted on the LUP mag ahould be
not legs than 3.0 at the'core and atioyld not taper to
riot Jass than 0,75 at the edge.

The locations of these Metvopolitan Astivity Cen-
tors and the desired mix of Jand usez that ate
showi on the Futira Land Use Map [in the Dade
County Comprehensive Plan) are consiatent with
the nan-iesidantal transit thresholds deacribed in
the literature (Section L.2.1). {page 2-18}

The Coniprehiensive Developiment Master Pian,
Future Land Use Elément includes an objective
and two policies that dictate a desire to continue
concanirating employment into argas that can
SUppart trandit,

QObjective 3: The localion and configuration of
Dads County's uehan growth from 1988 through
the Year 2010 shall emphasize concentration
around centars of activity, renewal and rehabili-
tation of blighted areas, and contiguous urbian
expunsion when warranied, rather than sprawl,

Paolicy 3A: Hiﬁ? intensity, well de.‘iiﬁ(ned Ac-
tivity Centers shall be facilitated by Metro-Dade
Caunty i loctions haviny high countywide
mulbmoedal accessibility,

Policy 3B: Lund in the vicinity of public mass
transit stations shall be planned and developed
in A manmer that is compatitle with, and sup-
poris the transit system.

49
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Exhibit 2.3 (Continued)
Transit/Lond Use Relationehip Report

Based an theos policies and the employivent con-
centration t!em_{f shiown on Figore 24, the Fulure
Land UJse Map neads to be reviewed and possibly
amended to fitrther incrense employoiént densitires
within Metropolitan Ackivity Centers and along
geﬂ%nated Future Rapid Transit corridors, {page

The [Dade County Comprebensive Flan) descrip-
Hon of an Activity Center is a3 follows:

“Activity Centers and the mix and configuration
of Tand uses within them are designed to en-
cournge convenient alternatives 1o travel by
avtemobile, to provide more efficient land use
than recknt suburban development forms, and
to create {dantifiable “town centers” for Dade’s
diverge communities,”

hengive planning would estsblish a community’s
{end state] prefarved davaégfment pattsrny and a
transportation syatem to fulfll that desinid future.
In turn, state and regional transportation planning
wonld establish thy statewids ne . and access
wauld be restricted between and armind buslt areas
1o preserve the vegional movemest of traffiz. In
this scenaria, 1and development patterns would
support a-variety ofmadﬂ?a_lmaﬁvu andbe
designed 50 a5 ot to conflict with vegional mobility
objectives,

Land use and transportation are rurely conndinated
tp achieve growth management objectives. Instead,
transpartation plonning responds to growth by
inereasing access to land and services. As irans-
portation facilities are supplied to accommodate
5'wwht. they generate sdditional demani for land
eveloprient: Corviders and interchange areas
betome the focus of inlenss development and
growth radiates along the corrdor and aupward-
‘ultisnataly creating another cyele of growth and
traffic ion, I this context, a preferred

“The cora of the ¢ showld contain b
emplayment, dvie, and/or high- or moderate-

" density résidential uses, with a variety of med-
erate-density housing Lypes within walking dei-
aity from the centers, Activity Centers shall ac-
commedate a concentration of uses and activi-
tiés which will altract large numbers of both
residents and visitora. Uses mayincide retail
tradg, businsas, professional and financial serv-
ices, restaurants, hotels, institutional, recrea-
tional, cultiral and entartainment uses, moder-
ate to high density vesidential uses, and well
planned pablic spaces. Incorporation of vesiden-
tia} elemants-ara encouraged in all centers.”
(page 2:18)

The fdea of an Activity Center conld be expanded to
neighbirheeds 6r offids complexes that are adjagent
o ;esagmtzd tranait corridors, Mivéd-nises could
be_glernﬁmd that not only blend with the character
of the ares, but have the propansity te promote
transit ridership, An Activity Center denotes a
aeger and more densely popatated area thet will
most Jikely ba 4 major Lransit stop. Smaller-seale
transit:oriented elghborheoed areas cauld be clas.
tered atound expreis bus staps and provide the
added convenience ¢f small office employment,
shapping, or piokingup a child at a day care facility;
al] vses that may net normslly be locdted at s’
tranait stop, {1t addition, smis)i-scale park-n.ride
areas or bicycle storage could be provided behing
the cluster of buildings such that a parson may be
able to shop and go directly home. (page 2-17)

Examples of land uses that generally do not pro-
mate bransit ridership induite lov § ¢
tial (less than 7 DUFAC), homs jmprovement con-
ters (requires téansparting large objects), car deal-
etships, and drive-in criented food franchises.
{page 2-18) o

As stated in tHe Noveniber 1995 issue of Burface
Transportation Policy Project Progreas Nowslattan

“Optimizing public investments réquires a re-
gional spproach, Investingnts in inner-cities
and wrban buginesses sught to be liriked to re-
gional oppariunities, not ixo[amf{by_gnalud:,

antined by ex zoning, an
deaingd by soburban growth, Invesiments in
trangit sheuld be supporied by land use pat-
serns which pat riders and jobs within an easy
Wfﬁll:}:!' stallons %nd by a ceheyent fegional plan
o hver  thisters devalopmant »

Metro-Dade Cousity has slrendy frplomented
several land use policies that link transit service to
resldential and commercdis] land use develapment
withisi the [JEA. These policias, however, need tobe
seviewed, updated, and applied to all arees af the
County such that transit becomes a viable trans-
portation option to pérsons living west of the UIA.
(page 229

4.0 LAND USE ALLOCTION MODELS

This section discussas the potential uge of state-ofs

the-art land use allocation models in projecting the

relationship batweeh transportation and land use

planning for Dade County. In addition, decisions,

or assumptions, that nesd to be made prior to the

gse ql’: land use alloeation medel ave alse ad-
ressed.

Long-term transportation planning depends on
futire land use {orecasts, However, the Jecadon of
future land use bs also dependent on the ranspor-
tation system. Areas made more accessible
through highway end transit improvements tend to
develop to a greater extent than they would have
atherwise,

Coordinating land uss and transpertation has been
described as a “chicken and egg™ grob!em, due to
confusion over what comes first. Idenlly, compre-

balanice balwsen mannging and accommodating
growth is seldom ac)unzsiel:fg {pngée 4-1)

One problem is that future land use plans and
transporiatien models determine future need by
projecting past Wwends inito the future, This as-
sumes that sommunities have little control over
their design fubure. Vet loca) policy could be for-
mulated to influence growth pattacns through
infrastructure investment decisions, land use
planzing, and strong regulatory measures, A tool
to facilitate the forronlation of this local policy is
through the use of linked tand vse/trangportation
notwork medels. ’

A Jand use allocation model will meet bwo {impor-
tant peeds of transportation planners and land use
planners. First, itwill provids them with an suta-
mated too] for foxeeasting the future allocation of
employment and residential activities throughout
the region. Land use foreeasts are anditionally
developad i%;'Jla_:;:_l use plainery in a bottoni-up
appropch. Futire lenid wse is sssigned manually to
each transportation analysis zane (TAZ),

The second major nead that the Land Usa Allaca.
tion Moiel will meet is that it will fpr&wid_e planners
withi a toel to assess the impacts of changesin |
either the transportation system or land use poli-
cies on tha distribution of future employment and
residential activity in the region. (page 4-2)

Inclusivn of feadback is requived to rddress con-
cerns of oritics of traditional teanapdrtation plan-
ning. Recently, Nadiz and MacKsniie weote:

Building more roads, or widening existing
randways, has bean the traditional response to
traffic problams, History shows, howaver, that
thig approach leads only t incressed traffic and
lower air quality, Congestion forces people to
alter their travel routes and to avoid, if possible,
dri\nnf at peak travel times. New roads may
indtinlly alleviave congestion, hiut goon encour-
agﬁa paople to ghift firam cther routss, or from
other muodas of tranaport, until the new roads
are a5 badly congested as the old onea wire.

In another recent baok, Downs argued that lacal
land use conivols have also been ineflective in
pravanting furfher increases in congestion. Dy
divarting future growth to other communities,
grawth management policies also shift futvre
traffic there. Finally, by spreading future devel.
opraent of the entiva matropolitan area d_un’ntiany
period cver a larger territory than it would other.
wite have oocupied, growth-management palivies
require motorists to dive longer distances, adding
to the matropolitan avea's tntal traffic flows, and
inreasing firture teaffic congestion.

The following seclions present an overview of sume
of the land use/transportation models corrently in
uge or under develafiment.

A mechinical adcouiting model that develeps land
uge sceparios based uﬁon stinple input scenarios.
The model adjusts either population datd or em-
playment data, but not both within a single madel
run. (page 4-3)

tMost of the “modeling,” or delermining whete and
when growth will oeeur, is done by the user rather
than by the computer, Therefore, the model is
highly dependent or the skill of the model user.
The computer simply applies the vsers gldit and
knowletge consistently across a land uae database.

In Lowry-type models, bagic employment is congid-
eretl the fundamental engine of growth. It is speci-
fied by zone as 8 model input. ‘The allocation to
zenes is done with a gravity model. In general,
land use is aHoented to zones with shorter &ravel
times, constrained by zonal contro! totals.

{page 443

A wenlmess in mast Lowry-type racdels is that the
iand use model i enleulated independently of the
h:ghwgg S:twnrk model, Putmsn integrated the
Two m . By ranning them iteratively, néw
trave] times calculnted by the highway network
model served de :r,ui:uu to the tand use miodel, and

new land use calenlated by the land vse medel
pervad a9 an input to the highway natwork modal,
tensions rade by the

Far example, two major exte J

Puget Sound Couneil of Governmenits sre (1) indu-
slon of a generalized necesaibility variable to all
lecationy and household lacations in the vegion, and
{2} use of a eomposite multi-modal cost itnpadance
mseasire, rather than sutomobile tédvel tiroe.

Gravity-typs models have dominated practical
applications of land use models, Adventages in-
clude medest data reg ts, fow pavametéers to
estimate, and simple calibration. Disadvantages of
the tgravity) mode! include the lack of a fo
underlying economiec or behavorial theary, and the
latkofa r;grply side in the model. This {ater defi-
cency & Iudes use of this type of model for ana-
lyﬁnﬁm e offeits of economic polivies and trend,
insliding tax pelicy and mortgage rates,

Land vise models designed to address the deficien-
ciazin Jravi!y-'lype rodels have much more sub-
stantial dute requirements and invelvs much more
eamplex estimation and calibration. We group
these models a3 etomomit equilibrium models.
However, the improved theereticsl underpinnin
are more than offset by Josses in practicality, The
most complets implementation of these approaches
to a realwban area is for Chicago by Anas. Bven
this implementation included enly residential Jand
use. {page 4-5)

Within the {land use allocation] moiel, the Jand use
allocation process is hapvily influenced by three
Tonjor sets of fackors. Fivst, future Jarid use is
specified by type, Sinco the model ia  land use
allocation mode), it does not forecast essnomic
activity. Instead it simply distributes/allocated
forecasted residential and employmant growth,
Where this %mwth can be distributed is controlied
by the spagified future land vse classification.

Second, Jand wae allosation is affected by agcessi-
bitity. Aceessibility is a function of compasite
impedances caloalated by the trangportation plan-
nin&n@odel. Thase corpesite impedances are Yased
on the availability of highveay facilitios and teansit
gervices; their aperating characteristies, and their
level of congeation. Thus, Yravel time ina critical
element of the composite impedance formulation,
Third, land use allocation iz restricted by the avail-
ability of devalopable land. :

This structure allows integration ofthe land use
allogntion mode! snd the transpertation planning
model. Feedback batween the models iaincorpo-
rated in two ways. Tha laind uss allseation model

ravides the socipaconamic data inputs which drive

hi transpartation planning model. The transgor-
tation planning wudel, in burn, deterroines nccessi-
bility which is used for futiira itovabions of the land
use allveation model.

A nsw land uge increment is allocated simuitane-
ousiy across all land use s and all zones, based
upon cenditions ap the end of the previous time
interval. The modgl is of the dynamio xathar.
equilibsum type. Future land uae is partially
determined by pastland uge, and by the path taken
linking the past with the future, 'I‘gia ig how wrban
areas really develop; the future is based on the
past.. {(page 4-9)

Tn addition to residential and employmait land
uses, the meded will dgal.a&eciﬁcaily with o
tel/motel units and with school ehrollments.

Running the modet permits the introdugtion of
spacial consideratigns at any point within the
model's iteyation. Special knowledye possessed by
loeal experts tan ba inpat into the madel, and
dccounted for within the Available Land madule,
The mode! can be usad flaxibly to veflest the most
ug;‘:b-date axpert knowledge of local planneys and
others.

Langd use data are contained in turzent FSUTMS,
ZDATAL and ZDATAZ {iles, In addition, the
FEUTMS composite im{ggdance_ matricas are uged
in caleulating accessibility. (page 4-11)

The major drawback to using land use alloeation
models is the Bme needed to valibrate them, Be-
cause of the Jarge number of variables, and the fact
that land use models require calibration over two-
bage yoars, it usually 18kes a yéar or two to cadi-
brate such a mode), sometimes longer. In addition,
generally only the model developers, s few consult.




Exhibit 23 (Continued)
‘Transit/Land Use Relationship Report

ants, and some local planners hava the e
necessary W calibrate a land use allocation model,

An impertant issue that is pot dealt with wellin
land use allocation models i5 the effects of areas
externial to the medel area, While this is & problem
in transportatien models, it is much more eritical in
land usa madels. (page 4-12)

Thia i3 particularly impertant in smaller areas
located close to larger onas, such as Pambroke
Pines, but could even he a major isaue in Jarge
areas such as Miaml, It is not well knpwn how the
various Jand use allocation madeling efforts have
dealt with the issue of external araas,

Since most land use allgcation mideling efforts in
the 11,8, are relatively racent, thare je little infor.
mation on the long-tavm accuracy of such models,
1t would be logical to'assume that the models
should bé updated with mere recent information ss
it becomes available, For exawple, & modal firat
devaloped in 1990 whose firss forécast {ears were
1883 and 2000 could be updated with obssrved

1493 data to revise the 2000 forecast. s spsh an
qua!-e valid without mode! recalibration? How
eften showld a land use model be recalibrated? Itis
uncloar what experience is available to anawer
such questions.

It mugt be ¢ecognized that regional forecasts pre
inputs to the Innd wse allocation modeling provess,
and the results can be only o8 good a3 the regional
inputs. Regional forecasts are not ne i
accurate, and can be n significant source of error.

Finally, there are no krown studies that have
determined whether land usa allocation models
produge aigm.ﬁmntly bétter regulls than do non-

y tive methods which are comvapnly em-
ployed it many wrban aceas. While most wanld
argug that transportation acteasibility is an jrpor-
tant facior in locational dacisions, it is unclear o
what extent'it iz overfnoked in manual forecasts.

There exists & good deed of ongeing research ang
]I:‘rogres.s in the area of land use allocation models,
he U8, Department of Transportation fuiids a
Travel Mode] Improvament Program. {page 4-13)

Before Matro-Dade invests funds and manpower
into the development of a land use allocation.
model, it is recommended that they spand some-
time ’Sluzeed in" to the resourdes of this federally
funded progeam.

Once the detisions hove been made rogarding when
and what type of model to develop, several arens
need ty by addressed and assupoptions need to be
made peior to implementing a land use allocaton
model for Metro-Dade. Thebe include: identifying
corridors, identifying current land use, apecifying
teat scenarios, determining future growth years,
and determining regional growth rates. I addi-
tion, an assumplion needs to be regarding & tranz.
portation petwork that incdudes ¢ phus

commilted projects for each model year. (page 4-14)

Given the long-range nature of lohg-vange regional
maodsls speggc ur.;%-,c angixéeﬁﬁnggw;imsﬁcu
e, vuiuma’capadt rativa by lape group and
amaunt of delay} will st be availabls. Inerderto
doterming information that iy aﬁspulaled for proj-
eck-specific assessmonts (i.e., EIS, Master Plan
Docitment, Future Land Map) further analysas will
be required. {page 4-16)

Table -1

Observed Minimuom Residentind Theesholds for Promoting Transit Usage
Density FPublic Transit

Single Family 2-4 DIVAC Laocat bus service which

Single Family 4 DU/AG

Generally tao low to support any transit except park-and
ployment centets.

cally feasible.

depends or riders walking a madmum of 1,320 feet to nearest stop may not be econonds-

-ride express buses to very large locations and/ar am-

is maintained over a large encugh area with good access, rail

Bingle Family 4-7 DWaC
24%%-?!100;‘1;9);30115 $q. mile Threshold for Jocal bus service to residential areas, generally one hour headway.
Medium Family Residsneial 715 DUAC ] : .
5600-10,000/persons ag. inile Can generally support local bus service. [ density
transit hay be support.

7 DUAL needed for 30 minute hasdway.
18 DWVAC nseded for 10 minute headway.

Multi Family Residential 20-25 DIVAC

High Density Residential 25+ DU/AC

from43 [
atleast 1.2 to'2.4 DU/AC,

go 100% over 5 DIVAC. AUS0 DU/AC bus usnge can triple; st 50 DUJAC bus trips tan exoeed

Note;
auto inps.

A Guide to Land Use and Publio Trens,
Guidelines for Transie-Sensitive Subur
Trangle

Saurces:

Mangging Transportation in Your Communily, N.J,
‘The Regionnl Plan Association, Where Transit Wark.

Can be dependant on size of
Caxn support all & ;
aecess experienced in other arens, vesidential dentsities to support

WAC In the first 1/8 mils to 9.6 DU/AC in the next %
dapending on various madas of transit usage,

Under good conditions, 15 DUZAC can increase bos usa

Region, TronsitiLand Use Stue_‘ify, Bartan-Aschina

Departient of Transportation (1992),

-Milvwaukee (
1 Sitet, George Assoe, {1590}

s Urban Densities for Public Transportation, Regions] Pilan News, August 1976. (page 1-9)

Thieshold to support high wgacil.y transit such as express bus and vail services, if Jocatinn and access are good.
owntown (or emplaynient destination) and the distance to it

5 of public transporiation, At the home end, with levels of walk-in, auto- and feadér-bus-

fixed-guideway transit service must range
mile. Inthe niext 7/8 mile, the density should be:

rigtion, The Snohomish County, Washington, Transit-Authority, 1969,
n Land Use Design. University of Wisconsin. 1891).
n Asspe, Ing, with Hammer,

Tahle 1-2

Ronge of Density/Floor Arvea Ratios for Non-Rasidential Areas

DensityiFloor Aren

Public Transit

Low density 5 - 2,0 FAR*
§0 - 60 employees/atre

5 million sq, ft.

30 million sq. &,

20 milfion sq. ft;

83 - 167 employess per net acre

Ger;amtes enough tesfiic to clog the roads but not endugh videtship to sustain bus service. Can support carfvan
pool.

‘Thresheld for amployes-based bocal bus servics with tolal emplayment base of 10,000 or mare, FAR should
excesd 2 to juctify frequent service. :

Minimal Javel of bus service (20 busas par divection/day or 1/2 hourly over 10 hours or hourly over 20 hours),
Intermediate leve) of bus service (40 buses pur direction/per day or 2 hourly over 20 hours).
Frequent level of service (120 buses per direction/per day or a bus every 10 minates),

Major employmont center can suppurt fixed guideway station.

*Note; Floor Area Ratie (FAR) = total flany spase

Sources:

total land awce

A Guide 1o Land Use and Public Transportation, The Snohomish County, Washingtan, Transit Authority, 1983,
Guidalines for Transit-Bensitive Spburban Land Use Design, University of Wisconsin-Milwaukee (3991,

Rescarch Trangle Region, Transit/Lund Use Stmli]y, Barten-Asthman Assoc, Inc,, with Hammer, Silen, George Assoc, (1990),

Manpging Transportation in Your Community, ¥.J, Departrment of Traysportation {1992).

The Regional Plan Association, Where Transit Works: Urban Densities for Public Transportation, Regional Plan News, August 1976. (page 1-100
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Table 1-4
Possible Land Use Activities and the Coxresponding Probability of Using Local Transit. High Capacity Transit. or Ride-Shoring Services

High Capacity Ride-Sharing
Aﬂtawty Laocal 'I&'mm: Transit Sexvices
C’onummia,l
Hatela ¥ ¥ n/a
Indoér Amusement sometimes Entetinges wa
Muna Theatem v ki) wa
sometim; acmetimes wa
Ne]ghborhood Shepping eﬁ gometimes n/n
Centérs b carivan pool
Community Shopping Centers ¥ 4 carivan pool
Regipna] Shopping Centera sametimes sometimes nla
Small Sizg Stores somatisey . sometimes nla
o Stores ¥ sumetimes nla
Department Staves i someties /A
Convenionce Stores i somebimes n/a,
Beauty & Personnel Services ¥ sbmetimes nfa
Gym & Health Clubs
Residentiol
0-4 Units/Acre nfa nia park-&-ride
4-7 Unit/Acre ¥ nfa park-&-ide
7-15 Units/Acre ¥ n/a park-&-ride
15-24 Undts/Acre ¥ nfa park-&-ride
Over 24 UnitefAcre ¥ d park-&-ride
Institutional
High Intensity Recreation N 4 special events
Cultural Fadlities J nla special avents
Day Care Centers ¥ nia park-&-ride
Parks ¥ nfa spacial evants
Intermediate Schools i na n/a
Secondary Schools 4 nia nla
College ¥ 4 earfven povl
Religitus Facilities ¥ n/a : oa
Corxertional Facilities 4 wia sarivan poal
Bocinl Service Agencies L) 4 carfvan pool
Govérnmental Agencies + ¥ car/van pool
Lol Transit High Capacity Ride-Sharing
Services Transit Services Services
Hote: Local bases réss buses . Larpools
~ = maost compatible . Special Services ﬁa il bransit Van poo]s
nfa = not applicable (for eldéxly & disabled Passenger & aute Bus pools
andd other special groups) t‘emes {subscnpéwr;

Source; A Guide to Land Use and Public Transpartation., ‘The Snohomish Count.y, Washington, "Pransit Autherity, 1589, ipage 1-16)

Table 1-5
Waiking Distance Guide for Locating Transit Stops
Walking Distance Under

Uger Normal Conditione
Mobility Inipaired Under 750 foet
Average Padestrien TE0 feat average
Average Commuter using Park-n-Ride Lot 500 - 1,000 feet from parking space to bus
Average High Capscity Traosit Commuter 7 1,3%0- 1,758 feet (14 - 13 mile) from

’ parkmg Epace to rail station

m._-.r of the walk is as important-as the distance. Distances will be reduced by steep grade, lack of weather protection, and kack of paved,

Note: {1) The ?\'
ae sarface.
(2} D:s!anm_zs are measured by actual walldng distance - put in a straight Jine.

Source: A Guide to Land Use and Pubitc Transportation, Volume I, $he Snohomish County, Washington, Transportation Authority (1989), (page 1-20)




Ewxhibit 2.3 (Continued)
Transit/Land Uee Belationship Report

Tablo 4-1
Suitability of Land Use Model Formulstions for

Asalvsis of Different Policy Scenarios

Southeast Lovwry. Putman- Economic
Policy/Model Floridn Type Typa - Equilibrivi
Allowable densities very suitabla very suitable very suitable soragwhat suitable
Fixed caps very suitable very suitable very suitable somewhat suitable
Restricted activities somewhat suitable somewhat suitable somewhat suitable somewhat suitable
Different growth rates somewhat suitable vary suitable very suitahle somewhat auitable
Major development somewhat suitable very suitable very suitable somiewhat suitahle
Changad control totals wary siitable somewhat anitable somewhat suitable somewhat snitable
Coneurrency somewhat suitable samewhat suitable very suitable soraewhat suitable
Vested rights somewhat suitable somewhat snitable very suitable somewhat suitahle
Transit improvements not suitable not suitsble very suitable somawhat suitable
Highway improvements not sujtable not suitable very suitable somewhat spitable
Tax policies not suitable nob suitable not suitable very auitable
Interest rates niok suitable not snitable nat suitable very suitable (page 4.7}
Exhibit 2.4 LOS C: Represents stable traffic flow opeta- partment of Transpartation "Five.yesr Transports- -
‘Town of Surfside tions; Howevor, ability to maneuverand chinge  Hon Plan® or in the eurrent Dade (goumy
Traneporintion Element lanes may be tnore restricted than in LOS B, "Transportation Plan,” yet roadway volimes are
and longer quenes andlor adverse signal eoordi-  projected o increase substantially, Itshould be

As shown on Figure TR-2, the street systein for the
Town of Surfeide is configured in a god with most
blocks 250-feet wide (east-west) and 650-foet long
(north-south). Two Siate Highways mun throug,

the Town. State Road A1A rung north and south -
with Cellins Aveoue serving northbound traffic and
Harding Avenue serving southbound traffic, On
the northern boundary of the Town, 96th Street
(Btate Road 922) runs eadt and west. It connects
Surfside, Bal Harbour sand Bay Harbor 1slands
with the mainland at NW 123rd Straet in North
Miami. 'One twa-lane hridge within the Town
connéets the main portion of the Town with Biscaya
Island. 1tis also importent to metition Surfside
Blvd, (91st Strest) as a major yoatway bécause it is
the enly way to enter Indian Crask.

Existing Conditiong

Road classifications, based on the Floridz Depart-
ment of Trangportation "Rondway Funclional
Classifieation System”, are shown in E,‘iﬁu.re TH-1
and Tabla TR-1. Surfside has 2 arterisls, b collec-
tor roads and 15 kocal reads. "Colling and ihrd_gnF
Avenues are classified a3 State Principal Anterials
and 96th Streat is & State Miner Arterizl,

Major adeident locations, baged on the Town's
live aceldant reports, are shawnin )
‘ggbla TR-2: ‘The following locations have thé

greatest number of accidents:
Collins Avenue and  856nd Street
Havding Avanuve  and  94th Strest
Harding Avenue and  95th Street

Each of these locations is an an arterial street that
ia n State Highway.

Level of Service Definitions

The LOS measurement js-the basis for setting the
level of service standard which is vsad in the con-
currency management system, the State-mandated
systesh for assuriig that, the infrastructure natwork
is adequate to serve additional development,

Levels of service are expressed as letters "A”
throtgh "F.* The standardized deseriptions of
service levels used in transportation planping are
as follows:

LOS A: Highest LOS which deseribes primarily
freq-fluw traffic operations at average travel
speeds, Vehicles are completely wampeded in

eir ubility to mapeuver within the traffic
sm]eam. Stopped delay at intersections is mini»
mal.

L.0O% B: Represents reasonably unimpeded traf-
fic flow operations at avevage traval speeds.
The ability to maneuver within the traflie
stream is only stightly restricted and stopped
delays are not bothersome. Drivers ave riot gen-
erally subjected to appreciable tensions.

nation tay contribute ko lower average travel
speeds. Motorista will experisncs an apprecia-
ble ténsion while didving.

LOS D: Borders én # range in which smatl in-
<reases in traffic flow may cause sibstantial in-
creases in a&proach delay and; hencs, decreases
in speed; ‘This may be due to adverse signal
progression, inappropriate signal Bming, high
volumes or some combination of these,

LOS E: This represents traffic flow character
ized by signiffcant dalays and lawer aperating
speeds. Such epartions are caused by some
combination of adverae progression, high signal
denuity, extensive queuing at eotical intersec.
tions and inappropriate signal Sming.

LOS F: This represents traffic flow character-

ngted that the Town is not reyponsible for the
principal cause of the ‘goblem which i3 centinuing
development in both the City of Mismi dovwatewn
arez and outer suburbs.

Mass Transit

As showa in Figure TR-2, Suriside receivas consid-
drabls has service from the Dade County Metropoli.
tan-Transit Authority, Sixhus rovtes teavel
through the Town, primaxily along the Col»
lins'Harding Avenue corrider. With the exception
of Route R, which travels alang Dickens Avenue, all
bus traffic is kept out of the aingle family arens.
%ﬁuﬁs are shown individually in Figures TH-Za to

Additionally, the Town of Surfside operates a 19+
mini-bus to provids sn intra-city conmee-

ized at extremely low $peeds, ) ion con-
gentionis Jikely at critical signalized locations,
which high approach detays resulting. Adverse
signal prograssion i frequently a contributor to
this condition, . s

Mathedology Used to Determine Roadway
Characteristict

To determing the LOS for s pavticular roadway
segment the following methodolugy was used:

The peak hour volumes for 1994 were collected
from the Matro-Dade Planning Department which
had gonnts for both county and state roadw: iys.
The 2015 r}n‘mectioxm‘ were obtained in dvaft form
from the Florida Department of Teansportation.

The exis!jngl{lm) poak hour eapacity analysis to
determine the lavels of service was computed by
chacking the existing péak hoxr volume against the
1991 Floridn Department.of Transportation’s twe-
way peak hour tapatity, based on the number of
tordway lanes, pumber of traffic signals per mile,
divided/undivided median and the existence of leit
turn bays. The reaulting Fevely of service obinined
from the FDOT table are shown'in Table 2.3, The
eroj:chans also vefiect penk hour conditions, The

stro-Dade Proposed Traffic Cireulation Element
served as a verification of certain existing levels of
servica,

?xisting Roadway Traffic and Levels of Serv-
ce

Exiating rondway peek hour traffic ang Levels-ok
Servite (LOS) arg indicated in Table TR-3, Both
96th Streey and Harding Avenus are aperating at
LOS C, while Collins Avenue is aperating at LOS
153 percent of E. A comparison of the existing and
projected velumes shaw increases on Surfside’s
three major Yoadways.

Analysis of Existing Defitiencies

There are no arterial oc ather street expansions
propesed for Surfside in the curvent Florida De-

tor batwesn the Jusiriess distriet, réereational
facilitics and residances. The mini-bus operates
between 8:30amm and 3:30pm daily, with np service
botween 1:00pm and 2:00pm, -~ ~ - B

‘The enly map of the mini-bus voute is on the well st
the Town Hall and is unavailabls for raproduétion,

Adeguacy of Existing Parking Facilities

Dade County's Zoning Ordinence uses the following
parking standards:

Commerdial space 1 spoce/d00 squara feet

Office space 1 space/400 squara feat

Restaurants 1 space/50 gqisars fant of
seRtNE Aroa

1t caleulated that over 800 parking spaces aye
needed] to serve Surkside's 223,000 square feat of
commercial floor darea. Since n‘p&munmnbe!y 1,500
parking spacas curréntly exist, the stapdard is met.
Therefore, thy Town is capable of providing pariing
duringthe off season and the winter tourist season.
Existitig parking facilities are depictad in Figure
TR-3. There is a need for more rasidentisl on-site
parking on the south side of Town,

Future Trafiic Girpulation Map

Figure 4 in the Coals, Objectives and Policien
component of this plan presents the Future Traffic
Circulation Map, which envisions no major changes
since nene arq required o serve projeeted develo
ment,. The Lavel-of-Service figuresin Table TR-
dotument the adequacy of existing sapacity.

Ma major changes are projected with regard to the

Tawn's cirevlation system, This is due o the fact

that the Town is nearly 100 percent developed, All

existing streat vights-ofoway are linad with existing

structures and as such only improvements within

G e.rie existing rights-of-way are éconpmically prac-
cal.

The Town is congernad with maintaining a deval-
opment lave] which will not adversely impact the

583




Exhibit 2.4 (Continued)
Town of Surfside
Transportation Element

ability of ALA to handle required traffic demands
within jts existing rights-ofoway,

TRANSPORTATION ELEMENT GOAL: Pro-
vide ¢ transportation system that meets the
needs of the Town of Surfeide and the larger
community of which Surfside Is a part with
minimal negotive impact on the quality of Life
Jor Surfuide resid and b

TRAFFIC CIRCULATION OBJECTIVES and
POLICIES

Objective 1, Motorized and non-motorized
transportation system: In general, provide fora
safe, epnvenient, and efficient moborized and non-
motorized trangportation system. . In particular,
achigve acceptable leval of gervices for roads and
attractive and convenient bicycle and pedestrian
facilities. This abjective shalk be made meagurable
by its implementing policies. [8J-5.007 (3)(b) 1}

Policy LI: The Town shall regulate the timing of

development to maintain at Jeast the following

peak hoor Level of Service standards on readways

g;)a{. lieiwithin ita municipal boundaries: [$5-5.007
e} 1

Local Roads: [+
Collector roads: [+
Arterial vonds: D

Poliey 1.2: The Town shall gvaluate the desir
ability of adopting the following pesk hour level of
service standards: [2J-5.007 (33{c) 3)

‘Where extraordinary transit service such as
comiputer xail er express bus service exists,
paxalle] roadways within 12 mile shall operate
ab ne greater than 160 percent of theie capaciey.

Where mass transit servige having headways of
20 rinutes or less is provitded within 142 mile
distance, roadways shall operate at no greater
than 120 percent of their capacity.

Where no public mass transit service sxists,
ropdways shall operate at or above LOS E, in
BTA's 20 percant of non-Btata roads may oper-
ata below E.

Policy 1.3 'The Town shall review all proposed
developments and issue dsveh‘:jpment_ordefs only
when it finds that a groposed developmenit will not
cauge roadway levels of service to fall below the
above standards or cavse further degradation of
service if conditionis at thié time af the review indi-
cate that atandards are already below the above
standards,

Policy 1.4: _As n condition for development ap-
provsl, the Town may require that proposed new
developrients pravide readway improvements
necessary to meek the lavel<olsorvice standards
establighed above,

Policy 1.5 The town shall uiilize State 3as Tax
{unds for a roadway repaving and reconstiuetion
program and pther transportation activities.
Amaong the items which are specifically authorized
and encouraged by this Policy are tho following:
sidewalk repair and rep nt; public ty

tation operitions and mainte e; roadway and
right-of-way maintenance and equipment; readway
and right-of-wdy draliage improvements; street
lighting, waific signs, traffic enginsering, signaliza-
tion, and pavement markings; bridge maintenance
and oparations; and debt service and current ex-
penditures for transportation capital projects in
each and all of the foregoing program nreas. Jther
capital expenditures in related and diffevent proj-
ects are heroby authorized.

Polipy 1.8 The Town shall enact and enforee tand
develop code dards and a review process
o control roadway aceess points, on-site traffic flow
and on-gite parking, The land development coda
will require the uae of joint aceess drives for adja-
cantuses, Itwill alo set mintmum design stan-
dards for: 1) the apacing and design of driveway
curb cuts; 2) the siza of ingress and egyess lanes for
rajer lant ysés; 3) the apacing and design of me-
dian openings; and 4} the provisien of servite roads.
State highway aceess management standards will
be uiilized in developing roadway access point
controls, particulacly on State Road A1A. The
acotsy ymanagement controls will be tailured to
(aé:)h(in)‘ag]the ends sat forth in Objective 1. [95.5.007
¢

Poliey 1.7: The Town shall seak quick action by
Dada County to replace missing road signs and
repaft malfiinctioning traffie signals.

Policy 1.8: The Town shall continue a proﬁra.m to
teim or vemove roadside shrubbery which blocks

visibility st intersastons,

Policy 1.9: The Town shall maintain safe, handi-
capped-accessible walkways along heavily traveled
10A8wWays.

Paliey 1.20: The Town shall eveluate the feasibil-
ity of developing bicycle routes, lanes and/or pathy
for recreatinn and transportation purposes. (SJ-
5.007 (3} (e} 5) .

Palicy 1.11: On-site drcillation and parking re-
quirements shall be designed to ensure large ar-
cplation islas, wraing radii and parking spaces.
Onesite traffic flow and on-site parking standards
will be designed to encmirage Tgh levels of pedes-
wrian and bisycle use, incuding requiring bike
racks under ¢értain conditions, Pedestrian access
ways will be required umaugga large parking lota to
congect huilrh'nﬁarsas to public sidewalks, Bicycle
garking racks shall be requirad for lage seale uses.
arking regulations will establish the minimum
number of parking spaces which will be required to
serve uaes; minimuois will be hased on intensity
measures suech as building square feet, Parking
regulations will establish appropriate minimum
sizes for cireulatinn igles, parking stalls and park-
ing stall anglds, General standards will provide for
reviaw of parking lot layout in order bo'ensure that
the Jaydut will be safe. The minimum nember of
parking spaces reguired for multifamily residentiol
usés shall be fncreased from the curient one space
perresidential unit, whieh is hereby determined to
be inadequate for und incompetibie with the quality
and choracter-of new multifamily residentiol devel-
wpment desired for the Town, [9J-5.007 (3) (e} 3}

Pelicy 1:12: The Town shall coordinate with the
MFO nlans to iniprove major axlerials, [Seriveners
note: Seetion 83:5.007 (3)(b) 3 requires an objec-
tive whish provides for the epordination desenibed
in this policy. Since coordination is an action, it
seamy | prnj)ria'l'e that it be expressed in terms of
apolicy.) [8J-5.007 (3) (b} 3}

Pulicy 1.13: The Town shall evaluate the utility of
empleying Transportation Goncurrenty Manage:
ment Areas andior Transpartation Coneurrency
Excaption Arensin the coricurrency managament
process, ‘Transportstion Concryency Management
Argas are airthorized in 9J-5.0065 {5) and Trans-
portation Concurrency Management Exception
Areas are suthorized in 83.8.0055 {G).

Objeative 2, Coordination of traffic eircula-
tion with Iand uee: In gengral, coordinate the -
treallic civculdtion system with land uses shown on
the future land use map. In particular, provide the
traffic cireulation system swhich ia shown on the
Future Traflic Ciréulation Map, This objective
shall be miade measurable by its implementing
policies, [83-6.007 (3)(b) 2]

Policy 2.1: The Town shall approve no siteration
in the exdating traflie cireulation system which
material) uces the coplinuity and rights-of-way
of axterinls or collectors shown on the Future
Traffie Cirevlation Map, [Scriveners note: The
Future Land Use Map and the Piture Traffic
Circulation Map hoth describe conditions aloost
identical to those which exist today, Thay are

g Yo et e agenced that the
existing land uses and the existing frafhic system
funetion adequately,) e -
Palicy 2.2: The Town shall consider alterntions in

traffic flow which aerve o veduce non local waffic
through residential areas, '

ija:tlive %poot;ﬁi{a‘ahti&n vgz'tl\ uu:'l MPO: In .
genatal, enordinate with the plans-and pro ¢
the Mefropoltan Planning Organisation. {5007

Poliey 3.2: The Town stafl shall annually review
aad evaluate the Florida Departinent of Transpor-
tation 5:Year Transportation Plan, the Dade.
County Transportation Improvement Progeais and
the tralfic cireulation plans and programs of Miami
Beach and Bal Harhoy to determins if plans and
programs sontained therein necessitate any revi-
sion I"mus or other ¢lements of this Compreben-
sive X

Policy 3.2: Approptiate Town alaf shall attend

selected meetings of Mehroglitan Plaaning Or-

ganization and related ad hog comtnittess vertain.

%1[; to traffic and transportation issues affecting th
own,

ng;ﬁ&& The Town shall ravise this Traflia
Clxaz tion Element as necassary in response o the
abave,

Folicy 3.4: Tha Town shall include statementa of
findinigs in auppost of all modifieations to this
‘Teansportation Elemant,

Objective 4, Coondination with transit suthox
ity: In general, coordinate with the éﬂam and
proﬁ-:aqﬂ of the Metropalitan Dade Courity Transit
Authority. This objective shall be made measor-
able by its implementing poliey. [8Y-5.007 (3) (1) 31

Policy 4.1: Appropriate Tewn atafl shall attend
selestad meetings of Metropalitan Dade Cownty
Transit Autherity pertaining to levels of servics for
buzes and sther bransit,

m‘;{eqﬁve §, Right-of-way protection: In gen-
eral, protect existing vights-ofiway and futurs
rights of-way from building encraachment. In
?arhcu]nr'._achwve zefo nat losa of right-ofway
rom building encroachment theoughows, the paried
gimng which this plan is in effect. {9J-5.007(3) (b}

Policy 5,1: 'The Town shall yse the land,davel‘o’p-
ment cade a8 epacted, the land development sode
enforeensent, procedures and the biflding eads
enforcement procedures to protect existing rights-
of-way through sdtback raquirements which pro-
hibit nght—of-wny enoropchients of any kimf
{915,007 (3} {c) 4]

Objective §, The Town shall help previde an
adequate supply of parking to serve the business
area and major community ficilities, Achievement
of thiz ehjective shall be quantified by the inple-
mentation of the fellowing policy: ’

Policy 6.1: The Town shall undertake a program
to upgrade its parking facilities which shall induda
removal of the axisting coricrete wails and vea of
landseage tréatments similar to those used in the
Town's Abbett Avenue Parking Lot.
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Intreduction

Throughout the deva!os)ed world, urban passenger
branspori continves 1o Joae market share to the
autemobile despite ita potential to reduce aif pollu-
Hion, energy use, and traffic ::on‘iea:ion by attract-
ing ridership from the auwtomobile.

This paper examines the factars behind passenger
trangporta continuing deeline and concludes that a
sontyibuting tause is that market digcipline ia
Targely inoperative. Unless and until passenger
trangport ayatems are subject ta tompetitive mar-
ket disciplines, thair relative decline can be ex-
pected to continue,

Public Transpoxrt Market Share is Declining

From 1870 to 1950, the percentage of péaple riding
passenger transport to work {wor uiif market
share} dedined by 42 percent in the US. Duzing
the 1900s, autoriobiles necounted for virtually all of
the increasi in work trp travel. In 1990, 18 million
more peuple traveled 1o work by ear than in 1980 —
the 10 years' growth in automebile commuting was
more then three times the ratal nunber of pegple
commuting by passenger transport in 1990, During
the 1980s, transport's work trp markat shara
declined 17 percant nationally, from 6.2 percent to
5.1 percent,(1) and rose in just two of the 39 mutro-
politan areas of more than one million peaple. (See
Table L%2)

Evan the construction of naw rail lines and exten-
gions have not reversed the decling. No US metro.
politan ares that built or expanded urban rail
systems in the 1980s experiencdd an incraase in
passenger transport's markit shave. Passenger
transport’s work trip market share decreased 33
ercent in Portland dospite the apening of 8 new
ﬁght rail line. Passenger transport’s work tri
market share in Atlapta daclined 36 percont de-
spite An expansion of the heavy rail system,(3)

Ridership has continued its decline since 1090. In
189, the number of trilps taken on public transport.
dropped Lo below 1970 levelstd) despits a 23 per-
<ent increass ih population and a 50 percent.
growth in employment, Prelisninary data for 1992
sindicaies a further 1.3 percént decline.(5) Total US
ridership is lass than half that of metropolitan
Tok%cjcn {which has ene-tenth the total papolation of
the US).(6)

Bimilar trends are occurring throughout the devel-

oped world, Refleciing improved aflluence, aute-

mohile usage is rising 1o Furope and other davel-

gped a:(eTa)s at a greater rate than in the United
tatas.

In western Europe, per capita passenger transport
ridership is dnclinihg inmost urban areasy(8}

Ridership is daclining in Australia and New Zea-
land;{9) and,

From 1984 to 1990, passenger transport markat
share decreased for two-thirds of the Large Cana-
dian passenger transport systems.(10) Even Van-
couver, DO, with one of North Ameriea's most
supcessful xiew rail syatems, ax; srienced 4 decling
in market share, prompling publiz officials to
question the wisdom of the vriginal decision to
build rail.{1})

Causes of the Decline

Much of the decline in passenger transport rider.
ship is the result of growing allivence and changes
in cremugraphics, but the decline is exacerbated by
three factors:

Inaffective Marketing: Services have not been
tailored to changing markets.

Egealating Unit Costs: Operating costs have us-
caloted above market rates.

Wasteful Investments (Especially Raill: Exces-
sively costly public transport infrastructure
prajects have been built,

Ireeffectivg Marketing: Urban transport markets have
changed radically, Among developed nations, utban
population densities have declined markedly, and
wark Lrips are mare dispersed than in the past.
These trends are most pronounced in America but
have advansed considerably in other nations as well.

Far decades, Americans have moved from the
densely settied ittes to more spacious yuburbs.(12)
This trend — most apparent sints World War [ -
actunlly began in the early 1800s and crested a
distinctly American lifestyle(13) based upon de-
tached single-family houses with frant lawns and
baek yards,

“The conventional forms of passenger transport -
high capauity rail systems and large buses - are at
& particular disadvantage in serving the more
decentralized travel markels that have emerged.
Yet, public transport authorities have genera‘ily
faited ta design services for these emerging market,

Conventionel passenger tranaport services are most
effective in serving urban cores (central cities) znd
sentral business districts (CBD). But these mar-
kets are of declining relevance,

By 1980, the CBD sharu of emi:loymnt averaged
only seven parcent for the ten largest US nrban
arens. The nation's gtrongest CBD « New York -
accounts for snly eight pereant of meteopolitan,
emp!ﬁ{:uant. In Los Angeles, the CBE represents
only three percent.(14) And the downward trend
has eontinued. By 1930, more than 60 percant of
US employment and two-thirds of US office space
was in suburban areas.(15)

Today, just ope-quarter of the Amevican people live
in rentral cities, and the largest J:onin'n 3? people ~
half the population - lives autside the central
city.{16) Moreover, the suburbanization of both
residances and businesaes is expected to con-
tinue(17) The trend toward sver-declining popula-
Lion denaitias(18)-+ the number of people per
square mile - is continuing in the traditional
suburban arsas as well asin the dties: From 1950
to 1980, sverage densities for the central cities of
the nation's 25 largeat urbanized araas(16) declined
42 percent.(20) Pupulation dansities of the sybur.
ban areas that surround thess cities declined by 24
percent.(21) And average depsities for the entire
urbanized areas daclined 46 percenti(22)

As traditional pasgenger ransport markets shrink,
pas;]senger transport’s market share shrinks as
well.

Why has passenger transport fatled to provide =
sarvices for the emerging market sepments? Public
choige economics may provide the answer — that
the incentive strocturs ix wrong, In the competi-
tive markel, firms hava to provide customers with
the products they destre, or they go out of business
{this is "conawmier sovereipnty*y. In non-
sompsatitive environments, such as the publie
sector, 1o such enstemer-producer nexus exists, As
a resu'lt, petitive er ts tend to
exhibit “protucer sovereignty,” a situntion in which
organizations produca thoge products they, rather
than customerg, choase, Passenger transport tends
to éxhibit the characteristics of producer sover-
eignty. ’

Escalating Unit Costs: Ancther factor that hag
contributad to passenger transport’s market share
loss i3 escalating unit costs {coRts per mils of serv-
ice), whith have consumed funding that otherwise
conld bave bean uged to expand passenger trons-
pork sarvice.

From 1970 ta 1621, US wban passenger lransport,
gosts esealated more than 60 percent ahead of
inflation, while costs per pagsenger have myré than
dovbled in veal terms{23) The extent of this esca-

U8 is much more costly than travel by automa-
bile.(27)

Passenger trangport unit costs have escalated
around the world,

In Canada, TEEr ransnot 683ty per mile vose
36 percent from 1970 to 1990, an anunal rave of 1.8
percent (inflation adjusted) (28)

From 1970 to 1983, Londoen Transport (L7T) bus
wats( éeg;:a!ﬂted a8t nearly twice the rate of infls-
tion, .

Unit cost escalation has alse permoved fn wastern
Eurype, Australia, and New Zealand.

Revenues are less desr in the pithlic sector. .Indeed,
ﬂ‘ug;i? is evidence thfehtlhiogmater thi ainount of
public revenue availabla to psssenger ranspo

the mam the unit cost eacalation.(30) {See T'.'aha
3.) An dnalysis of the 186 sublic transit agencies
{actounting for 83 percent of US transit costs) from
1979 ta 1990 showed that the largest ingrenge in
pnit(;ﬁ!s reflected the largest increases in fund-
inge

The 20 percent of transit agancies that received
the largest funding increases sls increased
their unit costs 45 percent on average after ad-
Justing for indlation.

Tha second quintile thased on funding inerensas)
had an average unit eost increase of 30 percent
{inflation adjusted),

The third quintile hed an avevsge Infation-
adjusted unit cest increase of 19 percent.

The fourth and bottom quintites — those that re-
geived the smallest amonnt of new funding -
had average unit cost insreases of 10 percent
{infiation adjusted), and 21 of the 25 transit
agencies where unit costs actually decreased
wera in the fourth and bottom guiniles,

Experience has been similar in Canada. (See Totle
4.) Again, the cause of the cost egcalation can ba
explained by the incentive structure, In the com.
petitive market, firms seek tp maximize tho reve-
neg Lo unit cost ratio to obtain the greatest return
aninvestment. In non-competitive environsnents,
such as the public sector, there is no profit motive,
and therefore no incentive to mayimize the ravenue
to unit cost ratio.

Wasteful Investments (Especially Rail)

Further, passenger transpott. oftan has chosen to
develop rail systems that have Broven to be both
inefficient and ineffective.(32) During the 1980a, .
mora 520 billion waa spent to build and ex-
pansl urban ratl systems in 14 US cities; ¥
p ger transport work trip market share de-
clined in all buy ene of the citins whers it remained
stahle{33) Evan Washington, DG, which has tha
nation's most-expenaive now rail system; antig-
Bams a continuing decline in marlot share.(34)

ban rail hus fatled to schieve its public objectives
= it has had Hitte overall impact on travel patterns,
A US Department of Tranaportation study dgen-
menis that new urban rail syatems have generally
cost more than anticipated tabuild, cost moré than
anticipated te operate, and carvied far fowsr riders
than plonned.{35) The sanie stady estimnted the
cost of each new rider attracted t6 & rail aystem

gad from $4,800 to $17,700 annwally:

iaticn is illustrated by a to
core, (See Figure 1) 'git]ca 1870, passenger trans-
i h el relative to the

ort ex ava
Gross Domeatie Product at approximately the sume
rafe as madical care expraditores.(24) Further,
pussen’ger fransport wid costs rose 10 pereent more
than thuse of inedical care feam 1970 (6 1990.425)

Passenger transport's unit cost performance has
detericrated subatantislly in the last two decades —~
real costs per mile have inereased at more than
double thy rate of the pravious 20 years. Compared
Lo competitive industnes, passenger !ra.n;rort tost
inereases have been aven more substantial. Since
1978, when public and private costs ware similar,
publie passenger transport costs per mile incrensed
88 parcent. comparad to competitive bus industry
£osta per mile — an annual productivity loss of 3.2
percent.(26) (See Figure 2.) Cowpetitive bus indus-
ey costs have declined 0.7 percent annuatly singe
1919, and 2.3 percent annually since deregalation
in the early 1980s tinflation adjusted). Moreover,
passenger transport productivity has declined
sharply, while producnvi?v in other transportation
industries has improved, {See Fipure 3.3

Passanger transport costs have risen 9o substan.
tially that the cost of imoving a Poassenger une mile
is now nearly three times that of the automok;le.
(See Table 2). Despite perceived cost advantages,
Bublic possenger transport us i is produced in the

The annual cost of eaeh new rider on Atinnta’s
rapid rail system was over $15,000.(36)

Per passenger costs on Los Angeles' new com-
piuter rail system have been projocted as high as
$25,000 annually (the cosk per new pasganger
teansport passenger wonld ba higher}{37)

John Kain of Harvard University has estimatad
that the annual cust_ll:1 parnew j:la,il)aeﬁlger ;ul-]am—
purt passénger on the propesed Dallas rai 8ys-
tem would be more t}mpn &5,000, ki3

The planning pracesses that have &iu'.s_ﬁﬁed rai}
systams have often failed 10 conaider quality alter-
natives. Thay have reutinely discounted the poten-
tial ol bus alfernatives, usually by undarstating
capacitias,

Again, the problem may ba the result of 2 dysfunc-
tienal incentive struetire. Passenger transport
authorities do not faca market disciplines that
would reguire oljective analysie of investments snd
selection based upon a credible cost-honefit analy-
siz. The situation is exacerbated wheve capital
funding is obtaing from remote (rion-local) goy-
ernment sources. This has become an embatrasy-
ment in the 118, where urban rail systarns have
become a primary mechanism for tﬁa distribution
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of politieal larpease ("pork™) by powerful members
of the US Congress, The incentiva structure en-
conrages anget transport authorites to design
costly an m% vigible projecis thiat ave more
readily marketable in the political setting,

decline can be

sttributed in part fo insulation from market forces,
Passanger tranaport marketing is ineffective be-
eavge there is no incentiva to be effective. Pagsen-
ger transport costs escalate, because there is no
incentive to be eost effactive, Passenger transport

kes wastefud i ts, becanse there ig ny
incentive to make effettive invastments.

Passenger transport’s continui

Passenger Transport snd Cogtomers

Passenger transport can increaze its smarket share
only by attrackting customers. ‘To attract costomers,
passsnger transport muak understand what the -
potantial enstemers of pasepnger tvansport — Lthe
automebile drivers - want,

Proximity: Customers want service that is cpnven-

;oiandy close to both their trip origin and desting-
L8

Frequency of Service: Customers want to have the

ability to travel whenever they like, That means

that sexvice xaust be frequent, and it must be
avatlable virtuatly all day.

Speed: Cuatpmers want to get where they are
going as guickly as poasible,

It is important to understand that passenger trans-
port can reduce air pollution and traffic congestion
only if it entices aulomobile drivers fo switch fo

ceseenger transport, Mere diversion Kom sutomo-

ﬁiies is not enough. Attracting an antomobile
passenger from & car pool without vemoving the
auvtomebile from tha road accomplishes nothing,
With respect Lo reducing air pallution and traffic
cangestion, #he test of passenger transpart policy
s not how many people are riding passengér
transpord, it is how many nutomobiles passen-
ger transpori removes from the road,

To gerve custimers, pagsengar transport must
provide the services that customers want and
provide them for no more than the market rate.
That requires, at 3 minimum, incorporating tha
incentives of the competitive markat by which the
effectivaness of financial vedources are maximized.

Market Strategies

A number of stratogies exist for subjecting passen-
ger transport services bo market disciphine:

Compatitive tendering.

Entreprensurial {or commercial) sevvices
Independent review of majar capital projects
Non-dedication of faading

Separation of policy from operations

Competitive Tendering

Competitive tandering is the provision of a public
servige through a competitively awarded contract,
Competitive tepdering is & synthesis of public and
private roles. The public segtor derides what serv-
tces should be competitively tendered and what
apecifications showid apply 1o the serviee. The
compeatitive market respends o the fnvitation of
the government, and one or more produter is se-
lected to provide a spacific getvice for & period of
time. The public sector ratains policy control over
the service, while the competitive market produces
the service under public seruting.  Compelitive
tendering is being used around the world for a-
variety of public services including public passen-
ger transport. (39}

Caompetitive tendering has been primarily applied
10 bug services, but has baan wsed for vail services
in the US and Sweden, Moreover, a form of com.
petitive tandering is Jikely to emerge from the
privatization of British Rail. Further, competitive
tendering could have a "spill-over™ effect upon unit
costa of rail systems, Where a routing conversion to
competitive tendering is underway, rait costs have
dedlined relative to the market {London and San
Diego). This may be due to the radically different
public management and policy culture that devel-
ops in a competitive environment.

Overview of the US Experfonce

Competitive tendaring has been slowly adoptad by
Eam ar transport suthorities in the United
tatea.(40) By 1991, approximately 10 percent of
us F‘menger fransport bug dervica was competi-
tively tendered, (Sce Table 5.) The costs of the
competitively tendered services wera sonsiderably
less than those of services provided directly b
public transport authorities. {See Figare 4.) Com-
petitive services are the moat cast effective of US
passenger transport services, (See Table 6.)

The five most cost effective US ayslems are sither
corpetitively tendered or commerdsl
{entrepreneurial),

Eighty of the top 10 systems are sither competi-
tively tendered or commercial.

The most cost effective syster is approximately
one-third Jess castly than the most cost effective
lightrail system, 50 percent less ¢ostly than the
lowest cost eommuter rail system; 60 percent Jeas
castly than the lowest cost metre system; and 60
percent less costly than the lowest cost non-
competitive bus systam.

An analysiz of 17 urban areas with repreasntative
compétilive services indicates that, on average,
competitive services are; (See Table 7.)

Nearly €0 percent Jess costly than non-
rompetitive bus servives,

Nearly 50 percent less costly than urban rail
{light rail and metro} systems.

85 percent lass costly than commuter rail serv.
ices,

As the use of comipetitive tendering has increased,
compatition per bid package has also incrensed,
Based on a 1992 survey of 78 US pasgenper trans.
port competitive tendering, fewer than two propoes-
als were received, on average, per round of compsti-
tive bidding (request for proposal) befare 1985, In
1951-1952, nearly five proposals were roceived on
average. [See Figure 4.) (41)

The survey also found the size of a competitive
Eacka e and the availability of publicly-owned

wses for leasing have an important {mpact on the
axtant of coropabition. Competition is grantest for
packages involviniremr than 60 buses. For largar
Packa es {over 80 buses), the competition is very

irnited where proposers are required to supply
buges, These findings indicate that the many small
transportation businesses are batter able to cpm-
pste {or suslier packages. (See Tables 8 and 9.3

Sen Disgo: Gan Diego separaten po‘_iﬁ‘.']y from ppara.
tions, and the passenger transport policy agancy
facilitates, rather than eperates, sexvice. All serv.
ices Are proviged by public and private operating
companies. The Metropolitan Transit Development
Board (MTDB; - the policy board -~ fulfills the rele
aof catalyst; 3t supervises the Metropolitan Transit
Syatem and sets a unified fave, transfer Eqiluy.
rants structurd, and commion logo for public and
private carrders. Like London Teanspert, San
Diego has a rovline program for injecting campoli-
Lion inte is system:

Constructive competition for provision of ssrvices
will be encouraged, An annuod review of...(non.
competitivel.., services for potentiol contrgct
aurard will be Included in the ... plan develop-
ment process. (42}

Bus system eosts per mile in San Dieggo daglined
more than 20 percend from 1979 1o 1993 after
adjusting for inflation - an annual productivity
improvenent of 1.6 percent.(43) This cost reduc-
tion can be traced to the use of competitively ten-
dered services operated by privata earriers.

Son Diege has converted Lo compatitive tendering
of bus service with more than 30 pereént of bus
service tendered. San Diego converted to compiti-
tive tendering at Jess than hall the anhual rate of
emdmlo_vee turnover (or the netural attrition rate),
aml there have baen ne employae lavolls, {The
TDB policy.}

Competition has reduced the cost increase rate of
the public prssenger transport agency, San Diego
Pransit, o nearer that of the competitive marker,

avoidanee of employee fayofls is a

Competitive services in San Diego avarnge 48
percent less per saile than non-competitive services
(non-compuative services are 95 percent more
expensiva)l4ddy

The parcentage of operating expenses covered by
%r;g a&g’e from 31 parcent in 1979 to 53 percent in
(45

Coincidentally, Ban Diego has slso developed a
model rail system with a cost per passanger mile
that is 40 percent less than the pext most efficient
Light rail system in the United States.{46) Ovarall,
San Diego’s pazsenger tranaport ric-enhiﬁ has

L &} 975, Daspite

d neaﬂ‘y P nee 1
the diversion of substantial riderahip from buses to
light raif, bus ridecship is up more 25 pereent.

Compared 1o the national passenyer transport
industry cost increase vate, San Diego has saved
marg than $200 million = enbugh to operate its bus
services for three yoars,

San ego also provides an example of succesafi]
public Agbenéy competition against private firms. In
1953, publicly owned San Die, it was
awarded o tenider 10 apernta the City of Chula Vista
ramnger transport, system for $1.89 per mile, at

eadt 55 percent. lexs than its aystem wide eosts per
mile, Inresponse to private secior competition,
San Diego Transit has redured clerical and main-
tenance staff and obtained an arrangersant with
the Amalgamated Transit Union that perrits it to
pay market rate wages and banefits for the ten-
dored service, The sécond lowast bid, auhmitted by
2 private carrier was 31,92 per mile, Local private
bus companies huve challenged the San Diego
Transit bid, suggesting that the S1LE9 § does
not include all attributable costs, Nonega!eas. the
casg illustrates the potential for sost savings from
competitive tendering of public pasdenger u-ansrart
service. [ San Hego Tranait were to provide all of
its services at compaotitive maiket vates ~ thase
charged to the dgy of Chuls Vista - an additional
530 million would be available - enough tonearly
double bus service in San Diego.{47)

Las Angeles: Los Angeles nompelitive':ﬁzpdered
passenger fransport runtes that weve thradtesned
with cancallation as a result of fingncial pon-
straints, The routes were competiively tendered
by the tity of Los Angeles and the county of Los
Angeles in 1987 under the supervision of the Los
Angeles County Transporiation Con s
Riderahip on the tendered rontes incredsed 150
percent, while overall passenger transport ridar-
ship declined in the Los Angeles ares {48) In an
independent audit, Price Waterhouse veporied:

Unit ¢ost savings of 60 percent savings {public costa
were 150 percent higher than competitive
costa)(49) Savings on some routes were found to be
60 pereent, whiell is unprecedented in passenger
tranaport tendering.

An impravement in service relinbllity of over 300
pereent, a 75 percent reduction in passenger com.
plaints, and virtuglly the sane safety performance
relative to the region's targe public passenger
transport agency. )

Part of the lower operating costs has baen passed
on to customers in the form of lower fares.

More than 20 percent of Los Angeles passenger
trangport services are now competitively tandered.

Lenger: In 1288, Colorade enacted legislation
requiring Denver’s public passenger transport
system, the Regignal Transportation Distriet
{RTD), w0 competitively tender 20 parcent ofits bus
service. ‘The private providers have produced
quality service, prompting KPMG Peat Marwitk to
nele: "Na relationship wasg found batwaen gafety
and quality of service and higher bus aparator
turnover. In most measures, the teriderers per-
formed as well or better than RTD despits lower
wages,"(60) KPMG Peat Murwick's second annual
porformance audit reported cgst savings of 31
percent (public costs are 45 percent higher than
competitive costs).(51) Excluding arcillary passen-
ger transport costs of auperflusus fagilitiel and
redundant slaffis2) savmogs are 39 percent, Sav-
ingos over a five year period are projected st nearly
830 million, even after including mars than $8
millin in Jabor redundancy R‘?’m"“ 1o public hus
drivers to aveid Jaynfs(53) RTD haz expanded the
use of tendered servives beyond thet required by
the legislation apd has recently awarded tenders
for another five years.

Dullus: The Dallas Area Rapid Teansit Authority
greatly expanded pussenger transport aervices
through competilive tendering. Mora than 200
boses are operated under tontyact. Exprass.and
suburban services are pravided -- typea of services
that are especially expengive to operate. Nonethe-
less, savings are being achieved, and these servicen
h}::ye(gx:)maaed Dallas passenger transpott dider-
ship.

Austin: Austin'a Capital Metrepolitan Transit
District (Capital Metro) provides more than 40
percent of its bus servics through competitive
tendering. Express routes and University of Texas
roules are competitively tenderad. Costs per sexv-
ice hour are 44 parcent less among the tendered
services. Cests per passenger mile are 60 percent
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loss and are spprovimately 20 percent balow the
<08t per passenger mile of the nation’s oyt effi-
cient public bus nyatem (55)

Atlapia: Cobb County, in the Atlatita aren, used
corapatitive toridering to establish its new on-
ger transport syatem. Operating costs per hour are
28 percent below these of non-oompetitive sere
ices (66) . In its sseond year of operation, xidership
iricrdased by nearly 40 ﬁéx’pent, while overali pas-
senger transport nidership dropped in ths Atlanta
area,

Fairfax Qounty, Virginia: Facalating passengor
Transport costs induced Fairfax County {in the
Washingon, DC aren) to convert its bus ayater to
compétitive tendering. The county estimated that-
185 cont savings wera 39 percent, and system
?ﬁé:?é?)umded since its establishment in

US Specialized pussanger transport sermices: Pus-
Senger tranaport's most rapidly expanding market
segment it gpesialized services for the digabled and
the eldarly, Theke services nsvally provide door to
door setvice ("dial-a-ride” a%em'ces{imci are usunlly
operated with stmall buses or taxicabs, Nearly 70
percent of spacialized sarvices for senfor citizens
and the digabled is aperated under competitive
tender.(58)

Londpn: London Transport {LT) has the masy,
comprehensive program of competitive tandering in
the wotld, j

LT's policy is to feompetitivelyd tender for the provi.
sipn :F goods and ssrvices where similar or greater
efficiency con be obiained af lower coat without
comhromising safety. Internal dépariments, in.
sarme cases, e ollotved to bid for this work (59)

LT's competitive service systemn is Iarger than most
complete passenger transport systems; it uses 30
companies Lo aperate more than 270 veutas while
retoining service and fure coordination;

More than 2,400 buses are comnpatitively tendered -
~ 50 percent of Landon Transport bus service
Lonidon nperates more buses by competitive tender
than are o?araled by all U5 public sgencies excapt
New York.(60)

Overall, London Transport's bus eosts pér mile

savings of mare than 20 percant compared to the
Enternal cost of pparation.(63)

Capenhagen: The Danish parliament enacted
mAandatory itive tendering legislation for
ih t bus serv-

Copenhagen pudlic passang. P
dces (45 percent by 1984), and a 100 percent man-
dateis vnder cohsidsration. Mora than 30 pertent
aof 3zrvicas ave now competitively tanderad, and
vings are estimated at 10 to 15 perdent: Iy
addition, the passenger teansport ageney eradits
competitive tendering with véversing its downward
trand in nidérship.(64)

Sweden: In 1989, pariiatent passed legistation to
encoiirage wmpatil!)iye tendering, In Stockholm, 20

nies operate more than 1,000 buses. These services
carry more than 55 million annual passengers and
rovide 760 million passéngar miles. The New
ersey eommercial operators représent the nation's
fifth largéat bus system (in teras of passanger
miles), Uniike other major US public passenger
tzansport syatems, the New Jeroy private comopa-
nies receive irtually o aperating subsidies.(14)

Qther International Examples: ‘The overwhelming
mafority of bus serviee inJepan, Hpai{l(p?f. Tai-
%Kvgn.- amfi Ssmggpore i u\l;’mnhgidized: t«eel ong
and singapere aubways are prival OPET
aufig and eamga rmﬁt_. Most urban rail a&wﬁ’m
Japan is privately opérated and profitable(75)
Most ieas developed naticns that were not provi-

porcent of bus service has been opened ts comp it
tve tenﬁeriniahd-aoma commnter tail arvics,
Gost,saﬁnés ave bean nearly 20 pereant, Tn
Goteborg (Gothienburg); competitive tanderin
reduced costs par mila by nearly half from 1980 t0
1953.(65)

New Zealand: A 1980 act of Parliament requived
that all Jmhlic. passanger transport services be
pravided eommercially or through a "compatitive
pricing procedure,” Christehwirch reduced its
system-wide ¢osts by 32 percent in the initial round
of tendérs. Compatitive teﬁderin‘f pfall dedicated
school bus servite is also reqoired.(66)

Qtler Nations: As the passonger transport finan-
dal situation continues to datatierate, other na-
tithg ave implementing or considering conversion to
competitive tendering, incloding the Netherlands,
Finland, Norway and elsewhere.(67)

Commercial Sorvices

Changing urban markets ean be sarved by allowing
commercial operators to produce services, In some
cases, passenger transpatt gervicss can be sperated
commereially (without subsidy) by private provid-
ers, Theie commereial serviess cin Berve new
markeis, replage more expensive subsidized pas-
senger transport services, sipplement eaastin%
services, or fill service fieady that canniet be filled
by publicly subsidized passerigér transport services.

South Africt: Blagk-owned miribuses ("konibi-
Laxis"} provids commercial Services to 42 parcent of
Black commutets in South Africa. A ;nmximatély
105,004 minibuses with eopacities of from 15 to I8
pejple provide sorvice in major metropolitan ar-
¢a3.(68) By compnrison, the total aumbar of pas.
senfer transport buses operating in the United
States is approximately 40,000, The minibus

have declined 34 percent (inflation adjusted) since
competitiva tendening begamin 1984 = an annnal
preductivity improvement rate of 4.5 percent: In
the year ended Magch 31, 1993, bus coats were
Ussysoﬂ rof{lfon Tz than they would have been if
costehad risen with inflation. Since 1984, US52.4
billivn has been seved relative to inflation.

The formor public monopaly (London Buges, Ltd )
has improved itg cost performance by 32 percent =
an annual productivity Improvement rate of 4.3
percent. A a regult London Busés has won ap.
proximately 80 percent of the services opered to
tompetitiva tandering.

Competitively tandered sorvices caniy 590 million
passgngers. Among North American g systeris,
only New York carries more passengers. Londen's
compebitively tendered sirvices earry riore passan-
ars than all of the b and websan rail services in
hicago, Los Angeles, Philadelphis, Washington
(DO, and Boston,

Service qualily hey improved, even wheré the
former public monopoly is nwarded service it previ-
ously operated _ﬂun—comrgmiva!y. The tendered
sgrvices Hivision has achieved London Trausport's
best operating performunce (61}

Subsidies declined from 55. pervent of operating
costs o 15 percent, while servica levals were in-
creased 20 percent. By eomparison, public passen.
ger trarigport bus systemsin New York, San Fran-
tideo and Boston carvy more passengers )in‘crmle'
but require operating subsidies of more than 50
perceni.(67)

Cuergda: Competitive teadering has been some-
what Jiroited in Canada:

Sublirban services have been competitively ten-
dered ins the Montreal area for nearly 10 years.
At least 100 buses are competitively tendered,

Srnatler community services are compatitively
tendered in British Colwinbia, Saskatchewan,
Ontario, and Quelsc,

Suburban systems are competitively tendered in
the Toronts atea. Mississauga Transit (Teronto
araea) competitively tendercd a single route at

i nat-only provides gasantin) mobility with-
oot pubTEc subsidy, but &lso provides business
opportunities for Black sntrapreneurs. Qwners
have expanded the size of their fleets and have
diversified into other commereial ventures.

Miami: A US Departwent of Trvinaportation
study{69) conservatively estimated that 400 private
ungubsidized vans Gitngis)in Miand earzy 5 many
23 49,000 riders per weekday apgmxim_a‘:ely the
saine numbav-of riders are carried by Miamis
Lillion dollar heavy vail system. The jitneys Gper-
ate over high-volume stréetsin com%.?ti_tiun with
nublic passenfer tranigpert garvice. Yet, lnsa than
one-quarter of their vidership has been divertad
from the public systam. Riderahip survays found
78 parcent of van riders were workers with snnusl
incorses:leds than 525,000 a year, and 53 parcent of
riders were non-English speaking. 'l‘l‘nejitmay.?1 )
have increaged net poasenger iransport ridership in
Minmi by an astimated 13 percent'«- and at no eost
to tapRyers 70} Medt riders chionse the fitneys
lseeause they provide fastor trips than tha public
buses. Muost Miami jitnay compnaies are minority
owned, The passenget transport authority has
attemplad to olininate jitney competition thrivugh
regu'}ama and legal atrategies and by lowering
fares on the public voutes that compets with the
vans.

New York City: Tha laigest US commercial systein
+ astimated at 2,400 privale vans -- oparates in
New Yotk City.(71) Passengers have lizen at-
tracted by more diveet and fkequent services (12)
As in Miami, inany of the vans are minority owned,
and passenger transport authorities hava at-
tempted to eliminate camfeﬁn’un fram thy vans
using regulatery and legal strategies and lower
fares oa the competitive routes. Yet the vans
conlinue to f,ms'm‘ A Now York van operator
explained what the passenger transport agency
wauld have 10 d9 b win back passengers; "Easy.
Just give them faster and better service "(73)
There have, hawever, been problems with the vans.
Some ary not licensed, awl some do not meet insur-
Ange requirements,

New Jersey: Now Jersey Transit oversees a large
network of commercially aperated services and
provides some capital assistance. Private LOMIPR-

ously ist rely on nen-subsidized g:w.iwly
perated ngel transport systams, often uttl-
izing smalk buses and vans.(T6)

Cotipetitive Rapid Tiansit

Rapid passenger transport is riot vorfined to rail
systems, _Ccmg_etitiﬂely operated bus services are
nat only cost effective, competitivaly aperated
oxpress buses aperate at speeds equial or superior
to rail passenger teansport and represent the least
costly rapid passenger tranpport a ternative, both
in terma of capital costs and operating subsi-
dies.(17) (Sea Table 10.) Moxeover, hiusways can

andle the passenger loads required in all but a
few zail corridors,

In some cases, express buges aparate in mixed
traffic on motarviays, and in other cases they oper-
atg.on busways 4nd highioctapaney vehide (HOW
lanes available to buses and ear posls.{78) Even .
where dedicated busways are tonatructed, cqmpati-
tive express bus serviees e fiir loss costly than
vail services. A recent US Dapartment of Transpor-
tation study showed that the sipital costsper
passanger of such facilities are one-fifth that of rail
ggslems.(?m Maoreever, HOV lanes are fiexible.
hey make rapid pasﬁea%gr Eransport sarvice
throtigh car pools available to the now dominant
non:dewntown t_:mgplomant. locativns, while redue-
ing traffic congestion. Farther, competitive rapid
pazsenger tratisport can be operated on ¥agianal
streets through mechanisms such as "fed routas,”
bus priority lanes, and exclusiva exprass bizg lones

such as the “kay routes” ow the stroets of Nagoya,
Japan, Examples of compatitive rapid prsaenper
transpirt follow,

Braxil: rban areas in Brazil have heen leaders
cotnpelivive rapid passenger transpart. Curitaba
hag deve]néwdl a bisway é-a_a't catries moré thin
300,000 riders per day, At peak hour, Curitaha's
husway carries more riders (nearly 20,000 than
any rail line i the US cutside New York City.(80)
A busway in Porte .Mle_ﬁre equals Curitzha's pesk
hour valumes, - Bag Pavlo is achisving peak hour
voluies of 20,000 by providing a contral passing
lane at stations {81}

Jolannesburg: Johanneshurg has built an exclu-
sive busway for birses and nuinibuses Setween the
downtown area and the nation's largest black
w\\nnf;}) Sowete (with an estimatad population of
2'to 3 milllon). This faility has improved travel
timnd and made Black.ovmed commercisl ininibus
sgrvices Taore allinetive to cuatomers, fn addition,
the ity has constyucted two major downtown
terminals to handle the large volume of minthuses

entaring the area,

Qetawg: Canada's eapital also demonatrates the
potential for competitive ragt{ pasgenger transport,
Ottawa’s busway Is amiong North America's most
suceassful new rapid passenger iansport systama,
carrying 200,000 riders daily, and nearly 10,000 per
L}eak hour in the pesk direction.(82) Oltawa's
usway is non-competitively operated, but it souid be
provided thraugh compétitive tenderisig at lower cost.

Seattle: Community Transit in the Seatile avea has
established a esmpétitive rapid passenger transport
sygtemn that athieves the lowest eost par passsnger
mile of any rapid passenger transport syatem in the
nation, (B3} Unit coats dropped 38 pevcant when
compalitive tendéring was implemented (84) and
ricership has increased by nearly 80 percesit, while
overall passenger transport ridership in the Seattle
ares has declined (85) More than 70 buses sive
aperated at leas thun 10¢ per passenger mite - from
4% ta 70 percent Jass than the most cost elfective rail
systeins in the nation. Incremantal rapital costs
have hiegn smatl, sioce the buses use a ready con-
structed motorways and HOV lanes, The average
speed of operation is 23 miles per hour, whichis
cotnpetitive with that of vapid rail systems,

Houston: Houston's Metropolitan Transit Author.
ity (MTA) was one of the fivst agencies in the na-
lion 1o use competitive rapid pagsenger transport.
Further, MTA 15 using competitive rapid passenget
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trangport to serve suburban amployment centars,
proviging expadited services to a marke segment

noserved by rapid passenger transport.
(Even where rail systerns serve such centers, their
indixeet routing through downtown ranke them

i anburban cominnters.) Nearly 100

eummuwzr‘; mm&ﬁe}a o%emzfa. Costa savings
average 24 percen and costs per passenger
mils 41y legs than half that of average rail sya..
tema (87} Buses average 2T miled per hour, relying
on Houston's extensive hus:‘r:jy and HOV network.
Heuston's capital costs ile for buswaya has
averaged less than one-half that of new light rail
aystems,

San Disgo: San Diege's Medeolitan Trangit
Development Board and San Disgo County provide
competitive rapid passenger transport service
through competitive tandering, Operating énsis par
pamsenger mile are 3¢ higher than San Diepo's light
reilline(88) but incramental sonstruetion costs
{unlike light rail) are minimal, beeause thi services
ojérate on ganeral purpose lanes. Speads average
appeoximately 30 miles per hour, egpailing the
average of less flexible commuter rail systems.

San Frangizen: The San Francisco Bay Avea Rapid
Transit District (HART) uses buses toimprove access
to ita vall rapid passenger fransport system. 'When
the system was comveried 1) competitive tendening

BART"s aperating cost per mile declined by 26
pen;eut\(g;) T custoinera are able to goard buses
in commnunites well heyond 2ail line tevminals and

réceive expedited travel to rail stations.

Other US Examples: Competitive rapid :
tranayport sgrvives are also operated on busways aind
HOV lanes in other nities. For example:(90}

Tha Shirley Hi%hway Busway/HOV lane in the
‘Washingrieh, DC ared carries ntore than 15,000
penple per peak hour in buses (competitive and
non-competitive) and car pools - a velume ex-
ceded by none of the light rail lines eutside
New York City.

The El Monte Busway/HOV lanein the Los An-
geles area carries 45,000 penple daily - consid-
arably move than any new light vl linein the
US. Both competitive and non-competitive
services are provided.

The Lincoln Tunnel bus lane in the New York
area tarries 35,000 people during peak hour on
hoth competitive and non-competitive services,
exceeding the performance of even Brazilian
busways,

Thesa cases also illustrate the ability of buswayHOV
facilities to attract passengers: Buaway/HOV lanes
regularly attract double {or more) the person trips as
general pwrpese motorway lanes, By domparisen,
new Hght rail aysterds achisve peak hour passenger
volumes barely comparable to that carried by a single
motorway lanié(91) One of the advantages of HOV
tanes compared to rajl lines is that they improve
travel times for car pools. ‘This makes rapid passen-
ger transport 2ervice available to people who werk
vutside cantral business districts. As a result, nearly
two-thivds of HOV ridarahip is in car poole (92)

Public planning processes that are vnder the con-
trol of pagsenger transport authorities frequently
choose rail alternatives over bus altaraatives for
rapid transport, deapite the excessive casts of rait
and the fact that virtually the same customer
advantages can be obtained through busways. In
that peblic agencies are generally shielded from the
market incentives that would maximize the jmipact
of eapital expenditurey, it may be approprints io
raquire separate and indepandent anpmva} of
capital projects. ‘Fhis wenid be mosl effetive
where funding for the capital project was not fram

a dedicated {earmarked) source. Approval would be
required from the national, state or provinciat
treasury, which wonld corisider the most effeclive
usge to which the funding could bie placed,

Separation of policy from operations,

A public agency that plang service cannol ohjec-
tively chose between itseli and other organizations
for ng_wsbm of sexvites, even where service provi-
#ion by others ia in the public interest. Inthe
resent situation, publis transport managers have
inecentives ta violate the public interest. Their
career sdvancement, like that of other public man-
BEers, degends upox i inc s
budget. Yot competitive tendering reduces budigats
and gtaff sizes.

As developed nationa convert their transit systems
to competitive tendering, they are also mfprmingm
their fransit governance systems,. Recognizing.
inherent conflict faced by public transit inonopolies,
governments sxg “séparating policy from opara-
tions,” The pubiie trangit agences that deterzaine
whith services arn ﬂmﬁded are not pernitted to
operate services, Their services must be provided
under compatitive tander or by entroprenours.
Moat convarsians to competitive tendering involve
saparation of policy from operations. The most
successful programs, these in Londin and San
Diago, both incorporate separation of policy from
operagions.

Beparation ofpnlic{ from operations invalves Hm-
iting the role nfa\; lic agencies to deciding which
services should be provided and then abtalmr;g the
services ip the required quantity and guality for
the lowest epst.

Public managers are evaluated based upon how

efficiently and effectively they ohtain public sarvices,

Policy bourds sra able to facus more of their efforts
fn policy and less on operating issues.

Public operating departments are converted to
publicly owned coyporations (coxporatization), Or
they feay be spld to the private gector (thircugh .
asset sales). These Svmes may compete for tenders
o perform the specified work along with Erms
alrendy in the market.

The transit policy erganization is free {0 pro-
vide for ﬂ‘:eﬁ?gﬁest levels ofrmnmfz‘sarvice.

The public policy body could preseribe minimum
servive levels shd viraXium facp lgvals: Public
authorities establish service standards and entry
and exit requirements (gerigd of notice yequired to
hegin or discontinue service),

Goramerdal services could ba used wheraver possi-
ble, Enhu!pmneurs would ba permitted to operate
any part of the transit system, charging publicly-
prascribed faves,

Preseribed servives that are not provided by entre-
preneurs would be provided threough competitive
tendering.

Entrepraneurs woultd be permitted to provide any
additional services, includin%e!axicab services, that
are not publicly prescribed. Repulation would ba
limited to fandamentat issues such as safety and
lusurance,

Competitive Incentives: ‘The Potential

1 the US passenger transport trends of the last
decade continue -~ without incorporating competi-
tive incentives - vidership is projected to fusther
dacline, and pagsenger transport's work trip mar-
ket share would be expected to drop enother 10
perent to 4.1 pervent in kon years, {Ses Tabls 11)

On the gther hand, the compatitive strategies
already heing employed by some agendes offer the
potential to reverss passenger transport’s des
cline{93) If over the next ten years, public-pnssen:
ger transport agencies embraced compatitive ten-
dering, it is conservatively eslimated that:(82)

Ridesahip could incrense by more then 51 per-
cent, compared to a decline of 8 percent without
compatitive tandering ("Status Quo®).

Passenger transport's work trip market share
could incresse by 28 parcent to 6.8 percent
(mhmn&\pmenfar trensport's market share
to above the 1956 level). Under the "Status

uo,* market share would decline to 4.1 percont
{from the 1990 level of 5.3 percent).

105,000 bsﬁén;!:a jobs chuld bam in
passenger port operstons and adeainistya.
tion. Additional jobs wonld ba created inindus-
tries that supply goods and services to passen-
ger transport.

No layoffs of public employees would occur, and
public agencies would spﬁllvgsntinue_ to provide
the sverwhalming majority of services,

Incorporation of commercial services wanld im-
prove the compatitive projections. ’

A "Best® Case and "Worat” Case projection was alse
made. Under the "Best” Case, vidership would

increase 84 percent; under the “Worst” Case, rider-
g%a}: would ingreasge 21 pencent. {Seq Tables 12 and

Toward a Customer-Oriented Rogulatory
Framework

A new passenger rahsport regulatory structure is
needed, one that puts the interests of customsrs
firat. Jtroust serve the riders, the taxpayers, and
the community. Passenger transport services
ghould be atruetured to.zerve the nommunity.l’;ﬁl.!
rodi g 4ra & eongestion and a.irpu!ﬁtipn‘. m‘s
requires that no mors than necsasary ba zpent
produce a mile or howr of service, so that tg? high-

est lavel of o t'rans?ort Service can be
provided. lsew %:ginnd's 1389 Transport Act
provided for auch a regulatory structurs,

A rustomer-oriented regulatory shrcture wonld
iustrporate ct ial services wh i pssible,
while using competitive tendering to obiain those
gervices that ard nat provided by the arket. The
ublic rele should be to pregexibe minimum aervice
evels and maximum fure levels. Public autherities
wiuld also.establich aervice standerds and ¢n
and exit reqiiremerits (pericd of notice required to
begin or dispontinua sorvicel.

Entreprenaeurs should be permitted to operate any.
part of the pmensarmwrt; tam, ing
publicly preseribed fares, Méra one ¢ommereial
operator eould provide service dn & vouta, .

Prescribed services not provided by entreprensurs

should be provided through competitive tendering,

In addition, entrepreneurs should be permitted to
Pmn_de any additional servieay that are not ﬁ]“b-

itly prescribad, including taxicab aervica. I a-
tion of these servicas should be limited o Rinda-
mentsl matters such as safety and inaurance.

Conalugion

Urbsn passengar transpart continues to lose mai-
ket share, and misch of the toss is atixibutsble their
isplation from market disdpline. New congumor
oriented services havé not estohlished. Costs
are escalating inordinately, ‘Wasteful capital
investments are wndertaken, )

Moarket diseipline can be brought to bear on pas-
senger transport thrnisgh competitive tenidering,
commercigl aerviges, corapetitive rapid transit
servicas, iidependent approval of major capital
projects and separation of policy from opierations,

Where pasaenger transport ia not exposed to miar
ket discipline, market sﬁm in lm:i;p to dmg:ven
furthes, For urban passenger transport to have a
mpre positive future, a necespary eondition is the
incorporation of conipetitive incentives (market
discipline).
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Poasenger DO
TableE -
1880 1o 1930 Public Passenger Tranaport Work Trip Market Share for
U8, Motropoliten Areas with More than Onn Milllon Residents
Mujor Capital
Metropolitan Ares Work Trip Market Shave  Expansions
{C or MSA) ap 1999 hange 19801850
Atlanta 7.3%  49%  A86%  HeaeyRall Exended
N‘:-l!:mre 102%  1I%  248%  New Rapid Roil Line
Boston 1Y% 106% -34%  Ropid Hail Extended
Ngﬂ'l!u g.g:@ ;g:‘@ gg%g Near Lighit Roit {1 Sisbuay
] &% N -
Ghicsge 155%  BI% JAT0%  Rapid Rail Egended
g{.;.dnn_.ﬁ 51 3% s
Cleveland 18%F  46%  d10%
Columbus 42% 1% 3579
Dalias 85 24% Q4%
[ecwar 2% 42% %
Dekroit 33%  24% S24.0%
Hartford $.4% 9% ~3L5%
Hevaton 3.0 3.6% 2870 Now Busicuys
Indianapshis 82% 1% 3dau
Kansay City 3B% 21 TR
Angeles 5I% 463 5%
Miam}§ AY%  L4% CI02%  MNew Repid roit & People Mover
Milwavkep A% 49% SL¥s
reapolis 5.6%  53%  -384%
Naw York 28.0% 266% 5.0 New Subuay
Nurfolk 46%  22%  ERAR
4y Tx 1.8%  -118%
Philadelphiz 1264 10 -184%  New Subiay
AT 0% 21% 500
Pitshorgh Wo%  18%  BA2%  Light Kol Exended & New Sybway
Portland 1% 5.4%  A333%  New Light Rail
Providence 4.0%  28% 953
| piter 52% 3% 30.5%
Sagramenio 345 4w A94%
Saie Lake City 4.9% 0% -3848%
Sap Antonic 4.6% 3% -19.6%
San Disga 34 3a% Q0% New Lighr Ruil
San Franciseo 2% 83% AY0%  Mew fight Rail
Sontile e 6.3% -233%
Sr, Louis Xy 0% A7 A%
2 7% LSw -118% )
Washinpton HA%  137% “74%  Ropid Rail Extended
Meérro averags 1A% 54 3%
Tuble 2
Personal and Public Transportation Costs
Personal  Public Transit:
fAuzamobile): 154 1891
Tatal Expeaditurss (Tn Billions) 34907 $20.5
User Expenditaies iIn Billinne) 34330 38
EntegsDalicit {In Rillions) 523 (5149}
User Pay & 10055 27.9%
Person Milya tIn Biilicas) 30853 a8
Expéaditures per Poreoa Mile 6.0 84T
User Expendituras per Persen Mile 16.ke 14.6¢
Tox Subaidy prr Parsan Mife (Non-user tax subaidies) G.1¢ 39.6c
High Aty ZH includes sll p 1, b I sxpendi-
Hlighura sepubitoces imate ncludes ol persanct, burnets, and govermant expe

3 ,awe'l. B!
maintenanse, operatian, insurnnce, and iin:umg‘ Lerived from National Transporioiion
Statistics, Section 15, and Natsnal Interse and Preduet Acesunt data,

Table §

PobHe Transit Unit Cost I follawing Revenue 1013 to 1990

tfnllation Adjusted}

Change in Unit Costs Perconiage of Public Agensies by Funding Inceesse Quintile
{Cost per Milg) T 205 IndSUR. Srd ROR AL LOR Aok e
B0% and Over % 23 ” % o
20% to 50 29% 420 ¥ 36 o
107 ta 30 3 355 A% 45 50%
05 ta 105 &% 3 18% 18% 2%
Less than 0% 0% 3 5% Jak 29%
Average Change in Unje Costs. A% 0% 19% i3 1%

From flsca) year 1990 sample of 166 public bransit agencies dccounting for mara than 93
Eemn: a;) S passengor transport operating cests {motor bus, electric bus, Jight mil and
gvy rand),

Tabklo 4
Relationship of New Revenus for Operations o Change in Cost per Hour
1884 to 1580
Avirage
Inuresss in
Revenues Average Mumber of
Trangly Afency Cimnge in {Feras ang Incroase: Teansit
Fates am O‘rernling ubsidivs Operatin Cest  Agenciesin
{Inflation Adjucted) SHubsidies) per ifour Eategory
+20% and Over +3L 8% +5,3% 5
0 1o +19.5% +8. 75 ~33% 7
Decrease 5.8% =219 5

Femple of 17 large &nd medium sized public wansit agencies.
Cslrulnted from Canadioh Tirpan Transik Association SCLITAR daca.
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Operatsd in 1935 Metrapolitan Area

Abuve 05 Austin Minmi

307 0 40% Nese York San Diego

205 10 29% Dallus-Fe. Worth Denver

W% o 18% Haouston Minneapolis-St, Pyl

105 ta }4% Kangax Cig, Los Angeles

- San I’nn:i:.m Nm’r.Orf:m

5 0 0% Atlants Baltimore
Chicage i Fhosnix
Sacraments a

ingws, DG
tHased on Number of Buses] = ¢ Tendesing and C: inl Services.

Txble g
8. Public Transport Cost pur Passen,

ger Mile Top 50 Systemia; 1950

Rank State  Bystem Type Costg
1 WA SeattleSnchomish Co. ATE) MBLT 1.85
2 KJ Arademy Lines MB.CO 5.94
TNy Suburban Trana Corp MBLO 1033
4 TX Austin {Laidlaw MB-CT L&
H 1% Housten (Gréyhound) MB.CT 1LY
4§ Ca San Di_l:ﬁ?m ey LR 1LT1
T iN Chitage:Hammend Yailaw Coach  MBGO 1176
[ NI Hudsea Te Linss-Mahwah £8.00 402
2 [N ch::a?(o'ﬂur!inwn Nerthi 1] M.84
10 [ Hortferd-Contractore MB-CT 1597
11 NJ Berginfield-Koekland MB.CO 1666
Iz CA Sapramento-Yolo Co, MBLOT 722
13 NJ Lakelend Bus Lines, Ine. MA-CO 7.3
M GA  MlAteMARTA AR 11.57
13 CA an Franciseo-Caltrans CR 17.40
§$ % Kanmm p‘”gir "‘Joh' Co, 1ATE! ﬁg T g‘fé
£ ngon Co, 1ATE) : .
18 FA Piusbnrgh-yauva County MACT 18,18
19 0] Rockland Coxthas, Inc, MB-GO 1895
20 1L itpgd & NW Tr Co CR 19,21
21 €A Sonta Munice Munf Bue B 2033
5 yracuse-Contractors 2 131
I NJ Part &ucbom‘K e BR 2152
25 N Chicage-Saiuth Shure CR 2208
28 H{ Henalnly DOT Servier -MB 23
27 NI sUamp Bus Lines MB.CO 224
B Ebanme W 2
£ Algelas « eshiractors B 220
i }upasf'ngmx Conch MBGT 330
It LA New Crleans-Wast (ATC) th.cr 245
32 Ma BostorvAmurdoMBTA CR 2361
OR Pordend-Tri-Covniy MED LR 24.08
k4 wa Kitsn Géunzg Tr. MB 24.1
3’ TR San Aatonia-VEA Setro Tr MB 24,41
% Ur Salk Laks Ci;_y-t.tmh Th B 4445
k1l L e County Tt MG 448
F T fmhu;gwn. DL-WMATA RH 4.40
3 LA New Ordinns-RT4 LR 4.9%
0 Ik Chieago-Commuter fiail bd CR 1507
&1 NY New \%rk Bus Tonts, fn. MB-CO 25.1:
42 TX  TheTFere Wenh: ME 254
43 €A N Sap Diege Tr MB 254
#CA Son Franeste-Golden Gue TD b 254
45 LA Sen Disgo-contractars MBCT 258!
46 NY Uh_en]{' v Tr Ink, MB 26.13
4% IL Dza Plaings-No Suburb TD MB .06
48 aa Alantn; Cabb County (ATE) ML 1,25
49 RY New York-MTNR CR 24
50 RJ Newark-NJT Corp CR 254
Type Codes; CR = . T LR w dight rail, non.compatitive; MB =

ieil, oo PR
masar bus, non-sampeiitive; MB-CT » motor bus,

grespurial RR = rastro, noh-compakitiva,

sompetitive; ME-CO' = mbior bus, entrs:

Avevage Number
of Praposals

18

41

4.2

49

47

Table 7

Propuosals per Competitive Procuroment by Yespr
uests for

Years posals

1934 ant Before g

1835 - 1986 1%

1987 . 1588 17

kusy - 1890 20

1991 - 19D% 19

Al "

Souece: Wendell Cox Consaltancy in nssocintion with Tavers Morgan Nuvw Zeafand,

4.0

Cormpe:
hrion i Querseas Public Transpart Compotitive Txndering: Africa, the a\:rurim,}lus!mlf:,

angd Continental Europe, tBelleville, He

endat] Cox Cinsultanty, Auguat 1592),
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assenger Tra; it
Passenger uepo and Usage theough Competitive Tendeving: 10 Years
Lompetitive Tenderiog
o Btaon 0 € itive; Publle Transit C P Mite to Status Gao Compared to
parisen of patit hile it Costs per Passeager et
Nnu-Cinﬁ;’;:kiﬁve Corata in Sasso Usban Aves 1980 ¥ 10th Year Ik Year  Statua Quo
NonLompelitive ?rh]gt hgl’SQ_}viu 1991 23 iigf"og 4.0 Bi}?l‘iﬁg T
. P apt - g e fodmn A% +
Competitiva Compelitive Ligat orCommuier
Sta B Rapid Rail f| Passeagers 6.6 Billian 10.2 Billion %
e Symem oxt us Rapidiall ol Change from 1991 ] “S1%
WA Sestrle-Snchamish Co (ATES kA1 31.5¢ Aversge Passengsr Frre 2 Gae 8%
MY Acsderoy Lines 8.9¢ 3400 a3 215¢ Change from 1931 2% No Change
TH  Austin fLaddbao L7 700 New Full Time Jobs 3 106 500 +12.653%
TE Hopstsn (Greyhound) pER an4¢ w c;";:f‘ Z‘";_”':“m ff:: osz.;: "
N Chisago-Himmond Yallow 118¢ as2e 208 148 Ehane foom 1650 ot P
CT  Hunfped-Conteacters 15.8¢ 43.6¢ . ; .
Figures reond reentages hixed upon actual data,
CA  SacramintsNolo Co. 172 473 37.3¢ st v e
K8  HansaeCity: Johnson Co 1840 58.8¢
PA  Pitgburgh-Beaver Councy 18.2¢ 363 44.0¢
NY  Syrcuse-Contrastors 21.3¢ 53de abie 12
able
A Log Angeles-Contractors 23.0¢ 43¢ S84¢ The Potential for Incrensing Passenger Transport Sexvice and
LA aw Orleans-West LATC) 23.0e 35,7e 25,08 Usage sheough Compotitive Tendering: 10 Yesrs "Worst” Case
CA  San Diege-Costractors 258 302 117 H i
GA  Atlamear Cobb County (ATE) 213 e 174¢ Status Quo Compared to
AZ  Pheenix-Contrascors 289 38 10tk Yoxr Toth ¥ear  StatusQuo
i ‘ i % 30 X 7 Miles of Service 2.3 Billion 3.5 Billion +i%
N i : FPauengirs 6.4 Bitlien 8.7 Billion 3%
Cowparstive Faotor 1.0 24 19 1.5 Chaiige from 1931 £ »31%
. . ’ Averige Passengrr Frra &2¢ &z 8%
Nomnra Hran one competitive sydser shown per urhan ares, Thange from 1091 2% HoLhange
Source: Federol Parsenger Trung) Adnﬁngfmfian&amn 15. HIREE /1 o Lhang
nger Transpart i Mew Full Timmo Jobs 500 71,500 9.906%
Chauge from 1380 D4 +HI%
Wark Trip Market Shrep 4,1% S.4% %
Change from 1959 -22% PN
&.&igr af Proposals by Slee of Competltive Proourement g‘epﬂp ¥ Assumptions, Excapt 0,35% new poasengers sssumed for sach new 1 percent in
VIR, N
RNumber Aveu?e Number Av:r‘age Number
of Buses Propesals ot Propesal E i of P 1a
60 ond Over 4 10 1¢ 36 %'ib;;;s ol P . Sorvl
e Potentizl for Increasing Pavsenger Transport Service and
01048 12 42 i 48 Usugo throiagh Cnmpeiilivag'l‘endarigm 10 Yesve: “Best: Capa
15 to 29 ) u 47 10 40 T
Fewerthon 158 15 57 1 50
Status Quo Co red to
All 45 39 33 4.2 10th Year 10th Year ST:‘?“ Quo
Souree: Wendell Cox Consultancy in associgtion with Tavers blargun New Zealund, » . .
e o s Cio I aititite: Toraering. Arica. the Amert Liles of Servics 2.3 Billian 4.7 Billien 1645
i et Bomsistod Eone (Beytoviin, 1o Wendel Gax Gontu eniy, e oo 1991 i bercd
August 19923), Passenge:s . 6,6 Bitlion 14.7 Billion +122%
Changs from 1591 B 8%
Average Passenger Fore 2 Gde -18%
Chunge from 1991 +21% Mo Changs -
Table 10 " Hew Full Time Jubs 00 150,700 “I9,350%
Cost per Passenger Mile for Repld Transit and Light Hail Change from 1390 oI5 wid%
. Wark Trip Market Shave 4.1% 8.2% +128%
c mmmsmnmuli Change from 1950 225 2%
ital
' (Cﬂgélﬂﬁog Operating 5:2 A\'se;:'gde Table ¥ Assumptions, Exzepr LOOS new passangers assumed for axch new 1 paveent in
“Lype of Rervice Bueway/HGV) Cost  System (MPH} service,
Competitive Bus -100% ta 0% 18¢ pivt] 24
Gommuter Rail HiA 28¢ 15¢ ino
Rapid Bail +513% Ale 1ig 234
Lighe Rail ~484% 42 13c 137
NotCompatitiva Bus - 10E 43e 17 4.1

=HOV: high verupasey vehicle lanes for car. posly and huses, Capital gopes wra tal-
culated pe%’ pasung:y trip, Derived from Fedp::al ‘I‘xa.nsimd;nh\ﬁuaﬁon; Sextivn 15
and San Diege-MTDB dnta and John Kain, Rows Glitell, Asonita Daniere, Sonjay
Danisl, Tsut Suxnmerville, and Lin Zhi, Mnerdasing the Produciisily of the Hation’s
Urbon Transporiation Infrastructure (Washingion, DC: DS Deprriment of Tranepor-
tation, Fedgra} Trendit Administraton, Technology Sharing Frogram, Janunry 15921
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I 60w~ . .
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o . gy ]
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Figure 2 Figure 4
r 1]
. H
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Clathing | .., 1oa% ] 1999 Section 15 data
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K i 36.00
Privale Bus LT 80 | 5
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efectric or diesel power,

78, Car !Emling daclined substantially in the 1980a.
During that period, Jittle public invastment was
applied to build HOV lanes and ethar facilities that.

would have provided a faster teip for car poot,
79, John Kain, Ross Gittell, Amvrita Danjere,

Sanjay Danisl, Tsur Symmeryille, and Lin Zhi,
Incrensing the Productibity of the Nation's Urban
Trensporiatioh Infrastructure (Washingten, DC;
US Department of Tranapyrtation, Federal Transit
Administration, Technuology Sharing Progran,
January 1992},

80. Calvulated frorn Chris Bushell, ed. Jare's
Urban Transport Systems (Couledon, Sueray, UK:
Jane's Information Group, inulkipts editions).

1. John Kain, Resa Gittell, Amrita Daniers,
Sanjay Daniel, Teur Summearville, and Liu Zhi,
Increasing the Productivity of the Nation's Urban
lransporiution Infrastructure (Washington, DC:
US Department of Transportation, Federal Hransit
Adwimistration, Technology Sharing Program,
January 1002),

82. John Knin, Reas Gittell, Amrita Danjere,
Sanjay Daniel, Tsur Surmerville, and Liu Zhi,
Increusing the Productivity of the Nation's Urban
Transporiation hifrastruciure (Washington, DC:
US Dapartment of Teansportation, Federal Transit
Administration, Technology Sharing Program,
Januury 1542),

B3. Analysis of FTA Section 15 data (1981).

bla to




Exhibit 2.5 (Continued)
Yhe Competitive Future of Urban
Passenger Transport

84. Calculated from Commuter Bus Service; Totol

Cost Comparison (Lynwood, WA: Community

Transit, Januvary 8, 1985),

5. Caloulated from Meiro Contract Service: An
4 . WA; Community Transit, June
12, 1985) and Notional Urban Mass Transporiation

U (Lynword,
Statistics: Section 15 Annuc! Report 1991
(Washington, BC: US
tion, Federal Transit Administcation, 1892),

36, "Houston: Comy
Frivate Sector Briefs, Vol 4, No.10
%9: US Depariment of

ansit
Initiatives, March 1993},

ashin;

87, National Urban Mass Transporiction Staels-

ties: Sectlon 15 Annual Report {Washington, DC:
US Departeient of Transportation, Federal Transit
Administration, 1991),

88. Nationel Urban Muss Transportation Statis-
\':'oa,shington. oe:
1J5 Departroant of Transporiation, Federal Transit

ties: Section 15 Annual Report (
Adeainistration, 1991).

B9. Based wpon comparison of fixst years competis

tive rate per haur to previous year's noa.
competitive rata,

90, Dennis L. Christiansen, Aigh QOccupansy

Vehicle System Development in the United States,
{College Station, TX: Texas Transportation Insti-

tute, Decernber 1890,

91, According to Cambridge Systoratics with the

Urban Institute, Sydec, Inc, Herbert §. Levinag
Abrams-Cherwony.

(Washington, DC: US Department of Trans
Technolsgy Shari
idea) ea

par peak hour. Dennis I, Christansen, High-

g
Qceupancy Velicle Systern Droelopment in the Enited

Department of Transporta.

tiva Contragix}ng Update,”

n
TPransportation, Federsl
Adminiatration, Office of Privata Sector

1,
& Associates and Lee & Elligt,
Characteristics of Urban Transporiation Systems

Program, Septembatr 1892), the
ity of ang-a_eway lane u? 2,200 parson trips

Sratas: A White Paper (College Station, TIC Texns
Transporiation Institute, Tevas ARM Universily,
December 1950), veports that naw light rail lines
achieve frowm 500 to 2,600 in peak haur persan trips,

82. Dennia L. Christiansen, High-Occupaney
Vehicle Svstem Development in the United Slates,
(Cullege Stacion, TX: Texas Transportation laski-
tutg, Decernbar 1990,

93, Motar hus, electric bus, rapid rail and light rail
{street car).

Assumptions:

1. Ovarall operating revenues (subsidies and fares)
would continue 10 increase at the inflatien ndfustad
1979 to 1990 national rate (approxitately 2 per-
cent annuaily), :

2, Services would be subjected to public-private
competition at a rate no greater than that of naturat
employes attrition (there would be no layofi),

3. National job growth is agsumed to ba 14.5 per-
cent, and transit's work trip market share is esti-
raated by applying the change in oversll ridership
to the increase in national employment.

4. Passengers would Incréase at 0.69 pércent for
sach 1,00 pareant increase in service (based wpon
Michzel D, Meyer and Exic d, Miller, Urban Trans.
ortation Planning: A Decision Oriented Ag roach,
‘K‘ichw Hill Book Company (New York: 1954),

4. Under the status quo:

a. Oparating costs per mile would continue to
increase at the inflation adjusted 1979 1o
1590 nativnal rate (approximately 2 peteent
annually).

b. Average unger fares would rise at the
&amg inflation adjusted xate ag overall oper-
ating rovenues fsee #1, abovel.

¢ Ridership Eer mile would continug to decline
ab the 1978 te 1990 vate, approkimately 1.6

percent per year. (1978 is used, rather than
1879, to eliminats the impast of the 1979
gasoline alloention erisis, which increased
transit sidership temporarily, Lise of 1979

52, A :
Telephone: +1 618-632-8507

data would wverstate the extent of traneit’s

downward ridership trand),
&. Under Public-Prvate Compatition:

8. Operating sosts would decronse ot the na-

fional competitive bus industry rate from
1578 to 1590 (a rate similar to the annuat

deersase vates in San Diego and Minnenpo-
Jis-St. Paul, where public-private competition

has been implemented),

stant

¢ Savings and hi
used to establish new services,

on adjusted),

b. Avemﬁ;ﬁatajsanger fares wpuld: remain con-
(indlat

d. New transit employraent wonld ba created at
aach 10 poroent incraase

A Thiy b the néw competis

Live sérvices wonld be miora pioductive, re-

quiring fewer employess par unit of sevvice,

0.8 pervent fir
servige, This assumes

94. This projection asduraes the use of public-
private conipetition, with conversion at axate

approcimataly one-half that of natursl employee
stirition. More favorable results would be ebtained

by usinig & higher conversion rate relative o em-

ployee attxition, and by incorporal entrepreneu-
t_i:dy a'clrgg\i'_e'rﬂgmml ]i;mdu_c-

i services. London
Uity improvemants neprly tripls that of Sai
Diego, biy aceelerating the conversion to public-
private compstition.

wgb%mm. COX CONSULTANCY
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Exhibit 2.6
LIVING WITH THE CAR
The Economist, Décember 812, 1997

There is no space, no moriay and yo appatits for
endless road-building, Thatis why road pricing is
coming,

SINGAPORE invented it. Nurwagpopied it
Stagkhalm spent 20 years and $1 billion before
thinking agatn. Hong Kong retreated at the Inst
moment o th face of a populsr vavolt . Politicisns
are texrified of read pricing. How canyou get
?Q%Ie to pay for sgmething that hay always been

e¢? Yat governments all around the world, faced
by worseping traffic b:nnges!_lan arid pollution, are
stepling their nerves and fordng motorists to pay
for yoad space,  Tolling technology is a cing 50
fast thut $3 billion-worth of electronic charging
syxtemns have already béen installed worldwide,
From Bergen and Bilbao t Paris and New York,
motorg;.s areloaming that road space doss not
come free. i

Tha matives foi: charging vary, Many countries,
notably Spain, France, !ta_lft and Japan, and sev-
eral American states have long collected tolls as a
way of Anancing the building of new motorways. In
Wew Zaaland, road users pay directly for roads
through vehiceslicense fzas, a lavy on gasoling and
weight-distanes charges for haavy goods vehicles.
Tha Iatast autsimated tlling eguipment, which
deducts charges from elmonics.lfv tagged vehicles
!n‘avelin% at speeds of ug to 100 mph) s being
instailed in moye than 20 countries around the
world, The tags are linked to in-car meters which
¢an be loaded either with a préset credit or used to
log traval for billing later. Charging, simed st
detarring excoss traffic from entering cities, is mere
controversial but is gaining accepiance,

It is no surprise that Singapore, with its awn peca-
Har brand of dempira éaeﬁinz bubble:gum is
Hegal), has been the fivat {0 attempt to vse road
Ericing to limdt the growth ofurban traffic. After

2 years' . ., its planners sre conivinced that road

ricinﬁs the kay Lo solving the city's traffic prob-

ams. New technelogy te be ingroduced next year
will enable its current relatively crude syatem of
area-access charges, based on paper liconses, to be
replated by alpstronis tolls that vary according to
time of day,

In Eurspe, yoad-pricing schemes have been suceass.
fully eperated for mots than five years in Trond-
heim, Bergen and Oslo. ‘Trondheim, Norway's
thirdJargest city, despsrately néeeded o ring-rand 10
stop huge flows of traffic coning throvgh the centre
of town, After much debate, the loéal council hit
upon the idea of charging for accesy Lo tha ¢ity
centre by putting up a ring of 12 toll stations, and
using the révenaes 1o r:}‘ for the constriuerion of
the niew road. A high tanll applies from 6 am tikl
10 am, & Iewer ons from then 1ill 5 pm, Aflter that,
travel is free until next morning. Thereisalsoa
discount for cars with an eleetronie tag which
allows thiem o go through tolls witheut stopping,
thereby redocing the congestion eavsed by toll
queuss.

In Qslo, motorists pay a 1ol of aboin $1,70 every
time they enter the éordon rintg. The pricing
stheme has proved £b sucressiul in financing moch-
naedad transport developmants that the city
authoritg is now considering whether it should be
extanded.

The Netiierlands has a more ambilious plan to
introdure road pricivg, covering the densely popu.
lated Handslad area of the four main towns—
Amnsterdam, Rotterdam, Utrecht and the Hague. It
iz due b éome into affect in 2001,

Cais will hava to & syaart card containing
cash credits that can be used fyr gther transackions.
The charge for driving into each of the four cities
wil be set high, at about 15 eruis {$17), between 6
am and 10 sm, but the price will fail 1o 3 acus ak
other times.. Non-payors will be caught on vides
eameras and sent a bill by the tag ofice, using the
rezistration detaile culled fram the inmber piate.
Toll plazas ave being placed to prevent drivers
diverting on to lesser roads; it will be impossible to
enter the centre withont passing a toll point,
There i3 still some debale about whether the
,?mr.-uds should be retirned 1o the public in

otver daxes ar whether they should ol be spunt
on public transport, lemphasis added]

Even in France, where a former president. Georges
Pompidou, onee justified the construction of a
disfiguring urban motorway along the banks of the
Seinz with the quip that “les Francais aiment leurs
bmf‘nales" (the Franch lave their cars), there is now
a change of heart, Last August the epvironment
minister was scerched by the preas whan pollution
in eitdes suth as Panis, Lyons and Strashourg rose
to the so-called thivd level, at which it is generally

considered dangerous to many frail people and
damaging to the lungs of the population st Jarge.
By September, when fine weather produced more
smog, the govemmant banned cars from entaring
Paria on altemnats days, sccording to whether thay
hed odd- or evén-numbered livense plates, and
made public trangport free,

It has the powers for such draconian action under a
dean-air law passed 18 months ago by the previcus
administration. One French motorway company,
which runs the Al north of Paxis towards Lille,
introduced variable pridng, putting up the yate by
258% on Sanday aftenaoons to reduce the fam of
waekenders retumning o Paris. The resulf wasa
reduction of 16% in traffic with 4’ consequenti
speeding up of jorirneys and reduchion of jams,
mtorway usarg either changed the time of their
traval or changad their route or just traveled less.

Britain and Germany are much Jess advanced, but
both have conducted trials of arban and matarway
rond pricing. Field trials in Leicester and Stuttgart
have sought to establish how high charges must e
before motorists are persuaded to leave their car
behind and switch to other forais of transport. The
Stattgart taal, invelving 400 drivars, yielded
proviging results, contradithing the view that car
travel is velatively immune to price. If that were
the case, very high charges would be needed to
deter iraffic, but the evidencs from the preliminary
trials is that a charge of DM 15 (88} wauld be
sufficient to deter significant numbers of drivers
firem entering inner cities,

Motorway tolling using automated eollection

techmiques hus proued easier o gell to voters

than urban covigedtion pricing. [emph

addedl By 2000 at least half the users of Portugal's

national follnotarway network ave expacted to be

ggsing a tag based, non-stop electronie tolling sys-
.

In America, an element of pricing i being intro-
duced to Janes reserved for comntutera wha share
carg, The federal government is sgenglmg Sl4m to
entourage such experiments, In California, a
private company has butlt two express lanes in
the central reservgiion strip along Ropte 81
nger San Diege. Drivers poy to use this, at a
cost of 60 cents offtpeak, Fising to $2.95 in the
rushhour. Cars narrying mere than three
people pay nothing, {emphasis adided) Cars are
\entified by electronic tags passing roadside
transponders. Rule-breakers raceive an automatic
%16 fine, Users enjoy a saving of 40 minutes com-
pared with drivinig in the normal Ianes along this
ten-mile stratth o%husy bighway. Opinion polls
bifore and ofler the tntroduciion of the

f prubiie [/ risin, m
only 40% beforchand to 70% after uaﬁagg
eggg;jsﬁon pricing was introduced. [emphasis
adde

1t js o surprise that much of the pressure for
urban road pricing has come in erowded city states
in Asia, Europe, with a population density four
times that of the Unitad States, is also a prime
candidate. In one-third of all Epvopean cities, the
average speed at poak times is 15 Kilometers an
hour or Jess, Over 60m Europeans suffer from
tralfic noise above the lavel where speech is intelli-
ible and where skyass is exaated by the persistent
ackground roar. [n most European cities, the air
uality is very noor for at least 20 days a year.
ars stuck in traffic pellute three tines as
nauich as those purring along motorways,
negating the affect of ever-cleaner exhenst
emiyaigns brought ahat by better catalytic
converters and cleanerburning engines.
temnphasis added]

Estimates of the costs of increasing cengestion
must be breated with.caution, The European
Comnnission, however, has coleulated that the
external costs ol read wansport in terms of aecd-
dentt, infragtruckure, environmental pollation and
congestion, are 250 billion eeus (S308 bitlion) a
ﬁesr,_wiﬁch is eguivalent to 4% of the ELs GDP,

v external ¢ostd, it means the costs not divectly
borne by those incutring theny. Half of this 250
billicn ecus, soys the commissien, can be blamed on
congested reads,

Congestion and it associated problems are guing to
get much worse unless samething changes. Quer
e pext 13 years, the [European Clevsnission
thinks roud freight troffie will grom by 379,
passenger cars by 58%%. [emphasis added] Most of
Earope’s people live and work in » densely popu-
lated area roughly bounded by Lendon, Parnis,
Feankfure and Amsterdam. This is where traffic
problems are at their worst,

In the United States, where half the traffic on
{reeways crawls twice a day during rush hour, the
Transportation Research Hoard and the Federsd
Highways Administration estimate that, by 2010,

teaffic congestion on freewaya will have quadeu-
pled, making the peaks longer and lnnfr. The
time gpentin jams will inerease by 5.6 billion hours
and the tost of delay will incrensq by $41 billion.
One exaumnple of the looming chags: if present
wends continued, 8 ane-way 30 minate earlﬁ-
mprning comraute Along Route 1 from New Bruns-
wick, New Jersey, to-Trenton, might turn into e
five-hour trawl, "Long before this, of conrse, many
drivers would tumn in despair to alternative forma
of transport or sicaply avoid this journey,

Bown with roads

Until the beginning of the 1950s, the sclution to

sising congéstion was seén as aimple: lict the

growth in traffic and provids exira roads to carry it
everal things hava inderrined that approach.

First, rgad canstruetion hins bécome incransingly
unpopplar with votars, partieularly those who live
near the path of planned new routes. In Britain,
spactagular prolests against by-pasa highways, led
by gréen activists hut au rw:f by tweedy, conser-
vative country dwellers, forced the govarnment, to
sezap a huge road-bulldk -_pm?'am. In Japen,
Takyo ns‘ilﬁenla surceaded in blocking a noigy new
bypasy sevaral yedrs ago, and they won the rigiht
for noise pallution to be considered when huilding
new roads-for instance, in Kobe, to replace the
roulti-leval strudtures wreeled dn the earthquake
two years Aga.

Seeand, geonomie growth in the 18803 and in the

ast fow yaars has meant that new roads

riefiy rélieve congestion. Suchis the levelof
suppressed demand that new roads attedet even
mare trafic. [t is now widely accepted that pouring
rongrete over large arens of the countrysidein
densely populated cowitries auch g3 Britainand
the Netherlands makes littte sense, Professor Phil
Gogdwin, & transport nist at Univerait,
College, London, and an adviser to the Britiy
fovmm_aem. racantly pointed cut that lack of space

rather than aiy pollution, greenhouse gases or the
cost of road pecidents) mesng that ¢ wilk have
1o be limited.

True, other measvres short of yoad pricing conld
limit traffic alter A faghion, Repulation has been
uged widely. Many Evrgpean cities ban ears from
their central areas, turaing them over to pedestri-
ans, Others such as Rerlin and Bremen promote
enr pooling clubs, 30 that people have acoess to cars
when they veally need them but atherwiss tend to
usge public trandport. Some 200,000 Garmans now
helong to such duha in over 20 ities,  Edinbargh
ity couneil ia lanF to import thia idia into Brit.
ain, and it i3 alsa planning & car-free suburb, where
rasidents can move in only if they agren not to have
their ewn car,

Finally thers is the burgeoning indua‘:?' of trans-
port *{elematics™-baloved of the car industry be-
cause it puts fancy padeets in cars. The ultimate in
road telematics ie 1he atitomated highway that was
demonstrated near San Biege in California this
aummer. Platoons of ¢ars are linked electranically;
transpondars i the vehicles {atk to beacons by the
road which keep them all in Jane and propedy
spaced, allowing the driver to read a book or wateh

he scenery. A more modest version is being tried
out in Europie by Marcodes-Renx, This links sev-
eral lorides fogether with an electronic tow-bar so
that they can travel closer together at higher
spapds, wsing less road all under the control of the
front. boxvy's driver.

ntid such science-fiction stuff becomes a reality,
the veal benelit of telimaticy in that jta technolopies
offer & way te finplément differeniinl road pricing.
At most, the future use of telematics could intrease
road capacity by little more than 10%, and even
then tha costs invobvedl for highway autherities and
for individurls may nat be wortly it. I the end
telematies may prove better suited to rodudng
amddents than to squeezing more {ralfic on to the
roads,

All other formis of traffic demand-management
amount to varislions on command-and-control
policies. Raising fuel duties is a blunt weapon
which unfaivly discriminates ogainst rural motor-
ists, Road pricing is the only method that can
replace razioning-by-queusing with precisely di-
regted charges. Even the most modest fonn of vead
pricing, tolls used for financing the construction of
rpads, can belp provide extra road apace. Ones the
indrastructure of toll stations [s in place, ratsing
chatges st peak peciods, a3 the French have done
on the Al, could be done more widely.




Exhibit 2.6 {Continned)

LIVING WITH THE CAR

‘The Economist, December 6-12, 1997
Now ¢ell it

Persunding motorists that road pricing is good for
them is a task that politicians around the world are
only just beginning to take up, The uza to which
revenues aTa put is arucial in convincing voters that
road pricing muakes sense. Borrawing sgainst
future revenizes allows spending on Better public
transport to be brought forward so as to coincide
with the intreduction of road pricing. The suecess
of Noiway's ity charging schemes = gws that it iz
possible £o persuade voters of the merits if they
approve of the way the revenues arg spent.

Most of thie other ghstacles to road pricing have
been solved by technolegy, or soon will be, Pri-
vacy, the isgue whish foreed the cancellution
of Hong Eong's road-pricing scheme, in pot a
problein if drivers use fre-pur‘.d smart cards to
pay tolls: {emphasis added) ‘Such cards ave al-
ready in use in 15 countries sround the world,
including Austria, France and Spain. The latest
tolling equipment can charge vehiclas an multi-lane
motorways, aven if they switch lanes at high speed.
Rapording of license plates on camera is required
only for velieles which fail to cairy a valid eard.
Vehicles diverting away from tolled youtes on to
minpr Togds are a feora difficuls problem. But the
nse of global positioning sateliites, combined with
in eax recpivars and digital maps, allows vehicles to

rgen wherever they are at rates varying
according to the time of day and degree of zonges-
ton,

From now on politics, not technology, will dictate
the pace of change. Govprmnienits around the world
are still nexvous about the impact of voad pricing.
Bist a5 more and more dtaxginig schemes are im-

ol ted and the banefita of less ted; un-
polluted ronds are felt, attitydes will change. Jn 20
years' ime, when paying for road space will be
regarded og the norm, people will fook back
and wonder why they were evér prepared to
putup with the pollution, noise and paralysis
of today’i cities, lemphasis added)
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Bingapore's Plan

Witk incomes per hend of $23,000, a population of
Jm, and an area of just 650 square kilometers
{admost 12,000 people per square mild], Singapore
is a very rich, very amall conntry. People want to
cruige around in Styte. Their 370,000 cars (plus
310,000 buses, lorries, vans and motorbikes)
teansinte into 220 vehicles tgermaﬂ-ki!omeler. one
of the highest densitied in the werld. 1 nothing
were donp, the result would be endlass jaims,

To curh growth in enr swnership, Siugapore has for
OHINY yeurs sh:’pped I;i&h custins dulies on im-
ported cars and set stiff registration fees and road
tax. In addition, anybody buying a new car must
get a permit; 40,000 new permits ara issued each
year, AL today's xates they cost between $27,000
and §49,000, ’

As well as discouraging car ewaership, the authori-
Yes have lse restricted cay use. For the past 20
years, to enter the contral rostricted zone, covering
about T s«iuare kilometers, drivers have had to
display a license; a similar license roust be shown
on the windsereen on the island's thres express-
ways, 1neach case the tariff is now §2in the
morning peak hoir, falling to $1.30 at ofpeak
flmes, [n 1989 the pank surcharge was extended to
the evening rush-hour. That reduced afternoon
traffic sha_r!]ﬂy (see chart) and raised averags
speeds inside the restricted zone by a fifth. Some

drivers have swilched to offpeak trivel or now
take busss or traing; theough traffic has declined.

From March nest ywar the license aystem will be
automated with stored.value smayt cards. Witha
built-in microprocessor dgg. these can be preloaded
to carry credit of up 1o $150, and can be used for
teanssctions other than Leathic talls, Unlike ot
traditional pay as-you-go toll plazas, the charging
will be done autometically by roeans of microwave
commurication bebwesn an electronic device in the
car (where the smart cai is inserted) and an
overhead gantry, while traffic moves at spéed.

Apart from that advantage, the main difference is
that motorists will b_:ﬁuuréd mare precively
for their actual contribution to traffic conges
Han, Ieméahas:s addedi To avald congasting su

at the end of axpensive peak hours, the suthorities
ma&mubguce a so-ealfled shoulder yricing system,
with a tariff of 32 at 8 pm, $1.50 a1 7 pm and $1 at
& pm. e who pass a ganitry withaut a valid
charge card will havé their number plates snapped
by videa cameras and ba finad. : )

Will this bg the complete answer to Singapora's
traffic problems? The planners think nor. They
ence cansidered a plan to build a network of reads
underground, but in the end it was the plan that
was huried, Now they have shifed their sttention
6 building & world-class miblie transpart system.
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3. HOUSING ELEMENT

HOUSING INVENTORY

Housing Count and Vacancy Characteristics: Table 3.1 shows the basic housing data for
the City of Miami Springs in comparison to Dade County (the Metropolitan Area). The 1990 Mi-
ami Springs non-seasonal vacancy rate of 3.5 percent is lower than the Dade County figure of 8.0
percent. From 1980 to 1990 there was almost no change in the total number of housing units,
decreasing from 5,345 in 1980 to 5,342 in 1990. There is reason to believe that the vacancy rate
declined following Hurricane Andrew due to the displacement of families from South Dade.
However, it is believed that this rate has recently increased as rebuilding efforts ensued in that

part of the County.

Housing Tenure: The 1980 Census of Population and Housing indicated that just over 64 per-
cent of the year round housing units were owner occupied. This was a smaller percent than in
1970, but, still higher Dade County. Table 3.1 shows that over 63 percent of Miami Springs
housing units were owner-oceupied in 1990, substantially more than 54.3 percent for Dade

County.

Housing Type: Table 8.2 contains the distribution among housing types and shows the pre-
dominance of single family structures. Almost 66 percent of the City's units are in single family
detached structures as compared to approximately 40 percent in the County as a whole. In 1990,
there were only two mobile homes or trailers reported to be in the City of Miami Springs, repre-
senting less than a fraction of a percent of the housing distribution. The current distribution of
housing types is about the same as in 1980, reflecting the fact that the housing supply has net
substantially changed since 1980. The 1980 Census of Population and Housing indicated that
single family homes were 66 percent of all housing units, multi family units were 33 percent and
duplex units were 1.4 percent. Multi family units are concentrated primarily along Souith Royal
Poinciana Boulevard and near the City of Miami Golf Course, as they were in 1980.

Age of Housing Stock: Miami Springs was developed during the land boom of the 1920.
There are structures in the City that date back to those days. However, the bulk of the housing
in the City was built between 1940 and 1960. The 1980 Census of Housing indicated that 66.9
percent of the housing units were built during those two decades. Table 3.3 shows the age of the
City of Miami Springs' housing stock. The City of Miami Springs has a larger proportion of its
housing stock that is more than forty years old than does Dade County. Approximately 29 per-
cent of Miami Springs housing is over forty years old while only about 12 percent of Dade's

housing is in the same age range.

Value of Owner-Occupied Housing: Table 3.4 shows the value of the City and County's
housing stock. Ninety percent of the owner-occupied units (2,944) are included in the survey.
The median value of Miami Springs' owner-occupied housing stock is $103,700. This is 22 per-
cent higher than the County median of $85,300. The 1990 U.S. Census reported that 461 of the
City's units were in condominium ownershi p; some of these units are rented and many are sea-
sonal. The 1989 Comprehensive Plan reported median value of owner occupied housing units at
$64,700, only 18 percent higher than the Dade County median of $57,200.

Financial Characteristies: Table 3.5 outlines the monthly housing costs and income charac-
teristics of households living in the City's owner-occupied units and Table 3.6 does the same for
rental units. Over three fourths of the homeowners pay less than 30 percent of their income on
housing, the generally accepted maximum percentage. The cost to income ratio in the City is
slightly higher than the County as a whole. On the rental side, costs are lower, with the rent to
income ratio being 28.3 percent for Miami Springs and 34.2 percent for the County as a whole.
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Mobile Homes: There were two mobile homes or trailers enumerated in Miami Springs by the
1980 U.S. Census.

Historically Significant Housing: A list of the historically significant housing is included in
the list of historic resources displayed on Table 1.4 of the Land Use Element.

HOUSING ANALYSIS

Household Prajections: Table 1.2 in the Future Land Use Element shows the trends and pro-
Jections relative to households. Dade County projects that the population in the City of Miami
Springs will decrease from 13,343 in 1994 to 13,015 in 2005 and eventually 12,646 in 2015,
Based on this Dade County population projection and the 1990 Census enumeration of house-
holds, Table 1.2 projects a proportional decrease in households ranging from 5,123 in 1994 to
4,997 in 2005 and 4,855 in 2015. Table 3.9 shows projections of households by size based on the
total household projection in Table 1.2 and the proportional distribution of households by size
enumerated by the 1990 Census. Approximately one third of the households consist of two per-
sons and another one third consists of households of three and four persons, No major shift in

this pattern is expected.

Housing Needs: Table 3.10 projects housing need by household income range. Approximately
half of the households in the City of Miamii Springs are in the high income range, while about 32
percent are in the low to very low income range, This pattern is not expected to change signifi-
cantly to the year 2015.

Land Reguirements for Housing: No additional land will be needed to accommodate the
projected number of households since it is smaller than the existing number of households.

Housing Needs Expected be Filled by the Private Sector: The private sector has created
every housing unit in the City of Miami Springs. As stated in the 1989 Comprehensive Plan,
“supply meets demand considering the limited amount of vacant land” This observation is both a
tautology and axiom of classical economics, It sidesteps the presumption inherent in 9J-5 that
the public sector should take action to meet those housing “needs” which are in excess of de-
mand, i.e. those “needs” which low and moderate income households cannot afford to fill under
market constraints. Sensibly, the Florida Department of Community Affairs did not try to force
communities such as Miami Springs to actually fill this “need.”

Improving the Private Sector Housing Delivery Process: The private sector housing process
has as its major participants land owners, developers, lenders, contractors and manufacturers.
Lawyers, architects, engineers, surveyors, brokers, title and casualty insurers and...municipal
officials also play a role. The many participants in the housing delivery process usually coordi-
nate with each other very well. Factors of the housing delivery process upon which the public
sector has great influence are: 1) land availability as determine by zoning; 2) substantive and
process development-regulations; and 3)the availability of essential public facilities. The public
sector can facjlitate housing delivery by lenient regulations and aggressive provision of public
services.
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Mobile Homes: There were two mobile homes or trailers enumerated in Miami Springs by the
1890 U.S8. Census.

Historically Significant Housing: A list of the historically significant housing is included in
the list of historic resources displayed on Table 1.4 of the Land Use Element,

HOUSING ANALYSIS

Household Projections; Table 1.2 in the Future Land Use Element shows the trends and pro-
jections relative to households. Dade County projects that the population in the City of Miami
Springs will decrease from 18,348In 1994 to 18,015 in 2005 and eventually 12,646 in 2015,
Based on this Dade County population prejection and the 1990 Census enumeration of house-
holds, Table 1.2 projects a proportional decrease in households ranging from 5,123 in 1994 to
4,997 in 2005 and 4,855 in 2015. Table 3.9 shows projections of households by size based on the
total household projection in Table 1.2 and the proportional distribution of households by size
enumerated by the 1990 Census. Approximately one third of the households consist of two per-
sons and another one third consists of households of three and four persons, No major shift in

this pattern is expected.

Housing Needs: Table 3.10 projects housing need by household income range. Approximately
half of the households in the City of Miami Springs are in the high income range, while about 32
percent are in the low to very low income range. This pattern is not expected to change signifi-
cantly to the year 2015. '

Land Requirements for Housing: No additional land will be needed to accommiodate the
projected number of households since it is smaller than the existing number of households.

Housing Needs Expected be Filled by the Private Sector: The private sector has ereated
every housing unit in the City of Miami Springs. As stated in the 1989 Comprehensive Plan,
“supply meets demand considering the imited amount of vacant land” This observation is both a
tautology and axiom of classical economics. Ii sidesteps the presumption inbierent ity 9J-5 that
the public sector should take action to meet those housing “needs” which are in excess of de-
mand, i.e. those “needs” which low and moderate income households cannot afford to fill under
market constraints. Sensibly, the Florida Department of Community Affairs did not try to force
communities such as Miami Springs to actually fill this “need.”

Improving the Private Sector Housing Delivery Process: The private sector housing process
has as its major participants land owners, developers, lenders, contractors and mamifacturers.
Lawyers, architects, engineers, surveyors, brokers, title and casualty insurers and...municipal
officials also play a role. The many participants in the housing delivery process usually coordi-
nate with each other very well. Factors of the housing delivery process upon which the public
sector has great influence are: 1) land availability as determine by zoning; 2) substantive and
process development regulations; and 8) the availability of essential-public facilities. The public
sector can facilitate housing delivery by lenient regulations and aggressive provision of publie
SEIvVices.
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MEANS FOR ACCOMPLISHMENT (9J-5.010(2)(f)

Provision of Adequate Housing: Rule 9J-5 expects local government comprehensive plans to
indicate how the community will provide adequate housing. Miami Springs municipal govern-
ment can help ensure adequate housing by monitoring the condition of existing housing and by
enacting and enforcing an existing housing maintenance code if determined necessary.

Provision of Low and Moderaie Income Housing: Rule 9J-5 expects local government com-
prehensive plans to indicate how the community will provide adequate low and moderate income
housing. The 1989 Miami Springs Comprehensive Plan states that “there is no need for public
action to generate housing for low and moderate income households.” The following courses of
action were enumerated as having been considered and rejected: 1) housing trust funds for low
interest financing; 2) zoning which requires developers to coristruct housing units for low and
moderate income households; 3) zoning which provides incentives to construet housing units for
low and moderate income households; 4) public land banks; §) more lenient area and bulk zoning
regulations; 6) more lenient building code regulations; 7) impact fee waivers; 8) fast-track devel-
opment order processing; 9) municipal financing of not-for-profit developers; 10) participation in
an area-wide housing finance authority. There is no hard data which clearly indicates the need
or desirability for Miami Springs to pursue any of the above previously rejected approaches.

Elimination of Substendard Housing: The 1989 Housing Element observed that the small
number of substandard homes was not of “pressing concern.” The data and analysis reported
that the City intended to carefully monitor housing conditions and enforce code requirements.
Monitoring housing conditions is an ongoing necessity in a community with an old housing stock

like that in Miami Springs.

Improvement of Housing Aesthetics: Housing aesthetics are regulated with area and bulk
restrictions. No other aesthetic regulations were deemed to be within the appropriate purview of
the City, according to the 1989 Comprehensive Plan Housing Element. There is no hard data
which clearly indicates the need or desirability for Miami Springs to pursue any of the above

previously rejected approaches.

Housing Conservation and Rehabilitation: Conservation and rehabilitation are private
market functions in Miami Springs. The City’s role is limited to setting code standards for

housing maintenance.

Shimberg Center Housing Needs Assessment

State Law: To facilitate the preparation of housing element updates and to focus more on af-
fordable housing, the legislature revised Chapter 163 of the Florida Statutes in 1993, establish-
ing a uniform methodology and data source for housing elements. The revision of the Florida

Statutés states:

To assist local governments in housing data collection and analysis and assure uniform and
consistent infermation regarding the state’s housing needs, the state land planning agency
shall conduct an affordable housing needs assessment for all local jurisdictions on a schedule
that coordinates the implementation of the needs assessment with the evaluation and ap-
praisal reports required by s. 163.3191. Each local government shall utilize the data and
analysis from the needs assessment as one basis for the housing element of its local compre-
hensive plan. The agency shall allow a local government the option to perform its own needs
assessment, if it uses the methodology established by rule. (Ch. 163.3171 (8) () 2. ¥.S. 1993}
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To belp prepare the methodology for the affordable housing needs assessment, the Florida De-
partment of Community Affairs contracted with the Shimberg Center for Affordable Housing at
the University of Florida, in June 1995. The charge in developing the methodology was to base it
on readily available statewide data sources, provide flexibility, and allow for the inclusion of lo-
cally generated data. A single methodology was nesded that could be used in cities below 2,500
population and in unincorporated areas of counties, as well as in cities such as Miami and

Tampa.

Housing Inventory: The first step in the Shimberg methodology is to assess the existing hous-
ing inventory, using inventory data from the most recent decennial Census (iri our case, 1890),
The inventory, or supply side analysis, includes: total housing inventory (the total number of
occupied and vacant units); housing units by type (single family, multi-family, mobile home);
housing units by tenure (owned or rented); rental housing units by gross rent levels; owner
housing units by value ranges; housing by age of unit; monthly costs of owner-occupied housing
units; rental housing distributed by rent-to-income ratios for households at different income lev-
els; owner housing distributed by ¢ost-fo-income ratios for households at different income levels.

Housirng Demand: The second step in the Shimberg methodology is to estimate and praject
housing demand expressed as households by tenure, by size, and by income. Demand includes
the projected total demand for housing units and also the projected demand for units by type,
tenure, cost and rent ranges, and size of household, and for the elderly.

Housing Need: The third step in the Shimberg methodology is to estimate and project the need
for housing net of the estimated and projected demand for units against the updated supply. The
ultimate result of the analysis is the distribution of the need for housing units, by household in-
come and by value or rent of units. For each income range, a range of affordable house prices
and of affordable rents is calculated. For each range, the numbers of owner and of renter house-
holds are estimated and projected for 1995, 2000, 2005, and 2010. The number of housing units
in each value or rent range in 1995 is also calculated. The preliminary surplus/deficit of units in
each income range each year is therefore reported as the difference between the number of
households whose maximum affordable unit is in that range and the number of 1995 housing

units, by rent or price, in that range.

Sources of Error: The methodology for affordable housing needs assessment provides popula-
tion estimates and projections, but these may not be the same as the projections the local gov-
ernment uses throughout its plan. For areas that grew rapidly during the base period, projection
errors tend to be greater when the exponential technique is used. The shift and share techniques
are less appropriate for areas that lost population during the base period, as they produce nega-
tive projections for areas whose population decline may have resulted from a unique event. Ac-
curacy is compromised if the methodology is used for very long-term population projections.
Studies have commonly found that projection errors tend to increase with the length of the time
horizon. The estimates and projections are largely based on a community’s corrent needs and
past trends, so they take no account of fair share criteria for allocating regional housing needs
across communities. The assessment does not create a schedule for removing substandard units
from the housing inventory, The Census data generally show a very low rate of unit inadequacy
and are heavily influenced by the definition of overcrowded.

Treatment of Existing Assisted Housing Unifs: Tenants occupying public housing and other
subsidized units for which there is no market rent are assumed to report the actual rent that
they pay, so those units are reflected in the data. Tenants receiving Section 8 or other assistance
to meet the market rent for their units should, theoretically, report the total or market rent, not
the portion that they pay. Therefore, Section 8 and related units are not reflected in the data
reported. The demand-side assistance column in the table provides a place for the jurisdiction to
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enter any tenant subsidy assistance provided with federal, state or local funds. (One basis for
this mumber is the subsidized housing inventory reported earlier.) Similarly, the supply-side as-
sistance column records housing units that have received construction or rehabilitation subsidies
bringing in rents lower than the market rent specified to a tenant, or that have lowered the cost

to a homeowner below the market value of a unit.

Affordability Tables: The final affordability tables which result from the Shimberg methodol-
ogy are structured to show the housing units available in 1995 distributed by price or by rent,

and the households in 1985, 2000, 2005 and 2010 distributed by income. The tables array units
and households so that the number of units affordable in a given income range can be compared
o the number of households in that income range. The surpluses or the deficits of units afford-
able in each income range are then calculated. These tables are the culmination of the analysis.

Shimberg and DCA Observations: Analysts at the Shimberg Center and the Florida Depart-
ment of Community Affairs have published observations that they believe are important in con-
sidering the utility of the Shimberg Estimates. Some of these observations are quoted below:

First, the affordability analysis may over-estimate the number of owner households with af-
fordability problems. The analysis assumes that households are moving into a housing unif
today and paying today’s price. Thus, the method does not account for long texrm residents
who have paid off a mortgage or who have a lower monthly payment than they would if
buying the house new today. In addition, households wealthy enough to buy a house with a
substantial down payment are not reflected in the income statistics. As households age, they
accumulate equity and may be less likely to move; the changing age distribution is another
potentially important indicator of home buying capability that is not incorporated in the
model. Finally, some have argued that the factor used to convert income into an affordable
housing price, 2.11, is too low and should be larger, for example, 2.5 or 3.0.

Second, the analysis uses the HUD standard that a household paying more than 30 percent
of itk income for housing has a housing affordability problem. However, households may
choose to pay more than 80 percent of their income for housing rather than to live in one of
the units that costs less; in other words, they may undertake to buy or rent homes out of --
their price or rent ranges as these are shown in the table. Such households have an affor-
dability problem as defined by the standard, yet their situation may not call for a public pol-

icy response.

Third, the construction of the table, with affordability based on the highest income in the
range and the corresponding highest price or rent, may distort the number of households
with affordability problems to the extent that the distribution of households differs from the
distribution of units, particularly in the lowest income ranges with income increments of
$5,000. Further, the table does not aceount for household size, which is an important issue
in pairing households to rental units. Our expectation is that larger units in general have
higher rents than smaller units, so that large households must pay more for a unit. (One
method to assess this situation is to examine the extent of overcrowding in the jurisdiction.)
Depending on the specific situation, an overcount or undercount may result. Information we
have received suggests that in a number of communities, there is an undercount of the renter
" households that have trouble finding affordable housing,

Fourth, the distribution of units by price or rent includes all housing units, and thus sub-
standard ones. In some jurisdictions, the prevalence of substandard units may be a larger
problem than affordability (i.e. the affordable units may be substandard). The affordability
table does not now reflect that possibility.

The most salient issue is the desire by communities to have a single number designate the

housing need in a given year. The affordability tables vield a number, but it is subject to the
caveats described above. Our preference would be for communities to think of the data being
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provided as available for local manipulation and interpretation; in other words, the data con-
stitute a ool to be used as one component in preparing a jurisdiction’s housing element, but
in concert with local definitions and understanding of housing issues. It is virtually impossi-
ble to reach a single number of housing need, because that number is subject to the defini-
tions employed and the methods used to derive it; any of several approaches might be

taken.'®

Shimberg Centeér Findings for Miami Springs

Tables 3.12 shows that the Shimberg Center sees a 1995 surplus of housing units for owner-
households with an income between $37,000 and $75,000, and a surplus of units for renter-
households with an income between $12,500 and $27,500. The Shimberg Center sees a 1995
shortage of housing units for owner-houssholds with an income up to $37,000 and a shortage of
units for renter-households with an ineome up to $12,500. The Shimberg Center methodology
projects these surpluses and shortages as holding virtually steady through the year 2010.

Table 3.18 shows that the Shimberg Center sees a 1695 cumulative deficit of 671 housing units
for owner-households with incomes up to 80 percent of median. The Shimberg Center sees a
1995 cumulative shortage of 335 housing units for renter-households with incomes up to 50 per-
cent of median. However, the Shimberg Center sees a cumulative surplus of 309 housing units
for renter households with incomes up to eighty percent of median. This signifies that the sur-
plus of units for households in the fifty to eighty percent of median income category is 644 units.
The Shimberg Center methodology projects these surpluses and shortages as holding virtually
steady through the year 2010. The 671 shortage of 6wner-type units for honseholds with in-
comes of up to 80 percent of median income represents about 20 percent of the total number of
owner-occupied units in Miami Springs. The 335 shortage of renter-type units for households
with incomes of up to 50 percent of median income rapresents about 18 percent of the renter-

occupied units.

Addre'ssing the Needs of Very Low Income Households

The 1989 comprehensive plan for Miami Spring was required to address the needs of low and
moderate income households. Because of a subsequent change in Florida statutory and adminis-
trative code law, the de novo comprehensive plan adopted on first reading on June 23, 1996 is
required to also address the needs of very low income households. Providing housing for more
than a small percentage of the very low income households is not within the realm of real possi-
bility for any municipality in Dade County, or elsewhere. Planning studies for other communi-
ties have noted this. For example, the 1995 City of Miami Beach Consolidated [Housing] Plan
draft indicated that in 1990 there were 12,365 extremely low income households in the City and
only 8,425 apartments affordable to them. It is impossible to imagine a transfer of wealth that
could be carried out at the federal, state or local level that would prove adequate housing for very
low-income housebolds. The 1995 Miami Beach Consolidated Plan states “To cover this Consoli-
dated Plans’ three year timeframe for the 0-80% of median income renter households, an esti-
mated $32.8 million in rental assistance is needed...per year with almost $36 million needed to
repair all of the substandard or overcrowded units.” The Miami Beach Consolidated Plan goes

on to note that,

Both federal and state assisted construction/rehab-efforts for rental housing fail to serve this
income group successfully. This lack of suceess is due in large part to the failure to collect
enough rent from developments targeted to those 80% or below to even cover operating
costs....The City will continue to support efforts to assist these households, but recognizes
that the sheer costs of addressing the numbers of households in need is beyond its resources.

BMNoll, Paul F; O'Dell, William; Smith, Mare T.; and Sullivan, James. “Florida's Affordable Housing Needs Assessment
Methodology,” APA Journel, Velume 63, Number 4, Antumn 1987, pages 505-506.
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Table 3.1 _
Housing Unit Count and Tenure, 1996

Miami Springs
Tnits Percent Uanits

"Potal Number of Units 5,342 100.0 771,288
Vacant Seasonal : 63 12 19,062
Year Round Housing 5,279 98.8 752,226
Vacant Year Round Housing 185 85 59,871
Occupied Housing Units 5,004 054 692,355
Owner-Occupied Housing Units 3,287 83.5 875,912
Renter-Occupied Housing Units 1,887 365 316,443
Source: U.8. Census Bureau, CH-2-11 Detailed Housing Characleristics, 1890.
Table 3.2
Type of Housing Units, 1990

Miami Springs

Units Percent Units

Single Family Detached 3,520 65.9 311,519
Single Family Attached 896 18 74,453
Duplex 66 1.2 92,444
Multifamily ‘ 1,608 30.1 333,598
Mobile Home or Trailer 2 t] 18,543
QOther 50 1.0 10,731
Total 5,342 100.0 771,288
Source: U.8. Census Bureau, CH-1-11 General Housing Characteristics, 1990,
Table 3.3
Age of Housing Stock, 1990

Miami Springs
Year Structure was Built Units Percent Units
1989 to March 1990 - - 21,401
1985 to 1988 89 17 67,801
1980 to 1984 176 3.3 B1,631
1970 to 1979 392 7.3 210,085
1960 to 1969 1,176 22.0 147,084
1950 to 1959 1,976 317.0 148,133
1940 to 1949 1,204 22.5 57,897
1939 or earlier 329 8.2 37,266
Total _ 5,342 100.0 771,288

Source: U.S. Census Bureau, CH-2-11 Detailed Housing Characteristics, 1990,
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Dade County
Percent

100.0
2.5
91.56
7.8
B9.8

54.3
45.7

Dade County
Percent

40.4
9.7

Dade County
Percent

28
8.8
10.6
27.2
18.1
19.2
7.5
4.8

100.0



Table 3.4

Value of Owneér-Occupied Housing Units, 1990

Value Range i Units
Less than $50,000 34
$50,000 - $99,999 1,337
$100,000 -~ $149,999 1,141
$150,000 - $199,999 318
$200,000 - $299,999 a1
$300,000.0r more 23
Total Reporting 2,944

Source: U.8. Census Bureau, CH-1-11 General Housing Characteristics; 1990,

Miami Springs
Percent

1.2
45.4
38.8
10.8

3.1

0.7

100.0

Units

28,870
154,185
52,723
18,764
13,841
11,905

275,298

Dade County
Percent

8.7
56.0
19.2

6.8

5.0

4.3

100.0

Financial Characteristics of Households in Owner-Occupied Units, 1990

Table 3.5
* Dnits
Specified Owner-Occupied

Housing Units 4,000
Median Income $40,875
With a Mortgage 2,030
Median Monthly Cost $892
Cost-Income Ratio NA
Not Mortgaged 979
‘Median Monthly Cost $303
Cost-Income Ratic NA
Monthly Owrner-Occupied Housing Costs
As a Percentage of Income:
Less than 20 Percent 1,514
20 - 29 Percent ] 150
30 - 84 Percent 148
35 Percent or More 563
TFotal Households Reporting 2,976

Miami Springs

Percent

100.0
NA

67.5
NA
26.2

32.8
NA
8.9

50.2
25.2
B50:.0
18.9

100.0

Units

281,713

$36,917

223,902
$796
NA

57,811
$241
NA

132,179
68,732
-19,063
59,089

279,033

Dade County
Percent

100.0
NA

79.5
Na
259

20.5
NA
7.8

47.4
24.6

6.8
21.2

100.0

Note: Not all households reported their income. Cost-incorme ratio is based on median cost and median income

Source: U.S. Census Bureau, CH-2-11 Detailed Housing Characteristics, 1990,
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Table 3.6
Financial Characteristics of Households in Renter-Occupied Housing, 1990

' Miami Springs _ Dade County
Gross Rent Units Percernt Units Percent
Renter-Occupied Units 1,857 100.0 314,632 100.0
Less than $250 Per Month 25 14 38,816 10.8
$250 - $499980 517 124,557 39.%
$500 - $749685 36.9 111,401 354
$750 - $899131 71 25,363 81
$1,000 or more 24 13 12,817 4.1
No Cash Rent 32 1.7 6,678 2.1
Median Rent $492 NA $493 NA
Median Income $20,866 NA $17,305 NA
Reni-Income Ratio Na 28.3 NA 34.2
Gross Rent As a Percentage
of Tncome:

Less than 20 Percent 517 27.8 65,707 20.9
20 - 24 Percent 237 12.8 39,843 187
25 - 29 Pereent 162 8.7 85,962 114
80 - 84 Percent 198 10.4 28,636 9.1
35 Percent or More 663 35.7 127,383 40.5
Not Computed : 85 4.6 17,101 5.4
Total Households Reporting 1,857 100.0 314,632 100.0

Note: Rent-income ratio is based on median rent and median income,

Source: U.S. Census Bureau, CH-2-11 Detailed Housing Characteristies, 1990.

FTable 3.7 :
Building Permit Activity Since 1990
Miami Springs
Year Permit Type Units
1950 Single Family 5
Multifamily )
1991 Single Family 5
Multifamily 0
1992 Single Family 3
Multifamily 0
1998 Single Family 2
Multifamily 11
1994 Single Family 4 )
Maultifamily 0
Tetal Permits 30

Source: University of Florida, Bureaw of Economic and Business Research, "Building Permit Activity in Florida - Final
Report," 1990, 1991, 1992, 1993, 1894.
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Table 3.8

Internal Condition of Housing Stock Summary, 1990

Condition

Lacking Complete Plumbing
for owm use

Lacking Complete Kitchen
Facilities

Overcrowded (more than 1
PErson per-room)

Lacking Céntral Heating

Total Housing Units

Miami Springs
Units Percent
110 2.8
48 1.2
586 152
* *
8,918 100.0

Dade County
Units Percent
6,017 0.8
6,899 0.9
16.3 125,870
* *
771,288 100.0

Note: Items marked by an asterisks (*) were not available in the 1990 Census nor other publications consulted.

Sources: U.8. Census Bureau, CH-1-11 General Housing Characteristics, 1990, U.S, Ceénsus Burean, CH-2-11 Detailed

Housing Characteristics, 1990.

Table 8.9

Projections of Households by Size

Miami Springs

Persons Per

Household 1990

1 | 1,344 1
2 1,660 1
3 and 4 1,595 1)
5 or more . 495 b
Total . 5,004 L))

1594

1,383
1,670
1,608

487

5,123 2)

2000

1,332
1,644
1,578

489

5,043 2

2005

1,318
1,629
1,564

-4.85

4,997 2

2010

1,308
1,600
1,545

478

4,935 2)

2015

1,282
1,583
1,520

470

4,855 2)

Sources: (1) 11.5. Censis Bureau, CH-1-11 General Housing Charactesistics, 1980. (2) Table 1.9, Household size dis-
tribution for 1994 through 2015 based on projection of households from Table 1.2 and 1990 size distribution,
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Table 3.10 _ _
Projections of Households by Income Category

Miaini Springs
Ineome Group 1950 1994 2000 2005 2010 2015
Very Low Income

Less than $13,455 © 810 818 802 795 785 T8
Low Income _

$13,456 - $21,527 815 819 808 798 789 776
Moderate Incomse ‘

$21,528 - $25,564 344 346 341 338 334 328
Middle Income

$25,565 - $32,290 575 578 589 b64 B5T 548
High Income :

$32,291 and over 2,550 2,565 2,525 2,501 2,470 2,431
Total Households 5004 1 5123 D 5048 D 4907 D 49351 4855 U

Sources: 1) Table 1.2
Methodology: The income categories in this table are defined by HUD as follows:

Very Low Income 0 - 50 percent of County median
Low Income 51 - 80 percent of County median
Moderate Income 81 - §5 percent of County median
Middle Income . 86 - 120 percent of County median
High Income 121 percent and over of County median

According to CPH-5:11, Table 9, the 1990 Dade County median household income was $26,909. Multiplying this median
by the income category definitions given abeve results in the following definition of income catagories for Dade County:

Very Low Income Fess than $13,456
Low Income $13,456 - §23,527
Moderate Income $21,528 - $26,564
Middle Income $25.565 - $32,290
High Income $32,291 and over

Table 82 from CH-2-11 gives the number of households in various income ranges which are different from those above. -
The number of houséholds in each of the above income ranges can be interpolated from the ranges given in CH-2-11, Ta-
ble 82, The interpolation produces the following distribution:

Income Category Households Percentage
Very Low Income 810 15.91
Low Income 815 15.98%
Moderate Income 344 B.76
Middle Income &5 11.28
High Income 2,850 50.06
Total Households 5,094 100.00
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4. SANITARY SEWER, SOLID WASTE, DRATNAGE, POTABLE WATER
and NATURAL GROUNDWATER AQUIFER RECHARGE ELEMENT

SANITARY SEWER SERVICE
Provision of Sewer Service

The Miami Dade Water and Sewer Authority (WASA) processes sanitary wastes generated in
Miami Springs. The wastes are collected from individual properties in Miami Springs by a col-
lection system owned and maintained by the City of Miami Springs. The Miami Springs collec-
tion system serves the entire City. It also serves 12 homes and 22 commereial accounts in Vir-
ginia Gardens and the Baker Aviation School, which is on Le Jeune Road sonth of N'W. 36th
Street in unincorporated Dade County, but which is surrounded on three sides by properties in-

corporated into Miami Springs.

The City collection system is connected to a WASA interceptor at N.W, 20th Street. According to
the 1989 Comprehensive Plan, the City collection system was upgraded in 1975 with a 14.6 mil-
lion dellar revenue bond. This upgrade gave the collection system a three million gallon capac-
ity. This three million gallon capacity accommodated 1989 demand and provided about a one
million gallon surplus. The surplus accommodated the expansion of the service area attendant
to the 1984 annexation of land south of 36th Street and it was expected fo be able to accommo-
date any increase in development intensity foreseeable under 1989 development regulations.

Post, Buckley Schuh & Jernigan, Inc. has prepared a Manifolding of Pumping Stations Wastewa-
ter System study, dated May of 1995, The purpose of the study was to obtain preliminary cost
figures for improvements to the wastewater system and provide an overall plan to modernize the
system with new equipment, instead of only replacing failing elements and making emergency
. repairs. The study noted that the existing system was built in the 1970 and that most of the
pumping stations have obsolete equipment. The study also noted that the existing system is a
repump system. A repump system is one in which a pump station receives wastewater from a
contributing area by gravity sewer lines and then pumps the wastewater into an adjacent sub-
system. The receiving sub-system “repumps” the received wastewater into another sub-system
along with the waste water which has been collected by gravity from its own area. In arepump
system, if a pump fails the failure affects its own gravity serviee area plus all the gravity service
areas the sewage from which it is designed to repump. The study proposed that the system be
converted to a manifolded system. In a manifolded system, each pump station pumps its con-
tributing flow into a continuous discharge pipeline (force main) which collects the flows from
each pumping station and no flow is repumped. Ifa pump station fails the gravity area served
by that station is the only area affected by the failure. The study evaluated eight options and
recommended one projected to cost $1,553,300.

Sewer Generation and Trecitment Capacity Reported in 1989

The 1989 plan identified three WASA sewage treatment plants: the North District Plant, the
Central District Plant (Virginia Key) and the South District Plant. The plan reported that all
three were available to process Miami Springs wastes. Together these plants had a 1988 capac-
ity of 276 million gallons per day (MGD). According to the 1989 plan, these plants were operat-
ing at 86 percent of capacity, i.e. 234 million gallons per day. (However, the 1995 Dade County
EAR indicated that the plants were operating at about capacity in 1988.) The three plants were
expected to increase their combined capacity to 414 MGD by 1993 and to 450 MGD by 1998.

The 1989 Sanitary Sewer Element reported sanitary “waste generated by City” at 1.2 MGD in
1988. This amounted to 86 gallons per capita per day based on a population of 13,949, Dade
County generated sewage waste at the rate of 181 gallons per capita per day in 1988, according
to Dade County’s 1995 EAR. The Miami Springs plans did not indicate the source of its local
sewage generation estimate of 1.2 million gallons per day. 1t did say that sewage generation was
estimated based on 10 gallons per capita per day (at page 5.4), but such a factor is inconsistent
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with the experience of Dade County as a whole and with commonly published per household con-
sumption figures.

Miami Springs’ 1989 Sanitary Sewer Element said that Miami Springs’ 1.2 MGD of sewage
waste amounted to 0.01 percent of the 276 million gallon per day capacity of Dade County’s three
treatment plants; however, 1.2 million gallons is actually 0.4 percent, of a 276 million gallon ca-
pacity. Miami Springs’ sewage generation for 1998 was projected as 1.3 MGD which was ex-
pected to be 0.28 percent of the 450 MGD capacity projected for 1998.

Current and Projected Sewer Generation

The 1994 capacity of the three Dade County treatment facilities was 298-318 million gallons per
day (MGD) according to Table VII-9 of the 1995 Dade County Infrastructure Element EAR. The
Dade County EAR projected the 1995 capacity to be 353 million gallons per day. Miami Springs
customers generated 892,217,700 gallons of sewage in FY 1994. This amounted to 2.44 million
gallons of sewage per day for all Miami Springs customers and 183 gallons per capita per day
based on a 1994 population of 18,343. Miami Springs’ 2.44 million gallons per day of sewage
generation amounted to eight-tenths of one percent of the 318 million gallon Metropolitan Dade
County plant capacity. Miami Springs’ sewage generation for 2005 is projected to be about the
same 2.44 MGD as in 1994, which will be six-tenths of one percent of the 380,5 MGD capacity
projected for 2005 and seven-tenths of one percent of the 331.6 MGD minimum capacity called
for in Table VII-12 of the 1995 Dade County Infrastructure EAR.

1998 Miami Springs Sewer System Bvaluation Survey

Post, Buckley, Schuh & Jernigan, Inc. has prepared a Sewer System Evaluation Survey (SSES),
dated March, 1998. The consultant summarized the findings of the survey as follows:

The City discharges an average of 4,190 gpm {"gpm” = gallons per minute) of untreated
wastewater flow to the Miami-Dade Water and Sewer Department (“MDWASD?”) for treat-
ment and disposal. Of this amount, 1,105 gpm is actual sewage flow. The remainder (3,085
gpm) reasonably represents the total infiltration and inflow (“I/1”) into the City’s sewer sys-
ter. This amount of I/l costs the City approximately $2.75 million annually in electrical and
MDWASD treatment and disposal expenses.

The City desires o make repairs to its sewer collection and transmission system in order to
mitigate Il and thus save money associated with transporting and disposing of this addi-

tional flow.

The City has recently addressed and mitigated 578 gpm of this I/ (i.e. 578 gpm of the 3,085
gpr has been resolved). Based upon our cost benefit analysis, we recommend spending
$1.75 million on Il repairs and additional I/l investigations as soon as practicable to address

an additional 1,301 gpm of I/I as follows:

Sleeve 98 Lines $1,175,450
4 Point Repairs 29,000
268 Lateral Repairs 75,040
Television Inspections 138,843
Engineering 40,000
Contingency (20%) 291,667
Total $1,750,000
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These repairs are estimated to take approximately six months from start to completion.

These repairs will result in a significatn reduction of VI into the City’s sewer system which will,
in turn, result in lower operating (including, for example, electrical costs) and MDWASD sewer-
age treatment and disposal expenses. PBS&.J estimates these savings will be in the following
amounts (expressed in nominal dollar amounts compared to the eonstant-historical I/I bench-
mark of 3,085 gpm) during the following fiscal years ending September 30:

Savings from

Reduction in I/
Fiscal Year vs. 3,085 gpm
1998-19991%* $1,003,342
1999-2000 899,510
2000-2001 792,995
2001-2002 683,663
2002-2003 571,372
2003-2004 455,975
2004-2005 337,317
2005-2006 215,284
20086-2007 89,556
Total . $5,048,964

We also prepared an analysis of the potential result of not mitigating any of the 8,085 gpm of I/,
whatsocever. If the repairs to the sewer system are not performed and the current level of I/1 is,
in turn, not reduced, then the sewer system will continue to deferiorate and the magmitude of I/
will likely continue to increase in the future. We estimate that the economic difference between
doing the recommended I repairs now versus doing no I/] repairs whatsoever {expressed in
nomainal dollar amounts compared to future U1 costs if the 1 repairs are not done) is as follows:

Loss of Savings

If No Repairs
Fiscal Year Are Made
1998-1999* $1,140,619
19992000 1,180,927
2000-2001 1,225,759
2002-2008 1,329,912
2008-2004 1,389,718
2004-2005 1,455,023
2005-2006 1,526,102
2008-2007 1,603,244
Total $12,126,646

We have attached, as Exhibit A, our analy
no I/ repairs whatsoever. Please see E

sis of doing the I/ repairs outlined above versus doing
xhibit A for more detailed information regarding the two

tables presented immediately above.

PBS& also recommends that the City spend $200,000 each vear in ongoing sewer system inves-
tigation, rehabilitation, and maintenance to minimize future, potential Ul problems. The savings

18 Assuming the I/l repairs are fully implemented by October, 1998, which is the first day of fiscal year 1998/1999.
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outlined in both charts on Page 2 herein above will be reduced by this $200,000 per year expen-
diture,

Additionally, PBS&J recommends that the City perform the force main manifolding improve-
ments outlined in the 1995 report prepared by PBS&J at this time. The total estimated cost of
the manifolding project, including the new force mains, pump station upgrades, engineering and
contingency is $1.8 million.

If the City wishes to issue municipal bonds to implement these improvements, the following is
the aggregate amount of money required to perform the work:

1/I Repairs $1.75 million

Force Main Manifolding 1.80 million

Total Expenditure $3.55 million
POTABLE WATER

Provision of Potable Waler

The Miami Dade Water and Sewer Authority (WASA) provides potable water for Miami Springs.
The water was provided to individual properties in Miami Springs by a distribution system
ovned and maintained by the City of Miami Springs. The City distribution system is connected
to a WASA main. The City distribution system was upgraded prior to 1989 to correct fire flow
deficiencies in the area from Curtiss Parkway to Le Jeune Road between N.W. 36th Street and
Qakwood Drive. The 1989 Comprehensive Plan, noted that the “Public Works Department
is...engaged in replacing outdated two-inch water supply lines with four-inch lines.” This was
being done on an ad hoc basis as new development provided opportunities and in response to
specific problems. This process is ongoing as of 1995, The City’s water distribution system sup-
plies 12 homes in Virginia Gardens and all of the City north of N.W. 86th Street, i.e. it does not
extend to the area east of Le Jeune Road and south of N.W. 36 Street. This excluded area is the

area that was annexed in 1984, . .

WASA's nearby Hialeah and John Preston Water Treatment Plants are providers of water to Mi-
ami Springs. In 1989, these plants together had a capacity of 190 million galions per day (MGD).
They were expected to increase their capacity to 200 MGD by 1998. The Hialeah and Preston
plants were served by 55 on-site wells and 45 wells at the Northwest Wellfield site, As of 1989,
the South Florida Water Management District had approved withdrawal allocations of 150 MGD
from the on-site wells and 216 MGD from the Northwest Wellfield site. However, contamination
at the Hialeah and Preston wells resulted in limits on the amount of their water that could be
used. In 1987 only 10 MGD could be used from the Hialeah/Preston wells. This was mixed with
148 MGD from the Northwest Wellfield to achieve a blend that did not exceed acceptable levels

of contaminants.

Potable Water Consumption and Treatment Capacity Reported in 1989

The 1989 Potable Water Element reported “water used by City” at 1.2 million gallons per day in
1988. This amounted to 86 gallons per capita per day based on a population of 13,949, Dade
County water at the rate of 198 gallons per capita per day in 1988, according to Dade County’s
1995 EAR. The Miami Springs 1989 Potable Water Element did not indicate the source of its
water use estimate of 1.2 million gallons per day.

Miami Springs’ 1989 Potable Water Element said that the 1.2 million gallons of potable water

used by the City amounted to 0.01 percent of the 190 million gallon per day capacity of Dade
County’s Hialeah and John Preston treatment plants; however, 1.2 million gallons is actually 0.6

88



percent of a 190 million gallon capacity. Miami Springs’ water use for 1998 was projected as 1.3
MGD which was expected to be 0.65 percent of the 200 MGD capacity projected for 1998, Miami
Springs’ water use for 1998 was projected as 1.8 MGD which was expected to be 0.65 percent of

the 200 MGD capacity projected for 1998.

Current and Projected Potable Water Consumption

There is adequate potable water capacity for current population and certainly for the future
population, which is expected to be less than the current population, The Miami Dade Water
and Sewer Authority (WASA) provides potable water for Miami Springs. The water was distrib-
uted to individual properties by a system owned and maintained by the City of Miami Springs.
WASA's nearby Hialeah and John Preston Water Treatment Plants are the providers for Miami
Springs. These plants had a 1994 capacity of 225 million gallons per day (MGD) according to
Table VII-8 of Dade County’s 1995 Infrastructure EAR. The Dade County 1995 EAR does not
give a projected capacity for the Hialeah-Preston Plants, but it projects overall water system ca-
pacity to increase by about 25 percent between 1995 and 2005 from 421 MGD to 501 MGD. Mi-
ami Springs used 1,128,849,216 gallons of potable water in FY 1994, This amounts to 8.09 mil-
lion gallons per day and 232 gallons per capita per day based on a 1994 population of 18,343.
Miami Springs’ 3.09 million gallons per day of water consumption amounted to 1.4 percent of the
225 million gallon plant capacity. Miami Springs’ water consumption for 2005 is projected to be
about the same 3.09 MGD as in 1994, which will be six-tenths of one percent of the 501 MGD to-
tal system capacity projected for 2005 in Table VII-10 of the 1995 Dade County Infrastructure
EAR. The City’s 232 gallons per capita per day is high in comparison with surrounding commu-
nities according to the Florida Department of Community Affairs Objections, Recommendations
and Comments Report on the June 23. 1997 first reading version of the City’s de novo compre-
hensive plan. If this comment is correct, the reason may be due to the proportion of hotels and
other non-residential land uses in the City which consume water, but do not add permanent
population. It is expected that the City will likely have as many or more hotels in the future.

SOLID WASTE

Sanitation collection services are provided on a bi-weekly basis by the Miami Springs Public
Works Department. Waste is transported to the Dade County controlled 58th Street Resource
Recovery Plant which incinerates and recycles the solid waste. The burning process generates
electricity. The 58th Street Plant serves the highly populated areas of north and central Dade
County, including Miami, Miami Beach and Hialeah.,

County wide, just under 9 pounds per person per day were generated in 1990 according to data
in Tables VII-15 and VII-16 of Dade County’s 1995 EAR. Generation comes from households,
businesses, institutions and other uses. The 9 pounds per person per day rate averages all of
these sources. Many communities which do not have major business, institutional and other non
residential sources generate rates substantially below 9 pounds per person per day. Rates of 5 or
6 pounds per person per day are common. According to tipping figures provided by the Miami
Springs Public Works Department, Miami Springs generates less than 4.5 pounds per person per
day. This figure is supported by data reported in a 1994 Water, Wastewdter and Solid Waste
Rate Study prepared for the City of Miami Springs by Hartman & Associates.

The level-of-service standard established in the 1988 Dade County Comprehensive Plan was a
five year capacity based on a total waste generation of 7 pounds per person per day. The Dade
County 1995 EAR recognized that: 1) per person generation rates were changing based on new
Florida statutory requirements, and 2) some communities previously served by Dade County
would obtain solid waste disposal on the private market. Accordingly, the 1995 Dade County
EAR observed that a new solid waste level of service standard should be set. It did not recom-
mend what that standard should be. Planners at the Florida Department of Community Affairs
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have indicated to the author of this report that communities should assure adequate solid waste
disposal eapacity for the planning period.

DRAINAGE

General Background

Observations of Miami Springs City Officials as of 1989: The 1989 Comprehensive Plan
noted that areas adjacent to Westward Drive from Morningside to the Circle were on positive
drainage systems. Other areas were drained by French drains and injection wells which served
specific basing. As of 1989, it was City policy that new drainage facilities be of the infiltration
type rather than the positive drain type. In addition, it was City policy to replace positive drains
into lakes with infiltration facilities. The 1989 Comprehensive Plan observed that “With the use
of infiltration pits, pollutants are partially removed by natural soil filtration processes.” In 1989,
public and private drainage facilities in Miami Springs were believed to be adequate, with the
exception of a few small scattered areas which experience temporary flooding during severe
storm events. Since the City was (and is) largely developed, it was anticipated that the drainage
system existing in 1989 would be adequate to serve the City’s drainage needs during the plan-

ning period.

Findings and Observations of the Dade County EAR: The 1995 Dade County EAR noted
that the 1988 Metropolitan Dade County Conservation; Aquifer Recharge and Drainage Element
Support Components included a Figure 18 entitled “Flood Prone Zones.” This map was based
upon the professional “judgment “of staff from the South Florida Water Management District,
the Dade County Public Works Department and Dade County’s Department of Environmental
Resource Management. Flood prone zones were delineated based on the fact that many of the
older drainage canals had been designed for 100 year floods at a time when there was much less
urbanization in their drainage basing than at the present time.

DERM Study of 5-Year Criteria in 25-Year Storm: In 1994, the staff of the Dade County De-
partment of Environmental Resource Management produced a study to determine how well the
“current one in five year criterion works during a twenty-five year storm.” The study evaluated
how well an on site drainage system designed to accommodate six inches of rainfall in 24 hours
would operate with nine inches of rainfall in 24 hours. The study concluded that there would be
75 minutes of ponding on site during the 25 year storm, but that adeguate flood protection would
be provided during the 25 year storm. However, 0.23 acre feet of stormwater would overflow
from a “typical” developed single family house lot during the first 24 hours of the 25 year storm.
This water would flow into the secondary and primary canal drainage systems, and ultimately

into coastal waters.

Design Capacity and Required Level of Service: The Florida Department of Environmental
Regulations (DER) stormwater rule (Chapter 17-25 FAC) requires the detention of the first one
inch of rainfall. DER has delegated stormwater permit responsibility to the South Florida Water
Management District (SFWMD) which in turn delegated it to the County Department of Envi-
ronmental Resources Management (DERM). DERM has a more restrictive policy of requiring
full retention if feasible; otherwise the one inch rule applies.

NPDES Study: In order to identify storm water needs, some cities in Dade are currently par-
ticipating in an ongoing Storm Water System Improvements Master Plan study. This study is
being carried out in coordination with DERM's efforts to prepare all required documentation to
meet the NPDES permitting requirements of the Environmental Protection Agency as artieu-
lated in Chapter 24 of the Dade County Code and Chapter 403, F'S. The study is in a very early
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phase; the consultant for the study is in the process of identifying drainage basins that require
detailed modeling and analysis and no laboratory testing is scheduled as of the fall of 1994, Itis
expected that the study will eventually result in the identification of environmentally detrimen-
tal discharges, which are herein defined to be any discharges which contain hazardous pollutants
as set by the Environmental Protection Agency pursuant to the Clean Water Act.

1995 Assessment of Local Stormwater Conditions

Stormwater Utility: Notwithstanding the sanguine view of the 1989 Comprehensive Plan with
respect to stormwater, the City has established a Stormwater Utility to fund studies and design
stormwater improvements and to develop a Capital Improvement Program to lessen or alleviate

flooding problems.

Stormwater Management Masterplan: The City retained the firm of Post, Buckley, Schuh &
dJernigan to develop a Stormweter Management Masterplon. A final report was completed in
May, 1995. The plan process inventoried existing drainage and incorporated a computer model
that identified problem areas. Alternatives to solving flood problems were identified. The study
noted that the City experiences pericdic flooding due to a combination of geological conditions
and an inadequate stormwater conveyance systems.

Geological Conditions: Historically, most of Miami Springs existed below minimum flood ele-
vations established for houses, roads and buildings by Dade County. Large portions of the City
were swamp lands; extensive areas were covered with muck layers. In some parts of the City
the muck layers are interspersed with layers of very pervious sand. Underlying the sand and
muck layers is a formation of porous coral rock with depths varying from 10 to 15 feed below
ground. This coral rock has the capacity to move large volumeés of groundwater. As the roads
and buildings within the City were developed, organic material was removed and replaced with
crushed limestone up to appropriate elevations. The crushed limestone was typically placed only
under roads and buildings. Yards, swales and open areas were generally not demucked and of-
ten not filled. The organic material left in place is not very pervious and allows a low rate of

- seepage of stormwater into the ground. Areas of the City that do not have muck layers beneath
them generally have good infiltration. In these areas, the depth of groundwater is the main de-
terminant of the ability of the ground to percolate stormwater, with higher groundwater levels
allowing for Jess seepage. The groundwater is naturally high. During the recent past, pumping
by the Dade County Water and Sewer Authority probably lowered groundwater around the well
sites enough to significantly improve stormwater percolation. This is no longer the case because
of pumnping restrictions on the wells in Miami Springs.

Existing Storm Drainage System and Related Determinants: According to the stormwater
management plan, the City has inadequate stormwater conveyance capacity. The City's storm-
water systems consist of infiltration trenches, French drains, soakage pits, storm sewers, open
channels and stormwater pumps. Much of the City has no specific conveyance system but relies
on surface drainage and infiltration into the ground. High tailwater levels in the Miami River
Canal may be limiting the ability of portions of the existing conveyance system to discharge
stormwater at an adequate rate. Flat topography slows stormwater flows into the conveyance
system. There ig partial and,-in some cases, complete blockage of the positive drainage systems
with sediment, debris and/or rubble The permeability of swales has been reduced over the years
by compacting from automobile parking and by the accumulation of fine material from top soil.

Stormwater Management Masterplan Recommendations: Thirty-eight drainage basins
were identified. For each drainage basin, data was collected on total basin acreage, impervious
area, pervious area, pond area and soil types. The study recommended construction of a positive
outfall drainage sysiem for five of the 38 basins (Basins 14, 184, 19B, 32 and 38) and the con-
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struction of an underdrain system for two of the basins (Basins 15 and 17A). Total construction,
contingency and engineering costs were estimated at $1,966,378. The study said the work could
be done at one time or phased. If phased, the following phases were suggested: 1) Basin 17A
($21,200); 2) Basin 32 (3652,000): 3) Basins 194 & 19B ($210800): 4) Basin 14 ($525,900): 5} Ba-
gin 15 ($94,700); and 6) Basin 38 ($462 200). The subject basins are shown in Figure 4.1.

Stormmwater Outfalls: The Stormwater Management Masterplan identified six stormwater
outfalls. (See Appendix items PD-51, PD-59, PD-60, PD-61, PD-62 and PD-73.) A determination
as to the need for comprehensive laboratory testing of pollutant loads could be made. There may
be a need for trapping and filtration. Trapping and filtration devices reduce point-source pollu-
tion, However, as required by EPA mandate, the City does incorporate with all new storm sewer
improvemient projects devices to reduce pomt source potlution.

Absence ofAddztzonal Water Quantity and Quality Information: The Post, Buckley,
Schuh & Jernigan stormwater study noted that no local, state or Federal reports on water quan-
tity and/or quality in the Miami Springs area were dlscovered “The only work discovered was

the FEMA effort for the Flood Insurance Program,

NATURAL GROUNDWATER AQUIFER RECHARGE

The Dade County Wellfield Protection Program is countywide in scope and jurisdiction and in-
cludes the City of Miami Springs in its regulatory coverage. Nearly all of Miami Springs was
within the 210 day travel time impact contour surrounding the Hialeah-Miami Springs Well-
fields. The balance of Miami Springs fell within the Maximum Day Protection Area. The divid-
ing line was approximately along De Leon Drive, with the area to the west being in the 210 day
travel time and the area to the east being in the Mammum Day Protection Area. The 210 day
travel time contour represents the line from which it will take a molecule of water 210 days to
migrate to the well during maximum draw down and no recharge.
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5. CONSERVATION ELEMENT

Surface Water: The inland surface waters in Dade County are composed of canals and residen-
tial lakes. Both owe their form to dredge, fill and drainage operations. The major waterways
were channeled from former natural streams which crossed the Rockland Ridge to Biscayne Bay.
Maintenance and operation of the major canals is the responsibility of the South Florida Water
Management District. The major canals are interconnected with a network of secondary canals.
These secondary canals are the County drainage system and which is maintained by Dade
County. Three canals run through or adjacent to Miami Springs: 1) the Miami River Canal; 2)
the Ludlam Canal and the Meirose Canal. The Miami River Canal was originally constructed in
1910 as one of the major works of the Everglades Drainage Distriet. According to the Areawide
Water Quality Management Plan quoted in the 1989 Miami Springs Conservation Element, the
Miami River was “grossly polluted and...a potential health threat to the (Hialeah-Miami) Springs
Well Field.” A major cause of the pollution was the use of the facility for waste water disposal.
The 1989 Miami Springs Comprehensive Plan saw a pollution threat to the Ludlam Canal from
“future developments along its western bank” on which sat in 1989 Florida East Coast Railroad
operations and Metropolitan Dade County Transit Improvement Program (Metrorail) operations.
The Melrose Canal was not seen to be significantly threatened by pollution. A

Water Supply: The Biscayne Aquifer is a “sole source” water supply for south Florida. This
shallow aquifer underlies all of Dade County, much of Broward County and a small portion of
southeast Palm Beach County. The 1989 Miami Springs Comprehensive Plan noted that the
Biscayne Aquifer “...is more than adequate for present needs...,” but population growth and per-
meable area shrinkage were identified as possible future causes of demand exceeding supply [at
current or otherwise desirable prices]. The 1995 Dade County Conservation Element EAR does
not give a clear indication as to the accuracy of this judgment. It does indicate that the water
supply afforded by the Biscayne Aquifer requires protection in order to ensure that it continues
to function well into the future. Figure 16 of Dade County’s 1988 Consérvation, Aquifer Re-
charge and Drainage Element Support Components delineated prime aquifer recharge areas
based on several USGS studies. These areas had not previously been delineated. The 1995 Dade
County Conservation Element EAR notes that most undeveloped wetland areas in Dade County
are designated for environmental protection or open land on the County’s Land Use Map. The
Bird Drive, North Trail and East Turnpike Bagins are wetland areas that are within the urban
Development Boundary, but other wetland protection areas are outside. The Dade County De-
partment of Environmental Resource Management has developed regulations which require that
wetland sites within the Urban Development Boundary be developed with a retention area
amounting to 30 percent of the site. In 1994, the National Audubon Society proposed that a
buffer be constructed along the eastern edge of the water conservation areas and the expanded
boundary of the Everglade National Park. This concept, called the East Coast Buffer plan, was
evaluated by the South Florida Water Management District as part of its ongoing Lower East

Coast (LEC) Water Supply Planning Project.

Water Quality: Salt water intrusion and pollutants threaten the Biscayne Aquifer. Salt water
intrusion is a threat during drought when the fresh water table is low. Salt water intrusion is a
threat when storms and tides drive salt water upstream, a problem that is curbed by salinity
control structures. The 1989 Comprehensive Plan identifies the main sources of water pollution
as industrial and domestic waste, surface water runoff from both agricultural and urban areas
and older septic tanks. The 1989 Comprehensive Plan identifies two major tools for protecting
water quality: 1) the Dade County 1982 Potable Water Supply Well Protection Ordinance which
restrict the use of land in the well field cone of influence; and 2) the Dade County ordinance
which requires retention of the first inch of runoff on site,

Hazardous Waste: No hazardous waste are known to be generated in hazardous quantities in
the Miami Springs. However, Figure VI-3 of the Dade County Conservation Element EAR shows
“Potential Sources of Contamination from Underground Storage Tanks.” Several tanks are
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shown in and near Miami Springs. Figure VI-4 shows “Hazardous Waste Remediation Sites and
Landfills. There are five sites which are located in or near Miami Springs. Figure VI-5 indicates
“Active Petroleum Cleanup Systems in Dade County.” There are two or three sites which are

either in or near Miami Springs.

Flood Protection: In 1989, Federal Flood Hazard Boundary Maps put Miami Springs in the “6
and 6.5 foot baselines” for 100 year floods. Street centerlines and lots must be filled at least to
these baselines. Most of Miami Springs lies between 7.3 and 8.3 feet above mean sea level. The
lowest lying areas have elevations between 5.3 and 6.3 feet, and would thus require approxi-
mately one foot of fill to comply with the flood criteria. Miami Springs enforces these require-
ments. In addition, the City of Miami Springs requires first floor elevations be 12 inches above

the crown of the road.

Air Quality: The 1989 Comprehensive Plan quoted the Florida Air Implementation Plan as
follows: “the atmosphere of Florida has generally been considered clean.” The 1995 Dade
County EAR makes the same observation, saying that ...Dade County has better air quality
than most other major metropolitan areas in the nation.” This is due to meteorological condi-
tions which contribute to the natural diffusion and to the self-cleaning eapacity of the atmos-
phere. The relative absence of topographic constraints helps keep the wind blowing. The rela-
tively good quality of Miami Springs air in 1989 was documented by an air monitoring station
located on Westward Drive in Miami Springs. The 1989 Comprehensive Plan cited the City's
free canopy as an asset in overcoming potential air quality degradation from the airport. Figure
VI-1 of the Dade County Conservation Element EAR shows no air monitoring station in Miami
Springs. That figure shows 14 stations. Station 32 is located at 7050 N.W, 36th Street near Mi-
ami Springs. Station 11 is the next nearest station, located in Hialeah at 251 East 47th Street.
The stations measure ozone, carbon monoxide, particulate matter, sulfur dioxide, nitrogen diox-
ide and lead. County-wide there were very few instances when these materials were found to
exceed established standards, according to the Dade County 1995 EAR. The stations near Miami
Springs (Stations 11 and 84) were typical. The only measurements in excess of standards at
these stations oceurred on one occasion in 1984 and two in 1987 when particulate was found to
exceed the standard at 7050 N.W. 36th Street, Since 1988 particulate matter exceeded the es-
tablished standards onee “west of the Miami International Airport” and twice in Homestead, ac-
cording to the Dade County 19985 EAR. The Dade County 1995 EAR also noted one instance of
ozone exceeding established standards; that instance occurred “in NW Dade County in 1990.”

Topography and Soils: Dade County soils are generally classified as sands, marls, rockland
and organic soils, including peat and muck. Soils encountered in Miami Spring are sandy soils of
the Dade and Davie series: Dade fine sand, Davie fine sand and Davie mucky fine sand. They
are shallow to a moderate depth and are characterized by a rapid infiltration rate (initially 5 to
7.5 mnches/hour). Some pockets of organic substances have remained in the areas covered by the
Davie mucky fine sand, but are not significant enough to influence the overall drainage charac-
teristics. Lowland soil types, such as marls and peats are limited in Miami Springs; they are
found outside the City’s western boundaries and touch the City at one location only. Valuable
mineral rescurces in Dade County include only limestone and sand which are derived from Dade
Active Limestone, Dade Inactive Limestone and Dade Inactive Sand. The 1989 Comprehensive
Plan noted that none of the sixty mines operating in Dade County were in Miami Springs.

Noise: The 1989 Comprehensive Plan defined noise as undesirable sound. It noted that urban
noise was particularly problematic in south Florida where outdoor living is a year around possi-
bility. There are two main sources of noise in Miami Springs: 1) the Miami International Air-
port and 2) the Florida East Coast Railroad yard. According to a Dade County Aviation Depart-
ment study quoted in the 1989 plan, “significant noise exposure” oceurs only in a 100-food strip
along the southern border of the City. Affected land uses in this strip were considered
“compatible with the airport activities...” The FEC Railroad yard presented more serious noise
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problems, particularly since it lies adjacent to Miami Springs residential development. FEC
noise was curtailed by: 1) Florida law, which prohibits the sounding of train horns between
10:00 PM and 6:00 AM; and 2) a wall between the FEC tracks and the adjacent residential
neighborhood, The wall is 15 feet high and 3,000 feet long. It was constructed by the FEC in
response to a petition from the City of Miami Springs. Noise concerns are the same in 1995 as in
1989. [Dade County Aviation Department will have up-dated information re: new east west

runway late fall]

Current and Projected Potable Water Consumption: There is adequate potable water ca-
pacity for current population and certainly for the future population, which is expected to be less
than the current population. The Miami Dade Water and Sewer Authority (WASA) provides po-
table water for Miami Springs. The water was distributed to individual properties by a system
owned and maintained by the City of Miami Springs. WASA's nearby Hialeah and John Preston
Water Treatment Plants are the providers for Miami Springs. These plants had a 1994 capacity
of 225 million gallons per day (MGD) according to Table VII-8 of Dade County’s 1995 Infrastruc-
ture EAR. The Dade County 1995 EAR does not give a projected capacity for the Hialeah-
Preston Plants, but it projects overall water system capacity to increase by about 25 percent be-
tween 1995 and 2005 from 421 MGD to 501 MGD, Miami Springs used 1,128,849,216 gallons of
potable water in FY 1894. This amounts to 3.09 million gallons per day and 232 gallons per
capita per day based on a 1994 population of 13,343, Miami Springs’ 3.09 million gallons per day
of water consumption amounted to 1.4 percent of the 225 million gallon plant capacity. Miami
Springs’ water consumption for 2005 is projected to be about the same 3.09 MGD as in 1994,
which will be six-tenths of one percent of the 501 MGD total system capacity projected for 2005
in Table VII-10.of the 1995 Dade County Infrastructure EAR. The City's 232 gallons per capita
per day is high in comparison with strrounding communities according to the Florida Depart-
ment of Community Affairs Objections, Recommendations and Comments Report on the June 23.
1997 first reading version of the City’s de novo comprehensive plan. If this comment is correct,
the reason xiay be due to the proportion of hotels and other non-residential land uses in the City
which consume water, but do not add permanent population. It is expected that the City will
likely have as many or more hotels in the future. Future water consumption is likely to be at
least 232 gallons per capita per day times the projected population. This function combined with
the population projections in Table 1.1 would produce a need for 3.047 million gallons per day in
the year 2000; 2.952 million gallons per day in 2005; 2,982 million gallons per-day in 2010; and
2.834 million gallons per day in 2015.
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6. RECREATION and OPEN SPACE ELEMENT EXHIBIT 1

RECREATION INVENTORY

Existing Public Facilities in the City: Recreationa
eral population of the Miami Springs are dep

on that map correspond to the following list:

L

Cinemd Park (City Tennis Courts)

401 Westward Drive

Size: 1.0 acres

Facilities:  Five lighted tennis courts;
lighted bandball conrt

Type: Community

Cirele Park )

Curtiss Parkway at Miami Springs Circla

Size: 1.6 acres

Facilities:  Passive park

Type: Neighborhood

Crane Park
Quail Avenue and North Royal
Poinciana Blvd. '

Size: 1.0 agres

Facilities: Passive park

Type: Neighborhood

De Leon Park

De Leon Dyive

Size: 0.8 acres

Facilities:  Passive park with benches
Type: Neighborheod

East Drive Field (Stafford Park)
East Drive and Labaron Drive

Size: 9.2 acres ,

Facilities:  Lighted baseball; lighted soft-
ball; lighted soccer; lighted
VITA course; tot lot; picnic area

Type: Community

Prince Field

1400 Westward Drive

Size: 3.6 acres

Facilities: Football; baseball; softhall;
soccer; track; tot lot; 1,535 sq.
ft. field house

Type: Community

Ragan Park
Labaron Drive between Lee Drive and
Ragan Drive

Size: 1.0 acres
Facilities: Passive park
Type: Neighborhood

8.

10.

11

| facilities on public land and accessible to the gen-
icted on Figure 1.1, Existing Land Use Map. The key numbers

Recreation Center

1401 Westward Drive
Size: 3.6 acres
Facilities:  Indoor gymnasium; swim-

ming pool; administrative of-
fice
Type: Commiunity
Rio Vista Drive Park
Rio Vista Drive and North Royal
Poinciana Bivd.

Size: 0.6 acres
Facilities:  Pagsive Park
Type: Neighborhood
South Bass Lake Park
Bluebird Avenue South to lake
Size: 0.5 acres
Facilities:  Passive park
Type: Neighborhood

Dove Avenue Park/Peany Field
North Royal Poinciana Blvd. and

Dove Drive

Size: 5.8 acres
Facilities:  Pldying fields
Type: Community

Canal Bank, Parkway & T'raffic Islands

12

13.

14

1.

16.

Canal Bank of C-6 Miami Canal Dove
Avenue to Redbird Avénue

Size; 2.1 deres
Parkway at Azure Woy
Size: 0.2 acres

Traffic Island at Corydon Drive &
Lenape (pump station)

Size: 0.1 acres

Traffic Island / Triangle at Hunting
Lodge Drive, Lenape Drive, Melrose
Canal

Size: 0.4 acres

Lraffic Istand / Triangle at Lake Drive
& Morningside Drive

Size: 0.1 acres
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17. Traffic Island at North Royal Ponciana 18, Yaeht Basin (Quigoing Bridge)
Blvd & Starling Avenue

Size: 0.9 acres

Size: 0.4 acres '
Total Community Park Acreage: ) 23.2 Acres
Total Neighborhood Purk Acreage: 4.5 Aeres
Total Canal Bank, Parkway and Traffic Island: 4.2 Acres
Total of eIl Park Acreage: 32,0 Acres

City of Miami Springs Golf Club: The City of Miami Springs Golf Club occupies. approxi-
mately 176.5 acres of Miami Springs.

Additional Open Space Additional open space facilities exist within platted road rights-of-
way. These include the center parkway of Curtiss Parkway, which includes a bike path flanked
by rows of live oaks, the area between the Canal Street pavement and the C-6 Canal, including
the improved passive park area east of the bus shelter, and traffic circles at Beverly Drive and
Whitethorn Drive, Beverly Drivé and Glendale Drive, South Drive and Pinecerest Drive, and

DeSoto Drive and Labaron Drive.

RECREATION ANALYSIS

Local Recreation and Open Space Level of Service Standard: Apart from the Golf Club,
which was acquired from the City of Miami in 1998, Miami Springs has 32.0 acres of community
and neighborhood recreation and open space. This 32.0 acres of community and neighborhood
recreation and open space amounts to 2.40 acres per 1,000 permanent population, based on the
1994 permanent population (see Table 1.1) and 2.35 acres per 1,000 permanent population,
based on the projected 2015 population (see Table 1.1). These ratios are just slightly above the
minimum standard of two acres per 1,000 people established by Objective 3 of the Recreation
and Open Space Element of the 1988 Comprehensive Plan. By way of comparison, Dade County
has established a level of service standard of 2.75 acres of local recreation and open space per
1,000 population. It counts as local recreation and open space parks which are commonly called
local and regional parks. It also counts one half of the private recreation and open space within

the county.
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7. INTERGOVERNMENTAL COORDINATION
DIVISION of AUTHORITY for MUNICIPAL SERVICES
The City of Miami Springs provides the following municipal services:

Police Protection

Land Use Control

Solid Waste Collection

Waste Water Collection

Potable Water Distribution

Water and Sanitary Sewer Administration and Maintenance

Parks and Recreation

Local Street Construction; Maintenance and Lighting
Municipal Code Enforcement .
Beautification, Inchiding Tree Preservation
Designation of Historic Architecture

Other municipal services are provided by Metropolitan Dade County under the authority of its
Home Rule Charter. These include:

Fire Suppression and Rescue Services
Solid Waste Disposal

Waste Water Treatment

Potahle Water Pumping and Purification
Storm Drainage

FORMAL INTERGOVERNMENTAL AGREEMENTS

Miami Springs has entered into intergovernmental agreements with the following agencies
for the purposes stated:

Dade County Public Library System: The City provides maintenance and utility services
to the Miami Springs Branch of the County Library System.

Dade County School Board: The City allows the S8chool Board o use City recreational fa-
cilities including the municipal swimming pool school purposes. The School Board allows
the use of school facilities for public meetings and sporting events.

Dade County: The City coordinates with Dade County in the provision of police and
emergency services. The City also cooperates with other local governments.

Miami-Dade Water and Sewer Authority Department: WASA provides potable water
and sewage treatment and disposal.

Village of Virginia Gardens: Miami Springs provides potable water and sanitary sewer
services to Virginia Gardens.

Village of Virginia Gardens/Town of Medley: The City acts as coordinator, provides fa-
cilities and provides in-kind services for an area-wide senior citizens’ program in which
Virginia Gardens and the Town of Medly participate.
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PRIMARY INTERGOVERNMENTAL RELATIONSHIPS

Miami Springs has its most important intergovernmental relationships pertaining to planning
with the following agencies for the purposes stated:

100

Metropolitan Dade County Aviation Department / Miami International Airport: The City
participates in airport planning activities.

Metropolitan Dade County Public Works Department, Highway Division: The City coop-
erates with the Dade County Public Works Department pertaining to the maintenance of
County roads within the City. County roads include Curtiss Parlcway (4 lane divided
County Collector), North Royal Poinciania Boulevard (2 lane county coliector), South
Royal Poinciana Boulevard (2 to 4 lane county collector), Lenape Drive (2 lane county
collector) and Ludlam Road (2 lane county collector).

Metropolitan Dade County Office of Community and Economic Development (OCED):
The Office of Community and Economic Development is a branch of the Office of the
County Manager. OCED administers the following programs which relate to Miami
Springs: 1) the Community Based Organizations Program; 2) the Chapter 163 Redevel-
opment and Tax Increment Financing Program; and 3) the Community Development
Block Grant (CDBG) Program. The Community Based Organization Program allo-
cates County General Fund monies to special interest groups that do good works. Many
of the recipients are private community-based organizations. Under this program, Mi-
ami Springs has received financing for economic development related studies. The
Chapter 163 Redevelopment Program “coordinates” redevelopment efforts of all mu-
nicipalities in Dade County. The Under state law, local units of government are empow-
ered to acquire private land through eminent domain and resell it for private use in order
to achieve redevelopment, which is deemed a sufficient public purpose to justify the use
of eminent domain. Under the Dade County Charter, local units of government in Dade
County forfeit their redevelopment authority to Dade County. They may get it back for
specific redevelopment activities by making application to the County. The applications
are processed by the OCED. Tax Increment Financing Programs are also administered
by OCED. Thée Community Development Block Grant Program (CDBG) allocates
Federal Community Development Block Grant funds-to municipalities in the Connty.

There is too little poverty in Miarmi Springs to permit the City to participate in the Com-

munity Development Block Grant Program. However, the City allows OCED to count
the Miami Springs population in preparing its CDBG Program.

Metropolitan Dade County Department of Planning, Development and Regulation: Mi-
ami Sprmcrs officials consult with the Department of Planning, Development and Regula-
tion in order to coordinate the Miami Springs Comprehensive Plan with the Metropohtan
Dade Caunty Comprehensive Development Master Plan, particularly with respect to
level of service standards. Miami Springs officials also consulis with the Department of
Planning, Development and Regulation in the administration of the Miami Springs
building code, which is based on the Dade County Building Code; consultations focus on
questions pertaining to interpretations of the building code and amendments to the
building code. Finally, Miami Springs officials coordinate with this Department of Plan-
ning, Development and Regulation pursnant to the plat review and approval process.

Flerida Department of Transportation: The City cooperates with the planning and de-
sign services which FDOT provides for state roads in and near the City. State roads
which affect the City include the Airport Expressway (6 lane divided limited access state
principal arterial), N.'W. 36th Street (6 lane divided state principal arterial), Le Jeune
Road (5 lane state principal arterial) and Okeechobee Road (4 lane state principal arte-

rial).

South Florida Water Management District: The SFWMD is responsible for maintenance
and operation of the Miami River Canal and other flood control measures.



Miami Springs/Virginia Gardens Miami International Airport Ad Hoc Committee: This
committee is composed of elected officials of Miami Springs and Virginia Gardens. Oth-
ers also participate. It meets monthly to coordinate the efforts of the two cities aimed at
ensuring that the airport will be the best neighbor possible to the adjacent municipali-
ties. Noise abatement is a particular concern of the committea.

OTHER INTERGOVERNMENTAL RELATIONSHIPS

Miami Springs has other intergovernmental relationships with the following agencies for the
purposes stated:

Dade County, Hialeah and other munieipalities: The City consults with nearby local
governments pertaining to land usge issues,

The South Florida Regional Planning Council; The Regional Planning Council coordi-
nates regional planning efforts and reviews developments of regional impact applica-
tions.

MAJOR INTERGOVERNMENTAL OPPORTUNITIES

The City of Miami Springs could, under the proper conditions, enter into an intergovernmental
agreement with the Miami International Airport authority, Dade County and other local gov-
ernment jurisdictions with an interest in coordinated planning for the airport and adjacent mu-
nicipalities which will experience land use problems and potentials related to development of the
airport. Such a joint planning consortium could limit its efforts to conducting research or it
might invelve inter-local agreements which surrender some authority for land use decision-

making.
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8. CAPITAL IMPROVEMENTS ELEMENT
PUBLIC FACILITY NEEDS from QTHER ELEMENTS

Proposed Capital Projects: Table 8.1 lists the needed capital improvements identified in the
other elements, for the period FY 1995/96 to F'Y 1999/2000. The improvements listed are those
which are relatively large in scale and of high cost. Large scale and high cost are defined as im-
provements estimated to cost over $10,000 and that have an expected life of three years or more.
Table 8.1 also indicates the funding mechanisms that can be used to implement the City's Pro-
posed Capital Improvement Program through the year 2000. The proposed Capital Improvement
Program includes projects within the City which are to be funded by various County and State
agencies. ‘The proposed funding levels as most recently reported by the applicable agenicy are
included in these projections.

Capital Implications of the Future Land Use Plan: No major changes in the future land
uses were identified in the 1989 Future Land Use Element. Therefore the Future Land Use Map

had nio major capital project implications.

SOURCES OF FUNDING

Table 8.2 indicates general revenues and expenditures for the years 1985-2000. The figures to
1994 are historical data. The Figures for 1995 through 2000 are projections.

The City's General Fund receives all revenues which are not required to be deposited in a sepa-
rate special fund. These revenues are available for any lawful purpose, including both operating
expenses and capital improvements, For the purposes of this inventory and the funding projec-
tions, the General Fund is divided into two parts: 1) ad valorem real property taxes, and 2) all
other non-dedicated revenues. There are seven such separate sources of funds. This numbetr
may change from year to year as soine new sources are added and some existing sources are

eliminated.

Table 8.8 presents an estimate of anticipated total expenditure and revenune levels through the
five year capital improvement planning period.. As indicated in this Table, net General City ex-
penditures are projected to rise from $6,151,784 in 1994 to $7,492,242 in the year 2000, an in-
crease of 21.8 percent. This increase in expenditures could be attributed to predicted inflation of
about 3.5 percent which is about the average increase from 1985 to 1994. General revenues are
projected to climb from $5,277,216 in 1994 to $7,128,739 in the year 2000, an increase of about
35 percent. The City's Ad Valorem taxes are expected to rise from $2,995,000 in 1994 to
$4773,851 in the year 2000, an increase of 59 percent. This increase may be attributed partly to
a projected millage incréase and partly to an increase in assessed valuation.,

General revenues in 1994 fell short of net General expenditures by approximately $875,000 and
therefore should not be considered as a source of funds for capital improvement.

Miami Springs currently has four enterprise funds: 1) the Water fund 2) the Sewer Fund; 8)
the Sanitation Fund and 4) the Stormwater Furid. These enterprise funds can finance capital
improvements in two ways. First, the City can establish Renewal and Replacement Funds for
each, into which is deposited annually an amount representing a depreciation charge or retained
earnings. Proceeds from revenue bonds can be used for improvements to the system operated as
an enterprise account. Revenue from operations can be used to pay the debt service on the
bonds. Table 8.3 shows the 1993 and 1994 revenues and expenses for esch enterprise fund. The
remaining revenue after expenditures are subtracted, goes into the general fund. In order to
provide a reasonable trend for projecting future growth in the City's enterprise funds it is as-
sumned that the 1994 differences will continue to be deposited into the General fund. The re-
maining revenue after expenditures in 1994 was approximately $403,000
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LONG TERM DEBT

In 1996, Miami Springs had no general obligation bond. debt. On June 17, 1997 the voters of Mi-
ami Springs approved the issuance of a $5,000,000 general obligation bond to buy the City of Mi-
ami Golf Course, which is now the Miami Springs Golf Course.

In 1997, the City had revenue bond debt of approximately $8.5 million. In 1998, a new revenue
bond series was issued in the amount of $11.0 million, $7.8 million to refinance the old debt, $1.8
million for sewer system manifold improvements and $1.4 million for sewer system inflow and

infiltration 1mprovements

FUNDING FOR PROPOSED PROGRAM

As indicated in Table 8.4, the City's total Assessed Value has increased each

year between 1985 and 1994 budget years. In 1994 this value experienced an increase of over 7
percent. While an increase this large is not expected to continue at this rate over the next sev-
eral years. However, as pointed out earlier, General revenues do not provide a surplus over ex-
penditures and therefore can not be considered a source of funding for capital projects.

The mlilage rate for 1995-2000 for general operating purposes (non-debt service) has been pro-
jected to increase 4.17 percent annuaily (which conforms to the average annual increase of 4.17
percent from 1985 to 1994). Even so, the increase will not generate sufficient funds for cap:ttai

projects.

The assessment ratio is assumed to be at or near 100 percent throughout the period. For budget
purposes, total property tax collections are estimated to equal 97 percent of tax levy based on
Assessed Value to allow for uncollected taxes.

Those capital items related to the Enterprise funds may be funded with the surplus generated
from those operations. Even after debt service, the Enterprise funds generated a surplus of

$403,000 in 1994.

Funding sources for individual projects are shown on Table 8.1.
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1998 FINANCIAL INFORMATION

The City Administration is responsible for establishing and maintaining an internal control
structure designed to ensure that the assets of the government are protectad from loss, theft or
misuse, ensuring that adequate controls exist to protect the fiscal integrity of the organization.
The internal control structure is deigned to provide reasonable, but not absohute assurance that
these objectives are met. The concept of reasonable assurance recognizes that: (1) the cost of a
control should not exceed the benefits likely to be derived; and, (2) the valuation of costs and
benefits requires estimates and adjustments by management. As part of the FY 1997 fiscal
audit, the organization's independent certified public accountants, Rachlin Cohen & Holtz, pre-
pared a report which addresses a series of internal control issues. These findings are being or
have already been implemented by management to ensure the proper accountability of sl City

funds.

Budgetary Controls: The City maintains budgetary controls at a line-item level to ensure com-
pliance with legal provisions embodied in the annual appropriated budget approved and
amended by City Council. These procedures are required by Article IX, Section 9.1 of the City's
Charter, along with Section 200.065, Florida State Statutes, and establish specifie procedures to
follow as related to the budget presentation, adoption, implementation and amendments of each
respective operating fund budgets. The level of control at which expenditures cannot legally ex-
ceed the appropriated amounts is established at the department level. The City maintains
budgetary controls through an encumbrances-accounting system which compares requested
goods and services to unencumbered funds prior to release of purchase orders. Encumbrances at
year end are reported as a reserve of fund balance or retained earnings. Accordingly, the first
budget amendment of the subsequent fiscal year will reappropriats the reserves and authorize
the continuation of the transaction. The City Manager is authorized to transfer budgeted
amounts within departmerits of any fund; however, any budget revision that modifies or adjusts
the total expenditure of any given department must receive authorization and approval by the
City Council. To ensure compliance with budgets, monthly budget statements are prepared and
reviewed by management and the City Council.

General Government Functions Revenues

General Fund revenues and other operating sources, including operating transfers-in, amounted
to $8,196,240 for the fiscal year ended September 30, 1997. This is a 9.4% increase over the total
revenues received for 1096. Table 8.5 presents a summary of general fund revenues and other
financing sources for the fiscal year, their related percentage and the amount and percentage of
increases or decreases in relationship to the prior year's proceeds.

The most significant source of general fund revenues was ad valorem taxes, representing 41.9%
of total general fund revenues. Property taxes are based upon assessed value of real and per-
sonal properties as presented by the Miami-Dade County Propérty Tax Assessor, and applied to
the millage rate set and adopted by the City Council. The final assessed value for the tax year
1997 of real and personal property was $5385,970,125 compared to $519,67 1,581 in 1996 repre-
senting a 16,298,544 (or 3.1%) increase. Based upon the expanded interest in Miami Springs
along with the development of two new hotels and the airbus facilities, we anticipate a continued
increase in assessed value for FY 1998. With the subsequent two fiscal years, assessed values
should increase considerably with these new commercial ventures.

Along with ad valorem revenues, the General Fund operates from the issuance of licenses and
permits, shared revenues from State and County agencies (intergovernmental) including the
1/2-cent sales tax, 2/3 cent cigarette tax and 8-cent motor fuel tax. These funds provide for the
second largest source of revenues from external purposes. Operating transfers-in are comprised
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of Utility (Public Service) Taxes, Franchisé Fees on telecommunications, electricity, cable televi-
sion/broadband services, gas, fuels and oils sold in Miami Springs. Additionally, the four Enter-
prise Funds, Water, Sewer, Sanitation, and Stormwater, generate management fees from their
operations to the general fund. As an average, the enterprise funds pay approximately 5% of the
respective gross operating revenues for direct and indirect services provided by subordinated
funds (i.e. utility billing, planning, engineering and building services).

General Government Functions Expenditures:

General Fund operating expenditures including operating transfers-out totaled $7,206,405 for
the fiscal year ending September 80, 1997. This resulted in an operating surplus of $989,835
of revennes over expenditures. This surplus is recorded anad included in the Unreserved, Un-
designed General Fund Balance of the City and maintained for emergencies and working
capital. The total expenditures recorded for the year reflects a 0.3% increase of total adjusted
FY 1996 operating expenditures. Table 8.6 presents a summary of expenditures (excluding
open encumbrances at yvear end) along with other financing uses for the fiscal year, the re-
lated percentage of the total and the amount and percentage of increase or decrease over the

prior fiscal year's expenditures. :

General Government is comprised of the following administrative departments: Mayor and
City Council, Office of the City Manager, Office of the City Clerk, Personnel Department
(renamed: Human Resources Department for FY 98), Office of the City Attorney, Planning,
and Finance. Public Safety includes the Police Department, School Resource Officers, and the
Building, Zoning and Code Enforcement Department. Public Works is comprised of the five
general fund divisions of Administration, Streets & Street lights, Sidewalks, Public Proper-
ties, and Building Maintenance. Recreation and Culture includes the Recreation Division,
Pool, and the Tennis Facility. Other includes the Non-Departmental or Unclassified accounts
(for those services rendered by the City, but not necessarily assigned to one specific funetion).

Operating Transfers-out includes the annual general fund contribution to the Senior Center
Fund (as part of the City's match. obligations), funding of capital projects and other subordi-
nated transactions requiring an exchange of cash or equity.

Special Revenue Funds. Special revenue funds account for proceeds of specific revenue
sources which are legally restricted to expenditures for specific purposes. The functions reported
in this fund consist of collection of monies provided to the City from outside sources and desig-
nated to fund specific projects or provide special services. We have included the following funds
and reported them in a combined manner: Excise Tax Fund, Local Option Gas Tax Fund, Senior
Center Fund, Department of Justice Funds, and the City's Grant Fund.

Excise Tax Fund is used to account and record the receipts of Public Service Taxes (PST) and
Franchise Fees from Telecommunication companies, electrical services, cable televi-
sion/broadband services, private solid waste services, gas, fuel and oil services in the City. Reve-
nues from PSTs and Franchise Fees were $1,007,430 and $667,245 respectively. On a monthly
basis, receipts are recorded as revenues then transferred-out to the general fund.

The Senior Center Fund is used to account for all federal funds received under the Older Ameri-
cans Act, Title III, administered through a local non-profit organization. The Center provides
daily hot lunch programs to over 125 participants, along with daily home meal deliveries to over
50 residents. Other senior services, including health screening, nutritional and education pro-
grams, shopping assistance, and other regularly scheduled programs are provided. Revenues
from grants amounted to $114,768; donations or contributions of $3,910; and, a contribution of
$79,500 from the general fund.
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The Capital Projects Fund is used to account for capital items and renovations or rehabilitations
of city facilities. The City's past practice has been to fund capital projects as they progressed;
however, in 1997, the City received voter authorization to sell general obligation bonds to ac-
quire and renovate the Miami Springs Golf and Country Club. The bond proceeds of $5,000,000,
' recorded in the Capital Projects Pund, were received on September 29, 1997, with the acquisition
of the property on October 24, 1997. Renovation of the facilities will occur during FY 1998 and

FY 1998.

General Fixed Assets. The general fixed assets of the City are those used in the performance of
general governmental functions and. exclude the assets of the four Enterprise and three Internal
Service Funds. In accordance with generally accepted accounting principles for iocal govern-
ments, the City is not required and does not record depreciation on general fixed assets nor does
it record infrastructure assets such as roads, bridges, curbs and gutters, streets and sidewalks,
drainage systems and similar assets that are immovable and of value only to the City. Assets
are recorded at cost except donated items which are recorded at the fair market value of the item
at the time of the contribution. As of September 30, 1997, the general fixed assets acquired from
the general fund, federal grants, and donated revenues amounted to $5,557,420.

General Long-Term Debt Account Group. The Genera) Long-term Debt Account Groupisa
self-balancing group of accounts set up to account for liabilities arising from accumulated, un-
paid vacation and sick pay. The general long-term debt as of September 30, 1997 for accrued
leave benefits is $497,072. Additionally, the debt obligation for the City's Series 1997 General

Obligation Bond Issue is recorded in this group of accounts.

Enterprise Funds. The City's enterprise fund operations include Water, Sewer, Sanitation, and
Stormwater Operations. Each fund is established to finance and account for the acquisition, op-
erations and maintenance of facilities, utility services, and revenne bond debt obligations. The
cost of providing these goods and services on a continuing basis is financed through the collection
of charges from users. The comparative data in Table 8.7 reflects the net operating income or

loss on corresponding operating revenues.

Debt Administration. The City's outstanding long-term debt obligations consists of one refunded
Utility Revenue Bond issue, Series 1994 recorded in the City's Sewer Enterprise Pund and one
General Obligation Bond, Series 1997 for the acquisition and renovation of the Miami Springs
Golf and Country Club. On September 30, 1997, the outstanding balance due on the Revenue
Bond was $7,515,000 and the obligation for the GO Bond issue was $5,000,000 (of which the first
principal and interest payment is available from capitalized revenues deposited on closing).

Fiduciary Operations

Pension Trust Funds. The City administers two independent retirement systerns: the Miami
Springs General Employee Retirement System and the Miam; Springs Police and Firefighters
Retirement System and are independently audited, but incorporated in the Annual Report for

information purposes.

Risk and Liability Management
Incorporated as a integrated function of the City's Finance Department, Risk Management in-

cludes the management of all city liability coverage, workers compensation and health benefits
for the City's employees and dependents. Each fund and department provide an allocated por-
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tion of premiums and dues for coverage as an expense with a corresponding revenue in the re-
spective internal service fund.

The Liability Insurance Fund accounts for premiums, administration and processing of liability
coverages including general liability, bonding and waivers, automobile coverages, and property
and casualty coverages. Total contributions were $350,780.

The Group Health Insurance Fund provides the mechanism for the accumulation of funds, both
from the City's employees and the employers' contributions for health, dental, vision, and life
insurance premiums. For FY 1997, health benefits were provided by Humana Health Insurance,
Oral Health Service, Vision Care Services and Sun Life, for medical, dental, vision and life in-

surance coverage respectively.

Cash Management - Treasury

The Finance Departrent is fully charged with the security of all City funds and assets along
with maximizing the returns on all surplus or idie eash. Cash management policies are clearly
established and delineated by State Statutes as well as administrative policies implemented by
management with Council approval regarding the types of investment instruments which the
City uses for returns on cash. Primarily, surplus cash and mandated reserves are invested in the
State of Florida, State Board of Administration Pooled Equity Fund with a one-year moving av-
erage of 5.15% through September 30, 1997. Additionally, proceeds from the 1997 GO Bonds
were invested in short-term Certificates of Deposit with First Union National Bank at varying

vields.

Beonomic Condition and Outlook

The City of Miami Springs is located in Southeast Florida, in Miami-Dade County, immediately
bordering the Miami International Airport. The City, primarily residential in make-up, is 2.8
square miles and has just dunder 15,000 full-time residents. The southern-most area of the City
located along 36th Street, is commercial in nature with several hotels, restaurants and other
businesses servicing the Miami International Airport and employess.

As we began FY 1997, the Administration was in the process of closing two fiscal years (FY 1995
and FY 1996) simultaneously. The end result of the exercise was that FY 1995 was less than
satisfactory. Numerous financial adjustments were made due to the poor administration of the
operations of the City. FY 1996, under new leadership, brought about significantly improved
finaneisl reporting mechanisms and controls. -

Property values were anticipated to be flat, but ended up with an improvement over the prior
fiscal year. Working capital balances, however, were dismal and enhancernent of these funds
became a primary goal for the FY 1997 administration. We are pleased to say that cash balances
have turned around and with the close of FY 1997, the City is back in line with its objective to be
fiscally secure and able to meet unanticipated emergencies or obligations.

We also close FY 1997 with a series of exciting new ventures ahead of us. First, two new hotels
began the process of expanding their facilities with over 200 new rooms expected by ¥FY 1999,
Additionally, after numerous meetings and weeks of hard work, the City announced that it will
be the new home for the Airbus training facility - generating new jobs and considerable increases
to the City's commercial tax base. Best of all, through a long bidding process, the City was
awarded the opportunity to buy and renovate the Miami Springs Golf Course from the City of
Miami. The voters overwhelming approved and ratified the sale of $5,000,000 in General Obli-
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gation honds to purchase and rehabilitate the 40 year old golf course, opening the door to new
ventures and opportunities immediately upon exchange of ownership.

We have also seen the contintied development and construction of the city-wide bike path and
landscaping project. Along Royal Poinciana Boulevard, the State of Florida removed the
nonecologically friendly trees and began a complete overhaul of the trees and ground cover along
the Miami River. At the time this report was being prepared, the State has already begun the
task of planting and landscaping the right-of-way along the canal and bike path. It is antici-
pated that this project will be completed during FY 1998.

The 40-year old Miami Springs Swimming Pool Facility had considerable rehabilitation and
renovation work performed at the pool and cabana areas during FY 1697. Initially, funding for
the repair work was from the City's General Fund. However, after meetings with Senator Casas
and with his direct involvement, an appropriation and award of $100,000 was granted by the
State of Florida to offset the expenditures already incurred. The additional work necessary at
the facility, approximately $458,000, is scheduled to begin in December, 1997 and funded by the
1997 Safe Neighborhood Bond Issue managed and reported by Miami Dade County and funded
to the dassociated municipalities as a "grant" for authorized work.

Other Information

Independent Audit. State of Florida statutes require that annual audits of the City's Financial
Statements, accounts and records, be performed by external auditors. Miami Springs continues
to use the services of the Certified Public Accounting firm of Rachlin Cohen & Holtz. In addition
to meeting the specified state requirements, this audit was prepared and presented in accor-
dance with the requirements set forth in OMB Circular A-128 and Generally Accepted Account-

ing Standards.
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Table 8.4

Total Assessed Value Trends and Projections

Year Real Property Percent (Gross Property Percent Total adjusted Percent
Assessed Value Change Assessed Value Change Tax Leuvy Charige
{Page 58) (Page 55) (Page b54) -
Historical Data
1985  $277,149,267 $820,468,920 - $1,509,820
1986 $299,299.256 7.99% $389,415,403 5.91% $1,530,166 1.35%
1985 $300,043,075  0.25%  $342,774,062  0.99%  $1,659,714 8.47%
1988 $307,312,825 2.42% $354,771,588 3.50% $1,868,142 12.56%
1989 $367,904,331 19.72% $420,915,072 18.64% $2,172,358 16.28%
1990 $365,813,683  -0.57% $419,497,552  -0.84% $2,489,556 14.60%
1991 $393,346,531 7.58% $448,262,817 6.86% $2,650,294 6.46%
1992 $400,855,789 1.91% $456,148,149 1.76% $2,649,000 -3.82%
1993 $414,608,565 3.43% $469,692,346 2.97% $2,789,960 9.45%
1994 $445__,021,958 7.34% $499,173,255 6.28% $2,995,000 7.35%
Average :
85-94 5.56% 5.17% 8.08%
Projections
The projections below are based on the assumption that
growth in value will continue i the average rate of increase.
1995 $469,765,179 5.56% $524,980,512 5.17% $3,236,9986. 8.08%
1996 $495,884,123 5.56% $552,122,005 517% $3,498,545 8.08%
1997 $523,455,280 5.56% $580,666,712 5.17% $3,781,228 8.08%
1998 $552,559,394 5.56% $610,687,181 5.17% $4,086,751 8.08%
1999 $583,281,696 5.56% $642,259,709 5.17% $4,416,960 8.08%
Table 8.5
Yotal Revenue Sources
- Increase/ Percent of
Percent of (Decrease) Increase/
Source Amount Total from 1996 (Decrease)
Ad Valorem Revenues $ 3,428,889 41.9% $93,479 2.7%
Licenses/Permits 442 316 5.4% 59,516 13.5%
Intergovernmental 894,908 121% (3,709) -0.4%
Charges for Services 230,908 2.8% {39,051) -16.9%
Fines/Forfeitures 190,825 2.3% 4,621 0.3%
Interest Income 141,286 1.7% 35,223 24.9%
Other Revenues 111,001 1.4% 55,954 50.4%
Operating Transfers-in 2,656,609 32.4% 562,510 21.2%
TOTALS $8,196,240 100.0% $768,543 9.4%
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Table 8.6

Total Expenditures

' Percent of
Source "Amount Total
General Government $1,218,916 16.9%
Public Safety 3,507,996 48.7%
Public Works 1,142,522 15.9%
Recreation & Culture 796,484 11.0%
Other Services 234,581 3.3%
Operating Transfers-out 305,906 4.2%
TOTALS $7,206,405 100.0%
Table 8.7
Enterprise Fund Operations

| Operating Revenues

Fund FY 1996 FY 1997
Water $1,251,780 $1,093,138 -
Sewer 3,330,737 3,790,012
Samnjtation 1,796,823 1,635,194
Storm water 331,134 309,730
Total (Memo only) $6,710,474 $6,828,074
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Increase/ Percent of
(Decrease) Increase/
from 1996  (Decrease)
$128,384 10.5%
255,081 T.3%
{41,081) -3.6%
(54,036) -6.8%
(287,209 122.4%
23,716 7.8%
$24,855 0.3%
Net Incomef(Loss)
FY 1996 FY 1997
$ 136,481 $ (51,888)
(235,236) (1,343,436)
367,131 40,837
93,699 123,729

$362,076  $(1,230,857)



